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presidential documents 

Title 3—The President 

PROCLAMATION 4356 

Amending Proclamation Nos. 4313 and 4345 To 
Further Extend the Application Period of the 
Program for the Return of Vietnam Era Draft 
Evaders and Military Deserters 

By the President of the United States of America 

A Proclamation 

On September 16, 1974, I issued Proclamation No. 4313, announcing 
a program of earned return for those convicted and accused of violating 
certain provisions of the Selective Service Act or the Uniform Code of 
Military Justice during the Vietnam conflict. On January 30, 1975, I 
amended that Proclamation extending the date by which applications 
must be received until March 1, 1975. 

Based on a further review of the progress of this program, I believe that 
many of those who have already been punished arc only now learning 
they are eligible. This is confirmed by the large number of applications 
which continue to be filed w ith the Presidential Clemency Board. There¬ 
fore, I am again extending the date by which all applications must be 
received. 

NOW, THEREFORE, I, GERALD R. FORD, President of the 
United States of America, pursuant to my powers under Article II of the 
Constitution, do hereby proclaim that Proclamation No. 4313 is hereby 
amended as follows: 

Section 1. Paragraph (i) of Section 1 Ls amended to read as follows: 

“presents himself to a United States Attorney before March 31, 1975/* 

Sec. 2. The fust paragraph of Section 2 is amended by striking out the 
date “March 1, 1975,*’ after the words “offenses direedy related thereto 
if before” and inserting in place thereof “March 31,1975,”. 

IN WITNESS WHEREOF, I have hereunto set my hand this 28th 
day of February, in the year of our Lord nineteen hundred seventy-five, 
and of the Independence of the United States of America the one hundred 
ninety-ninth. 

[FR Doc.75-5874 Filed 3-3 75; 9:45 am] 
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THE PRESIDENT 


8933 


EXECUTIVE ORDER 11841 

Amending Executive Order No. 10973, 1 Relating to Administration of 

Foreign Assistance and Related Functions, to Provide for a Develop¬ 
ment Coordination Committee 

By virtue of the authority vested in me by the Foreign Assistance Act 
of 1961, as amended, and section 301 of title 3 of the United States 
Code, and as President of the United States, it is hereby ordered as 
follows: 

Executive Order No. 10973 of November 3, 1961, as amended, is 
hereby amended by adding at the end of Part III a new section 306, 
as follows: 

“Sec. 306. Development Coordination Committee . (a) In accordance 
with section 640B of the act, there is hereby established a Development 
Coordination Committee (hereinafter referred to as the Committee). 
The Committee shall consist of the Administrator of the Agency for 
International Development, who shall be Chairman; the Under Secre¬ 
tary of State for Economic Affairs; the Under Secretary of the Treasury 
for Monetary Affairs; the Under Secretary’ of Commerce; the Under 
Secretary of Agriculture; the Under Secretary' of Labor; the Special 
Representative for Trade Negotiations; an Associate Director of the 
Office of Management and Budget; the Executive Director of the Coun¬ 
cil on International Economic Policy; a representative of the Assistant 
to the President for national security affairs; the President of the Export- 
Import Bank of the United States; and the President of the Overseas 
Private Investment Corporation. 

“(b) Whenever matters within the jurisdiction of the Committee may 
be of interest to Federal agencies not represented on the Committee 
under paragraph (a) of this section, the Chairman of the Committee 
may consult with such agencies and may invite them to designate repre¬ 
sentatives to participate in meetings and deliberations of the Committee. 

“(c) Under the foreign policy guidance of the Secretary of State, the 
Committee shall advise the President with respect to coordination of 
United States policies and programs affecting the development of the 
developing countries, including programs of bilateral and multilateral 
development assistance. 

“(d) All agencies and officers of the Government shall keep the Com¬ 
mittee informed in necessary detail as to the policies, programs, and 
activities referred to in paragraph (c) of this Section. 

“(c) Nothing herein shall be deemed to derogate from the responsi¬ 
bilities of the Secretary’ of State, the Secretary of the Treasury, or from 
responsibilities vested clscw here by law’ or other Executive orders.” 

The White House, 

February 28,1975 

[FR Doc.75-5793 Filed 2-28-75;1:2I pm] 

* 3 CFR, 1959-1963 Comp., p. 493. 
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THE PRESIDENT 


8935 


EXECUTIVE ORDER 11842 


Amending Executive Order Nos. 11803 * * and 11837 1 To Further Ex¬ 
tend the Period for Application for Clemency Board Review of Cer¬ 
tain Convictions and Military Service Discharges 

By virtue of the authority vested in me as President of the United 
States by Section 2 of Article II of the Constitution of the United States, 
Section 2 of Executive Order No. 11803 of September 16, 1974, is hereby 
amended as follows: 

By striking out the date “March 1, 1975,” after the words "apply for 
Executive clemency prior to” and inserting in place thereof “March 31, 


1975,”. 



The White House, 

February 28,1975. 

[FR Doc.75-5873 Filed 3 3-75; 9:45 ami 

1 39 FR 33297. 

* 40 FR 4895. 
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TWeS-Ad^inistrativo Personnel 

j,_CIVIL SERVICE COMMISSION 

PART 213—EXCEPTED SERVICE 
Department of Defense 

Section 213.3306 Is amended to show 
si ok position of Adjutant General to 
Sowctor, DC. National Guard Is ex- 
noted ueder Schedule C. 

MectlTf March 4. 1975, | 213.3306(a) 
IJi a added u set out below. 

1 213-3306 Department of Defense- 

(i) Offct of the Secretary. • • • 

Oil Adjutant General to the Direc¬ 
PC. National Guard. 

I we. HCi 8301. 3302; BO. 10677, 3 CFR 

ilOocsp. p. 218) 

Ukited States Civil Serv¬ 
ice Commission, 

(mil James C. Spry, 

Executive Assistant 
to the Commissioner . 

JFB Doc 73-6723 Piled 3-3-76;8:45 am) 

PART 213—EXCEPTED SERVICE 
Department of the Treasury 

Section 213.3305 Is amended to show 
fbt totiowing title change from: Con- 
l Secretary to the Assistant Sec- 
< Enforcement. Trade and Tariff 
, and Operations) to Confidential 
r to the Assistant Secretary (Kn¬ 
ot, Operations, and Tariff Af- 
hin' This section Is further amended 
Jo mow g title change from Secretary 
« the Deputy Assistant Secretary (En- 
at, Trade and Tariff Affairs, and 
xu). to Secretary to the Deputy 
Secretary (Enforcement, Op- 
*£«*.«* Tariff Affairs). 
native on March 4, 1975. || 213.3305 
WiZZ) are amended as set 

ttdbclov. 

12114305 Department of the Treasury. 

Secretory. • • • 
Confidential Secretary to 
^AMUtant Secretary (Enforcement, 
operations, and Tariff Affaire). 

t,!?' Se cretary to the Deputy As- 

Sr ®{®***y ‘Enforcement, Opcra- 
uulTwin Affairs). 

*°' im77, * cra 

Exited States Civil Serv- 
ice Commission, 

James C. Spry. 

Executive Assistant 
^ to the Commissioners . 
W **48-6725 Plied 8 -3-75;8;46 am] 


PART 213—EXCEPTED SERVICE 
Federal Energy Administration 

Section 213.3388 is amended to show 
that one position of Secretary to the Ad¬ 
ministrator is no longerexcepted under 
Schedule C and that one position of 8taff 
Assistant to the Administrator la ex¬ 
cepted under Schedule C. 

Effective on March 4. 1975. I 213.3388 
(a) (1) is revoked and f 213.3388(a) (3) is 
added as set out below. 

§ 213.3388 Federal Energy Administra¬ 
tion. 

(a) Office of the Administrator. 

(1) [Revoked! 

• • • • • 

(3) One Staff Assistant to the Admin¬ 
istrator. 

(5 UJB.C. 8301. 3302; B.O. 10577. 8 CFR 1954- 
68 Cocnp. p. 218) 

United 8tat*s Cim Serv¬ 
ice Commission, 

[seal! James C. Spry, 

Executive Assistant 
to the Commissioners. 
(FR Doc.75-5724 Filed 3^3-75; 8 :45 am) 

Title 7—Agriculture 

CHAPTER II—FOOD AND NUTRITION 
SERVICE, DEPARTMENT OF AGRICUL¬ 
TURE 

[Amendment No. 54) 

PART 271—PARTICIPATION OF STATE 
AGENCIES AND ELIGIBLE HOUSEHOLDS 

PART 272—PARTICIPATION OF RETAIL 
FOOD STORES, WHOLESALE FOOO 
CONCERNS, MEAL SERVICES, AND 
BANKS 

Food Stamp Program 

Pursuant to the authority contained in 
the Food 8tamp Act of 1964. as amended 
(78 Stat. 703, as amended; U.8.C. 2011- 
2026), regulations governing the opera¬ 
tion of the Food Stamp Program aro 
hereby amended. 

As a result of the Department's deci¬ 
sion to change food coupon denomina¬ 
tions, effective March 1. 1975, coupons 
will be issued in denominations of one. 
five and ten dollars. Coupons in 50-cent 
and two-doll&r denominations will no 
longer be issued. 

The purpose of this amendment, there¬ 
fore, is to authorize retail food stores and 
meal services to use the 1-dollar de¬ 
nomination in changemaking and raise 
the limit on credit slips or tokens that a 
household may receive in change in a 
coupon transaction from 49 cents to 99 
cents. 

The amendment also provides for a 
transition period through June 30, 1975, 


during which retail food stores and meal 
services may continue to accept the 50- 
ccnt, 2 -dollar and old series 5 -dollar 
denominations issued to the head of the 
household prior to March l, 1975. 

Although it is the policy of the Depart¬ 
ment that 30 days' notice be given to 
proposed rule making, in view of the Im¬ 
mediate need to publish tills amendment, 
it has been determined impracticable and 
contrary to public interest to give notice 
of proposed rule making with respect to 
this amendment. 

Accordingly. Parts 271 and 272 of 
Chapter n. Title 7. Code of Federal Reg¬ 
ulations are amended as follows: 

1. In 5 271.9, paragraphs (a) and (d) 
are amended to read as follows: 

§ 271.9 line or redemption of coupon* 

by eligible household*. 

(a) The head of the eligible house¬ 
hold or his authorized representative 
shall sign each book of coupons provided 
to the head of the household or his au¬ 
thorized representative. The coupons 
may be used only by the head of the 
household or other persons selected by 
him to purchase eligible food for the 
household, except that eligible house¬ 
holds residing in certain designated areas 
of the 8 tate of Alaska may purchase with 
their food coupons hunting and fishing 
equipment. Coupons may not be used to 
pay for deposits on bottles or other re¬ 
turnable food containers. Uncancelled 
and unendorsed coupons of 1 -dollar (and 
through June 30. 1975, 50-cent) denomi¬ 
nation returned as change by authorized 
retail food stores or meal services may be 
presented as payment for eligible food 
purchased In or delivered by an author¬ 
ized retail food store or prepared and 
served by a meal service. All other 
coupons which have been detached from 
the coupon book prior to the time of pur¬ 
chase or delivery of eligible food may be 
presented as payment for eligible food 
purchased in or delivered by an author¬ 
ized retail food store or meal service, 
only if the coupons are accompanied by 
the coupon books which bear the same 
serial numbers as the detached coupons. 
It is the right of the head of the house¬ 
hold or his authorized representative to 
detach the coupons from the book. Fifty- 
cent, 2 -dollar, and old series 5-dollar 
denomination coupons, which were 
issued to the head of the household prior 
to March 1,1975, may be used to purchase 
eligible foods in authorized retail food 
stores and meal services through June 30, 
1975. 

• • • • • 

(d) When change In an amount of less 
than 1 -dollar is required in a coupon 
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transaction. It to the right of the head 
of the household or his authorized rep¬ 
resentative to exercise the option to re¬ 
ceive credit for an equivalent value (not 
to exceed 99 cents) of eligible food, to 
trade out In eligible food the difference 
between the cost of the purchase and 
the next higher 1 -dollar increment or 
to pay in cash the difference between 
the coel of the purchase and the next 
lower 1 -dollar Increment 


2. In 9 272.2, paragraph (d) and the 
first four sentences of paragraph (e) are 
amended to read as follows: 

§ 272.2 Participation of retail food 
•tores and meal aervire*. 


(d) No retail food store or meal serv¬ 
ice authorized to receive coupons shall 
accept coupons marked "paid,** “can¬ 
celed,- or “specimen.- coupons marked 
with the name or authorization number 
of any other firm, coupons bearing the 
name of any bank, or coupons of other 
than 1-dollar (and through June 30. 
1075, 50-cent) denomination which have 
been detached from the coupon books 
prior to the time of purchase or delivery 
of eligible food unless the detached 
coupons are accompanied by the coupon 
books which bear the same serial num¬ 
bers that appear on the detached cou¬ 
pons. Retail food stores or meal services 
may not accept 50-cent. 2-dollar. or old 
series 5-dollar food coupons after June 
30. 1075. It is the right of the head of 
the lioiLsehold or his selected representa¬ 
tive to detach the coupons from the book. 

(e) Change in cash shall not be given 
for coupons. An authorized food retailer 
or meal service must use for the purpose 
of making change in an amount of 1 -dol¬ 
lar (or 50 cents through June 30. 1975) 
or more, tlio&c uncanceled and unmarked 
coupons having a denomination of 1 -dol¬ 
lar (or 50 cents through June 30. 1975) 
which were previously accepted in ex¬ 
change for eligible foods. If change In an 
amount of less than 1-dollar (or 50 cents 
through June 30. 1975) to required, the 
eligible household shall have the option 
of receiving credit from the authorized 
firm for future delivery of an equivalent 
value of eligible foods, or of trading out In 
eligible food the difference between the 
cost of the purchase and the next higher 
1 -dollar (or 50 cent through June 30. 
1975) increment, or of paying In cash the 
difference between the cost of the pur¬ 
chase and the next lower 1 -dollar (or 50 
cent through June 30, 1975) increment. 
Credit in excess of 99 cents shall not be 
returned in coupon transactions. 

• • • • • 

Effective date: This amendment shall 
become effective March 1.1975. 

(Catalog of Federal Domestic Assistance Pro¬ 
gram*. No. 10.551, National Archives Refer¬ 
ence Services) 

(78 Slat. 703, as amended; DSC. 2011-2026) 

Dated: February 28.1975. 

John M Damgard. 

Deputy Assistant Secretary . 

[FR Doc.75-5848 Filed 3-3-75:8:43 ami 


Title 9—Animals and Animal Products 

CHAPTER I—ANIMAL AND PLANT HEALTH 

INSPECTION SERVICE. DEPARTMENT 

OF AGRICULTURE 

SUBCHAPTER C—INTERSTATE TRANSPORTA. 

TION Of ANIMALS (INCLUDING POULTRY) 

AND ANIMAL PROOUCTS 

PART 73—SCABIES IN CATTLE 
Release of Areas Quarantined 

This amendment releases a portion of 
Cochran County, a portion of Moore 
County, a portion of 8 wlsher County, 
and a portion of Childress County in 
Texas from the areas quarantined be¬ 
cause of cattle scabies. Therefore, the 
restrictions pertaining to the interstate 
movement of cattle f rom quarantined 
areas contained in 9 CFR Part 73, as 
amended, will not apply to the excluded 
areas, but the restrictions pertaining to 
the Interstate movement of cattle from 
nonquarantined areas contained in said 
Part 73 will apply to the excluded areas. 

Accordingly, Part 73. Title 9, Code of 
Federal Regulations, as amended, re¬ 
stricting the Interstate movement of cat¬ 
tle because of scabies Is hereby amended 
as follows: 

In i 73.1a, paragraph (a) relating to 
the State of Texas Is amended to read: 

§73.1* Notice of quarantine* 

(a) Notice is hereby given that cattle 
In certain portions of the State of Texas 
are affected with scabies, a contagious, 
infectious, and communicable disease: 
and, therefore, the following area in 
such State is hereby quarantined be¬ 
cause of said disease: 

(1) That portion of Hansford County 
comprised of sec. 313. Block 2, GH k H 
Railroad Survey. 

• • • • • 

(8ec. 4-7. 23 8tat. 33. a* amended; sees. 1 
and 2, 32 6tat. 791-792, aa amended; aeoa. 
1-4. 33 8tat. 1284, 1285. aa amended: tec*. 
3 and II. 70 Slat. 130. 132; 21 DSC. 111- 
113. US. 117. 120, 121. 123-128. 134b, 134T; 
37 FR 28484. 28477; 38 FR 19141) 

Effective date. The foregoing amend¬ 
ment shall become effective on Febru¬ 
ary 27. 1975. 

The amendment relieves restrictions no 
longer deemed necessary to prevent the 
spread of cattle scabies and should be 
made effective promptly in order to be of 
maximum benefit to affected persons. It 
does not appear that public participa¬ 
tion In this rulemaking proceeding would 
make additional relevant information 
available to the Department. 

Accordingly, under the administrative 
procedure provisions in 5 U 8 .C. 553, it Is 
found upon good cause that notice and 
other public procedure with respect to 
the amendment are Impracticable and 
unnecessary, and good cause Is found 
for making the amendment effective less 
than 30 days after publication in the 
Federal Register. 

Done at Washington. D.C., this 27th 
day of February. 1975. 

Pierre A. CnALonx. 

Acting Deputy Administrator . 
Veterinary Services. Animal 
and Plant Health Inspection 
Service . 

(FR Doc.75-5710 Filed 3-3-75:8:45 am] 


Tide 12— Banks and Banking 

PART 701—ORGANIZATION AND i 

TION OF FEDERAL CRCOfTlU* 

CHAPTER VII—NATIONAL CR£Drr I 
ADMINISTRATION 
Supervisory Committee Audit, 

On page 44462 of the Detente j 
1974, edition of the Federal Rtnjm 
44462) there was published a uL 
to amend Part 701 (12 CFR 701) ^ 
vising 5 701.12. The proposal wu i 
sitated by the recent amendment L. 
tlon 115 of the Federal Credit UrteJ 
(12 U. 8 .C. 1761(d)). Interested peni 
were given until January 15 . j, 
submit written comments, suggestten a 
objections regarding the proposal Ai 1 
result of the comments received, u*£ 
lowing change has been made: 

Section 701.12(a). The third u-, 
is amended by adding alter the 
"audit" and before the word u *totfr \ 
language ", which shall be on the! 
or Its equivalent, set forth to the a 
mentioned manual.". 

Accordingly, with the above ehicjgt; 
proposed revision to i 701.12 is 1 * ‘ 
as set forth below. 

(Sac. 120. 73 8t*L. 635 (12 05 C. i?M} i 
Sac. 209. 84 SUL 1014 (13 UJ5.C. 178913 

Effective date. February 24. 1975. 

Herman Nickxusoh. Jr, 
Adminbfrafor. 

February 25. 1975. 

§ 701.12 Supervisor* Commiitr* I 

(a) The supervisory eommitteeofe 
Federal credit union shall make or a 
to be made an annual audit covert* ft 
period elapsed since the Iasi ic 
audit. The annual audit shall to 1 
in accordance with the requirement* 1 
standards set forth in the ! 
Committee Manual lor Federal 
Unions (NCUA 8023). Upon < 
a report of the audit, which shall be 0 
the form, or its equivalent ft*® * 
the aforementioned manual. 
promptly made to the board of 1 
tors of the Federal credit untoa 1 
upon request, to the Regionsl 1 
A summary of the report shall to 1 
mitted to the members at the next i 
nual meeting. 

(b) Hie supervisory committee 

be responsible for the preparation *» 
maintenance of work papers used to 
port each audit. As a minimum. * 
audit report shall be supported or^i 
paper forms prescribed by the * \ 
vLsory Committee Manual for 
Credit Unions, or their equlvata* 
work papers shall be available ^ 
by any employee or 
National Credit Union Admlni** 
designated by the Administrator 

(c) The supervisory commit^, 

conduct supplementary Audits 
quest of the Administrator, and ^ 
conduct additional audits on 
initiative. , 

| FR Doc.75-5898 Filed 3-3 -**- 
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i 4 _Aeronautics and Space 

. , UJEOCRAL aviation admin- 

fff &™ENT OF TRANS- 

KmRXIMN 

I 

r 39-^WORTHINESS DIRECTIVES 

h Model TFE731-2 and -3 Series 

Engines 

I t hfli been a further evaluation 
VSw^fd low cycle fatigue (LCP) 
VtolU WUcablc to the critical cle- 
i of the compressor rotor of the 
| TFE731-2 series engine which 
In reduced life limits. Accord- 
rfr the approved service information 
i prescribe* life limits has been rc- 
d to reflect these changes and to in- 
t the Initial LCP life limits for the 
] dements of the compressor and 
jt rotor* of the Model TFE731-3 
i crglne. In addition, service life 
ihtfe been establish ed for certain 
1 {art* of the Model TFE731-2 not 
,.fcuriy life-limited. Since these new 
d reduced life limits apply to engines 
* In service, an airworthiness dlrec- 
»M being Issued to prevent cracking 


and possible failure of these parts and to 
notify all owners and operators of the 
newly Imposed limits. 

Since a situation exists that requires 
Immediate adoption of this regulation. It 
is found that notice and public proce¬ 
dure hereon are impracticable and good 
cause exists for making this amendment 
effective in less than 30 days. 

In consideration of the foregoing, and 
pursuant to the authority delegated to 
me by the Administrator (31 FR 13697), 
i 39.13 of Part 39 of the Federal Aviation 
Regulations Is amended by adding the 
following new airworthiness directive: 

AnzsKAJurn M a fruFAcnnuxo Compa ny or Ari¬ 
zona. Applies to Model TPE731-2 and -3 
aeries engines. 

Compliance required as Indicated. 

(a) To prevent cracking and possible faU- 
ure of following listed Model TFE731-2 fan 
and compressor rotor discs, the life limits on 
these parts have been reduced below the fig¬ 
ures currently approved. Unless already ac¬ 
complished. remove rotor discs from service 
prior to reselling the revised life limit shown 
below or. before accumulation of an addi¬ 
tional SO cycles In service after the effective 
date of this airworthiness directive, which¬ 
ever occurs later. 


Coraponacit 


Part No. 


Previous Ufa 
Until cycles 


Revised Uf 
limit eyeless 


pw twu VlVrni 

Immss.at 4 os# Note I).. 


*0721*1 

None 

10.000 

wm io 

X.000 

3,000 

*072191 

Nob* 

1.700 

MR ■ 

Nooo 

1.300 

W7*l» 

None 

1 .M0 

*077100 

None 

42* 

*070074 

None 

30,000 


«onJy to fjlkjwtnc 8/N discs. 


4/A Nf- cmmpreuor iitc 8ni*l Na 


llXtt2-3M 

1- 12115-922 
I 12112 210 
1 12112 - 194 

2 - 121 12-180 
21 HU- 20 I 
1 - 12112 - 1 M 
1-12112-23* 


2 - 12112-1 
2 -12112-1 A* 
2-12112-164 
* 12112 ia 
1 - 12112-211 

2- 12112-183 

3- 12112-314 


Ti. loflowng Initial LCF Uf* limit* 
yrwbapnwed u» comprmaor dlaca which 
(or tw. m th* Model TFR731-3 
' «»butc for tU Mod*] TPKT31 -3 engine*: 


Part Na 


»«< I. 

*M-1 . 


Ufa limit 

cycles 


10,000 
10,000 
M| 1*9 
10.000 


ft* (oCo«n, lnlU*l LCF life lUnlU 
. , a * dl,c * » n<1 related compo- 

la th* Model TFE 731-3 engine*: 


Psrt Na 


Ul*» Umil 
cycles 


. 

pnipmiM of Uito AD, 
" bn* 6a * ln * opwMlng 

least one 

r ^o»siLi 5Tel of tow 
and shutdown. 


7,000 
M. 0 U 0 
4.000 
1.700 
1,200 
1,000 

a cycle Is 
sequence 
aocelera- 
preeeure 


Not* 3; AlResearch PAA-approved Service 
Bulletin TTK731-72-3001, Revision 4. dated 
February 14. 1975. or later KAA-approved re¬ 
vision. summartsaca the above Information 
and specifies other components of the Model 
TFE731-2 and -3 engine for which Anita 
cyclic life limits have not been assigned, but 
for which cycles accrued In servioe must be 
recorded. 

(d) Service life limits have been assigned 
to the follo wing specific parts used In the 
Model 7FE731-2 series engines: 

(1) High Pressure Turbine Blades. P/N 
307211 (used In H.P. Turbine Rotor Assembly. 
P/N 3070098), unless previously accom¬ 
plished. replace before exceeding 1.000 hours 
tints in servioe. or before exceeding 300 addi¬ 
tional hours time In service after the effec¬ 
tive data of this AD, whichever occurs later, 
and at Intervals not to exceed 1,000 hours 
thereafter. 

(2) Model TFK731-2-2B engines Serial 
Numb ers P-74101 through P-74113 and Model 
TFE731-2-1C engines Serial Numbers P- 
73106 through P-73184 not modified by In¬ 
corporation of Power Section Change Num¬ 
ber 22: Replace the Pinion Gear Assembly 
P/N 3071626-1 and Sun dear P/N 3071598-1 
with a serviceable Pinion Gear Assembly P/N 
3071626-4 and Sun Gear P/N 3072461-2 be¬ 
fore exceeding 600 hours time in service, or 
before exceeding an additional 50 hours time 


In service after the effective data of this 
AD. whichever occurs later. 

(3) Mode! TFE731-2-2B engines 8 erlal 
Numbers P-74101 through P-74138 and Model 
TFE731-2-10 engines Serial Numbers P- 
73106 through P-73209 not modified by In¬ 
corporation of Power Section Change Number 
41 or 44: Replace the 3 rd Stage Stator As¬ 
sembly, P/N 3070279 7. -8 and -10. with a 
serviceable 3rd Stage Stator Assembly. P/N 
3070279-11 or -13, before exceeding 500 hours 
time in service, or before exceeding an addi¬ 
tional 60 hours time In service after the ef¬ 
fective date of this AD, whichever occurs 
later. 

This amendment becomes effective 
March 7.1975. 

(Sec. 313(a). 601 and 603 of the Federal Avi¬ 
ation Act of 1958 (49 U3.C. 1354(a), 1421, 
and 1423) and of section 6 (c) of the Depart¬ 
ment of Transportation Act (49 UJS.C* 
1656(c))) 

Issued in Los Angeles, California on 
February 20,1975. 

Robert H, Stanton. 

Director , FAA Western Region, 

(FR Doc.75-6406 Filed 3-6-75; 8 :45 am) 


(Docket No. 76-OD-4; Arndt 39-2117) 

PART 3*—AIRWORTHINESS DIRECTIVES 

Detroit Diesel Allison Model 501-D13 
Series Engines 

Amendment 39-2040 <39 FR 239) Air¬ 
worthiness Directive 74-26-01, requires 
Inspection of certain serial numbered 
second stage turbine wheels which had 
not been spun at 17,300 r.pjn. for five 
( 5 ) minutes prior to Installation in 
Detroit Diesel Allison Model 501-D13 
series engines. After issuing Amendment 
39-2040. the Agency determined that 
there were two additional serial num¬ 
bered turbine wheels which were not 
spun at 17.300 r.p.m. for five (5) minutes 
prior to installation. Therefore, the Air¬ 
worthiness Directive is being superseded 
by a new Airworthiness Directive that 
Imposes similar Inspection requirements 
on the two additional serial numbered 
wheels in Detroit Diesel Allison Model 
501-D13 series engines. 

* Since a situation exists that requires 
immediate adoption of this regulation, 
it is found that notice and public proce¬ 
dure hereon arc Impracticable and good 
cause exists for making this amendment 
effective in less than thirty (30) days. 

In consideration of the foregoing, and 
pursuant to the authority delegated to 
me by the Administrator (31 FR 13697 
and 14 CFR 11. 89>. 1 39.13 of Part 39 of 
the Federal Aviation Regulations is 
amended by adding the following new 
Airworthiness Directive: 

AppUe* to Detroit Diesel Allison Model 
501-D13 serlee engines which incorporate 
P/N 6829072 second stage turbine wheels in 
the following aerial number ranges, except 
for the specific aerial number* listed: 

Serial Numbers KK2875 to and including 
KK4006 

Serial Numbers KK11801 to and Including 
KK20064 

Serial Numbers XP10100 and XP10355. 

Excepted Serial Numbers: 

KK2870 KK2878 KK2880 

KK2877 KK2879 KK2881 
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KK2382 

KK2883 

KK2884 

KK2885 

KK2886 

BBIfl 

KK2;'!i,.i 

KK2889 

KK2S9Q 

KK2891 

KK2892 

KK2893 

KK2894 

KK2-895 

KK2896 

KK2697 

KK2398 

KK2809 

KK2900 

KK2901 

KK2903 

KK2904 

KK2905 

KK2SM)« 

KK2907 

KK2908 

KK2909 

KK2910 

KK2911 

KK2912 

KK2913 

KK20I4 

KK2015 

KK2916 

KK2917 

KK2918 

KK2010 

KK2920 

PM»1 

RK2022 

KK2923 

KK2024 

KK2923 

KK2926 

KK2927 

KK2928 

KK2939 

KK2930 

KK2931 

KK2932 

KK2933 

KK2934 

KK2033 

KK2936 

BKM7 

KK2939 

KK2940 

KK2941 

KK2943 

KK2944 

KK2045 

KK2947 

KK2948 

KK2949 

KK2951 

KK29&3 

KK2954 

KK2955 

KK2D56 

KK2057 

KK2958 

KK2959 

KK20G1 

KK2964 

KK2968 

KK2070 

KK2971 

KK2972 

KK2973 

KK2974 

KX2990 

KK2991 

KK2992 


KK2903 

KK2095 

KK2996 

KK2997 

KX2998 

KK2999 

KX3000 

KK3901 

KK3002 

KK3004 

KK3006 

KK3008 

KK3009 

KK3010 

KK3011 

KK3012 

KK3013 

KK3015 

KK3016 

KK3017 

KK3018 

KK3O10 

KK3032 

KK3043 

KX30M 

KK3066 

KK3064 

KK3070 

KK3075 

KK3076 

KK3080 

KK3085 

KK3088 

KK3095 

KK3101 

KK3I08 

KK3108 

KKSlia 

KK3U9 

KK3128 

KK3132 

KK3133 

KK3150 

KK31C0 

KK3161 

KK3172 

mmnm 

KK3195 

KK3106 

KK3107 

KK3202 

KK3203 

KK3210 

KK3212 

KK3220 

KK3230 

KK3235 

KK3244 

KK3245 

KX3251 

KK3252 

KK3264 

KK3255 

KK32S0 

KK3261 

KK3266 

KK3282 

KK3302 

KK3303 

KK3307 

KK3312 

KK3328 

KK3337 

KK3340 

KK3349 

KK3381 

KK3364 

KK3365 

KK3376 

KK3377 

KK3370 

KK3380 

KK3382 


KK3387 

KK3397 

KK3404 

KK3409 

KK3414 

KK3415 

KK3429 

KK3441 

KK3451 

KK3484 

KK3487 

KK3490 

KK3493 

KK3405 

KK3500 

KK363 9 

KK3521 

KK3522 

KK3526 

KK3528 

KK3640 

KK3547 

KK3549 

KK3551 

KK3556 

KK3658 

KK3564 

KK3676 

RK3577 

KK3579 

KK3589 

KK8508 

KK35O0 

KK3800 

KK3602 

KK5778 

KK3821 

KK3842 

KK3855 

KK3887 

KK3879 

KK3883 

KK3900 

KK3906 

KK3926 

•LK R-7 

KK39S3 

KK3965 

KK30C3 

KK11803 

KK 14207 

KK14414 

KK 14421 

KK 14455 

KK 15407 

KK 15474 

KK15718 

KK15718 

KK 15739 

KK 15753 

KK15585 

KK 16013 

KK 15935 

KK 16949 

KK16968 

KK 10984 

KK 18971 

ddi m 

KK19004 
KK 19907 
KK19971 
KK 19976 
KK 19998 
KK20008 
KK20017 
KJC20018 
KK20030 
KK20034 
KK20044 
KK20050 
KK20053 
KK20055 
KK20052 


Notx: At time of overhaul, some wheels 
have Rl, R2. R3. H4 or R5 added a« a aufflx 
to the wheel serial number. The 8umx should 
be disregarded In determining the applica¬ 
bility of this Airworthiness Directive. 


Compliance Rzquixxd Ab Indict rm 

(a) Within the next 100 cycles, fluorescent 
penetrant inspect the internal splines in the 
hub of wheels which have 10.000 cycles or 
more since new or since last overhaul inspec¬ 
tion on tho effective date of this Airworthi¬ 
ness Directive. 

(b) Within the next 200 cycles or prior to 
exceeding 10.100 cycles, whichever comes first, 
fluorescent penetrant Inspect the Internal 
splines in the hub of wheels which have from 
9500 to 10.000 cycles since new or since last 
overhaul inspection on the effective date of 
this Airworthiness Directive. 

(e) Within the next 700 cycles or prior to 
exceeding 9700 cycles, whichever come* first, 
fluorescent penetrant Inspect the Internal 
splines in the hub of wheels which have from 
8300 to 9300 cycles since new or since last 
overhaul inspection on the effective date of 
this Airworthiness Directive. 

(d) Prior to exceeding 9000 cycles, fluo¬ 
rescent penetrant Inspect the internal 
splines in the hub of wheels which have 
lees than 8300 cycles since new on the effec¬ 
tive date of this Airworthiness Directive. 

(e) Within the next 1000 cycles or prior to 
exceeding 9000 cycles, whichever comes first, 
fluorescent penetrant inspect the internal 
splines in the hub of wheels which have 6000 
or 8300 cycles since last overhaul Inspection 
on the effective date of this Airworthiness 
Directive. 

(f) Prior to exceeding 7000 cycles, fluores¬ 
cent penetrant inspect the Internal splines 
in the hub of wheels which have less than 
0000 cycles since last overhaul Inspection on 
the effective date of this Airworthiness 
Directive. 

(g) Wheels which have been Inspected In 
accordance with (a) through <f) above and 
found to be free of cracks may be returned 
to service for an additional 7000 cycles, pro¬ 
vided no wheels exceed 11,000 hours total 
time in service. 

(h) Pot the purposes of this Airworthiness 
Directive, a cycle is defined as one takeoff. 

(i) Detroit Diesel Allison Commercial 
Service Letter 501-D13 C8L232 pertains to 
this subject. 

This supersedes Amendment 39-2040 
(39 FR 239), Airworthiness Directive 
74-20-01. 

Amendment 39-2040 was effective 
December 16, 1974. 

This amendment is effective March 7, 
1975 except for those persons for whom 
It was effective December 16. 1974 per 
Amendment 39-2040. 

Secs. 313(a), 601, and 603 of the Federal 
Aviation Act of 1958 (49 U.S.C. 1354(a), 
1421, and 1423); sec. 6 (c) of the Depart¬ 
ment of Transportation Act (49 UJ3.C. 
1655(c)), 

Issued In Dcs Plaines, Illinois on Feb¬ 
ruary 21, 1975. 

Joim M. Cyhocki. 

Director , Great Lakes Region^ 

I PR Doc.75-5617 Filed 3-8-75:8:45 am] 


| Airspace Docket No. 75-OL-l 1 

PART 73—SPECIAL USE AIRSPACE 
Alteration of Restricted Area 

The purpose of this amendment to 
Part 73 of the Federal Aviation Regula¬ 
tions is to combine Restricted Area R- 
5503 and R-5504 into one Restricted 
Area, R-5503, and to raise the floor from 
the surface to 4,000 feet MSL. 

The Air Force has advised that there 
is no longer a requirement for low level 


operations in Restricted Artis l 
and R-5504. They request thattbiL 
of these Restricted Areas be 
4.000 feet MSL and the UoR*?! 
Areas be combined Into & 
strictcd Area. They have indlcatefili, 
to use both Restricted Areas tn 
their operations. Therefore, 
two areas for ease In releasingpJtrftt 
area for other uses would not be 
ticable. The lateral limits and odw 
mAln unchanged. These changeTeaak 
effected without detriment to ^ a 
tended purpose of the Restricted 
and they will allow a portion of i 
to be returned to public use. 

8 ince this amendment reatom l 
space to the public use by redodmd 
size of restricted airspace, it is a r 
amendment on which the public i 
have no particular desire to i 
therefore notice and public 
thereon are unnecessary. As it 1 
reduces a restriction upon the pqfafe. i 
may be excepted from the requlremnU 
publication 30 days prior to Its £« 
date. 

In consideration of the forefotacJ 
73 of the Federal Aviation 1 
is amended, effective March 4, lfl$. i 
hereinafter set forth, ■ 

Section 73.55 (40 PR 691), bi 
as follows: 

I. R-5503 WiLMncoToff, Ohio 
Boundaries: Beginning at Let. N'jffv 
N.. Long. 83*02*00" W.; to Lat. Him 
Long. 83*02*00** W 4 to Lat 88*5BET ) 
Long. 84*05*00*’ W 4 to Lat. 89*1111" J 
Long. 84*05*00" W„- to Lat. $9*1781’ J 
Long. 84*02*30** W ; to Lat 39*Rir 
Long. 83*48*10" W.; to Lat. 99 W J 
Long. 83*38*35" W.: to point of 1 
Designated altitudes. 4.000 f«c* M5L l 
flight level 600. 

Time of designation. 0800 to 2200 1 
local time. Monday through Baturdiy 
Controlling agency. Federal Avhttaal 
ministration, Indianapolis AKTCOenvr. 

Using agency. Aeronautical 8jr*t«3 DW*' 
•Ion, Wrlght-Patterson AFB. Ohio. 

2. R-5504 Wilmington. Ohio, to rtrM 

(Sec. 307(a) of the Federal Art»Uo« 

1058 (49 D3.C. 1348(a)): «*>• •<***? 
Department of Transportation Art 
1656(0))) 

Issued in Washington. D.C., on Feta* 
ary 26. 1975. 

F. L. CuincONOWh 
Acting Chief. Airspaces* 
Air Traffic Rules DieH** 

(FR Doc.75-5818 Filed 3-3-78 


Hie 18—Conservation of Power 
Resources 

CHAPTER I— FEDERAL POWE* 
COMMISSION 

(Docket No. RM74-16 Order So 3 ' y ' 

ART 3^RGANIZATI0N:(^WTIW^ 
FORMATION AND REQUEST*; ^ 
LANEOUS CHARGES: ETHICAL STA^ 

ARDS 

ART 260—STATEMENTS AND RE 

(SCHEDULES) 

Uniform Filing of Natural 6a* 
Information 

FTMOA** 

In this proceeding we adopt 
nd Institute an annual flung <“ 
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i on proved domestic natural 
such information shall be 
i^noersow who have been found 
pu companies under Uie 
TST Aet‘ or who are affiliate* 
•It/*) or subsidiaries of natural 
m affiliate la defined In 18 
i5T40(a)<3> of the Commission* 
iuns in accordance with the pro- 
^ prescribed herein. 

April 15. 1974. the Commission 
11 notice of proposed rulemaking 
xket No. RM74-16 * pursuant to 
, AffminuiraUve Procedure Act, 
and sections 8 , 10. 14. and 16 
hfat'jbturftl Oas Act In this notice 
. commission proposed to amend its 
1 roles by adding a section re- 
: the annual filing of a report of 
. domestic gas reserves by each 
[ found by the Commission to be a 
kl-eas company** within the 
\ of the Natural Gas Act. To be 
I among reporting companies 
Sliata i associates) or subsidi- 
nstural gas companies which 
r subject to the jurisdiction of this 
(ion. U was proposed that the 
collected through completion 
itindardlzed report form. FPC 
No. 40. which was api**nded to 
15. 1074. notice of proposed 
CM Attachment A. 
comments filed pursuant to 
i of proposed rulemaking, re¬ 
nts requested the convening of a 
f Conference. Pursuant to those re¬ 
commission Staff on July 23, 

L a notice of public meeting 
a Staff Conference to be 
! on August 14. 15. and 16. 1974. 
Commission's offices. 4 A notice 
the notice of public meeting 
on August 6. 1974/ which 
that this public meeting 
l be of record and provided an op- 
tty for the presentation of general 
i for use at this meeting, 
proposed in the notice of rule- 
FPC Form No. 40 contained 
* A. B. B-I, and C. Each of 
schedule* was to be completed 
2y and filed with this Commls- 
ti adopted Schedule A will sum- 
5 extract volume commitment 
1 «company-owned domestic re¬ 
st both Interstate and intrastate. 
wmmariM commitment status by 
‘ occurrence (associated, non- 
:tit*d-dissolved >, will summarize 
= stilus of shut-in volumes, will sum- 
chMtts in proved reserve by 
I* Ku occurrence and will report 
r r? <lrflUn * footage. 8up- 
ES'Wtahto B and C of proved 
i‘ ."r tat€r a!la . show reserves 
m .} fwenoir. and will Indicate 

•wsL't’S'i* 74 '- 

*u fi»m. «• stat. 87. 

!£‘ . M I'W)! 80 sut. 250 

SRas®*"' 

(1W74>. 


1 April 
i their' 


. Issued I 


area. Schedule A shall be made available 
to the public as provided In the notice 
of rulemaking. In accordance with the 
noted procedure employed herein Sched¬ 
ules B and C are to be given confiden¬ 
tial status. 

Some changes in the form and pro¬ 
cedures originally proposed were rec¬ 
ommended by the Staff and are Incor¬ 
porated In the final order adopted herein. 
(See Appendix A - ) The Commission also 
adopts and provides for abbreviated re¬ 
porting requirements for companies with 
estimated proved recoverable dry gas 
reserves of 10 Bcf or less at 14.73 psia 
and 60* * Fahrenheit Such companies will 
file Schedule# A. C, and D of FPC Form 
No. 40 but will not be required to file 
Schedule B which is entitled “Proved 
Domestic Natural Gas Reserves By Nat¬ 
ural Gas Company—Field And Reser¬ 
voir**. Because of the small portion of 
total natural gas reserves held by such 
small firms, the exclusion of these data 
on a reservoir basis should not appre¬ 
ciably affect the reliability or analysis 
of the reserves data submitted. In addi¬ 
tion. a company submitting the abbre¬ 
viated FPC Form No. 40 is subject to 
audit procedures of the Commission as 
are all other parties submitting the re¬ 
quired proved reserve data. 

This Commission has carefully con¬ 
sidered the contentions of the seventy- 
seven parties who filed comments' and 
those parties and others attending a pub¬ 
lic conference on the issues raised by 
this proceeding which commenced Au¬ 
gust 14. 1974/ We have reached our de¬ 
cision based upon a measuring of the 
need to know the nation’s proved natural 
gas reserve inventory on one hand, 
against a full knowledge of the reporting 
burden required of the industry. After 
balancing these factors on the fulcrum of 
this Commission’s statutory directives, 
we conclude that the comprehensive 
proved natural gas reserves information 
we seek should be provided In the manner 
herein prescribed.* 

The comments filed pursuant to the 
notice of rulemaking Issued April 15. 
1974, and raised by participants at the 
August 1974 meetings center around five 
clusters of contentions. The objectives 
are summarized as follows: 

(1) A precise definition of a natural 
gas companjr&s that term demarcates the 
jurisdictional boundaries of the Com¬ 
mission is not readily determined on its 
face for affiliate, associate, or subsidiary 
of a “natural-gas company" that may 
be required to file FPC Form No. 40. 

(2> Several respondents urge that the 
submission of such data is not reason¬ 
ably related to the Commission's statu¬ 
tory powers to regulate sales of natural 
gas for resale in interstate commerce and 


•Appendix A filed a* part of the original 
document. 

T See Appendix B. filed u part of the 
original document, for * listing of respond¬ 
ent*. 

• See Appendix C. filed sa part of the origi¬ 
ns! document, for a listing of participants at 
the nubile conference. 

• F.C.C. t Schrelber, 381 US. 279 (1964). 


that without such a demonstration Uie 
Commission cannot require the prepara¬ 
tion and submission of the proposed 
FPC Form No. 40. It is argued that such 
a demonstration has not been made thus 
far. 

(3) The respondents contend that the 
preparation of the* proposed form will 
require considerable expense and Is an 
excessive burden on the industry with¬ 
out regard to a proper weighing of in¬ 
terest by the Commission. 

(4) The Commission U without statu¬ 
tory authority to directly or Indirectly 
require production of information con¬ 
cerning intrastate reserves and uncom¬ 
mitted reserves which, if collected, al¬ 
legedly would result in discrimination as 
to interstate producers who are at a com¬ 
petitive disadvantage as against non- 
jurladiction&l producers who are not sub¬ 
ject to this proceeding's disclosure 
requirements. 

(5) It is averred that disclosure of 
reserves information submitted on & res¬ 
ervoir by reservoir basis damages pro¬ 
prietary interest and is confiscatory 
without protection of due process of law. 

The compilation of Information on 
natural gas reserves held by natural gas 
companies (or by their affiliates and/or 
subsidiaries) is a necessary exercise of 
the Commission's powers under section 
14(a) of the Act to gather data required 
for the performance of the Commission's 
duties under sections 4, 5, and 7 of the 
Act and to enable the Commission to 
establish a sufficiently comprehensive 
and reliable data base pertaining to 
natural gas reserves for Uie purpose of 
recommending any further legislation to 
the Congress which the Commission may 
deem necessary. Furthermore the data 
collected will provide comprehensive in¬ 
formation on the status of reserve* held 
by natural gas companies or on their 
behalf. 

The reporting procedure instituted 
herein is found to be necessary and ap¬ 
propriate for the proper fulfillment of 
the Commission's plenary responsibilities 
specifically set forth in sections 4.** 5, w 
and 7 “ of the Natural Oas Act. The data 
collection system will provide heretofore 
unavailable comprehensive information 
generated annually and reported on a 
uniform basis to an Independent govern¬ 
ment agency. In a period of natural gas 
shortage, which has long since been 
recognized by this Commission,* 4 it is 
imperative that independently gathered 


•52 St*t. 822 (1938): 76 Stat 72 (1962); 
15 U S.C. 7!7c (1970). 

u 52 SUt. 823 (1938); 15 UA.C. Tl7d 

(1970). 

»* 52 SUt. 825 (19381; sa amended. 56 SUt. 
83 (1962): 15US.C. 7!7f (1970). 

u The natural gaa rhorUge hM for «om« 
time al*o been recognized by oourU of the 
land. "Eg.. FPC. v. 1/KilAlana Power Sc Light 
Oo.*\ 406 US. 621 (1972): "Placid Oil Com¬ 
pany v. F-P.C.'\ 483 F. 2d 880 (5th Clr. 1973). 
affirmed rub nam . "Mobil Oil Corporation 
v. FP.C.“, 42 US.L W. 4842 (U.S. June 10. 
19641 "Shell Oil Company r. FP.C.-. 484 F. 
2 d 469 (5th Clr. 1973), cert denied *ub nom , 
"Mobil Oil Oorp. v. FP.C.-, No* 73-438 
(June 17. 1974). 
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proved domestic natural gas reserves 
data be available on a continuing basis 
in order that the basic statutory stand¬ 
ards prescribed by sections 4, 6, and 7 be 
implemented. 

Natural gas provides approximately 
one-third of the nation's energy and is 
a vitally important national source of 
energy. Curtailments last winter of 
natural gas deliveries adversely affected 
the nation's economic stability and wel¬ 
fare. The prospect of continuing unavail¬ 
ability of natural gas as well as substi¬ 
tute alternate energy sources requires 
that this Commission take every prudent 
step to remain abreast of increasingly 
fast-paced changes In the natural gas 
Industry as well as to adequately antic¬ 
ipate future developments and provide 
for longer-range government planning in 
this vital energy sector. It is this Com¬ 
mission's duty to assure a dependable 
long-run supply of natural gas to the 
consumer. Equally as vital Is the estab¬ 
lishment of a price for natural gas suffi¬ 
cient to ensure the commitment of 
needed supplies to the interstate mar¬ 
ket. 14 Just how dependable Is the source 
of natural gas and in what quantities 
gas shall be forthcoming and In what 
time frame are questions that can be 
answered In part through a survey of 
proved domestic gas reserve supply in¬ 
formation in the manner we adopt 
herein. 

Collection of Intrastate and interstate 
reserve data on the basis adopted herein 
wID aid the Commission in evaluating 
whether the establishment of higher 
rates to encourage greater exploration 
and development of domestic gas reserves 
Is resulting in additional gas dedications 
to the Interstate market or whether the 
gas is escaping to the intrastate market 
or whether alternative alternate invest¬ 
ments not related to natural gas are more 
attractive. Acquisition by the Commis¬ 
sion of Intrastate and Interstate gas 
supply data is necessary to provide a 
panorama of the entire gas reserve pic¬ 
ture and to make available on a continu¬ 
ing basis Independent and comprehensive 
Information on our nation's existing nat¬ 
ural gas supply. The gas reserve supply 
information gathered from FPC Form 
No. 40 will Immeasurably aid the Com¬ 
mission In its ratemaking activities and 
In fulfilling its regulatory responsibilities. 

There has been a steady decline In re¬ 
serve additions, and. In turn, productiv¬ 
ity in recent years. "Productivity In terms 
of Mcf per foot drilled has the most sig¬ 
nificant Impact In calculating new gas 
costs" 14 and a critical Impact upon the 
whole of the rate structure. "Productiv¬ 
ity determines the allowance for success¬ 
ful well costs, which In turn affects the 
allowance for lease acquisition costs and 


“••PP.C. v. Hope Natural Gas Company,** 
320 UJB. 601 (1044). 

“Just and reasonable national rates for 
sales of natural gas from wells commenced 
on or after January 1. 1073. and new dedica¬ 
tions of natural gas to interstate commerce 
on or after January 1, 1073, Docket No. R- 

380-D. Opinion No. 600 at 46.-FPC-. 

-(June 21, 1074). 


the allowance for production facilities; 
productivity also determines the allow¬ 
ance for dry hole costs, which affects the 
allowance for exploration overhead ex¬ 
pense; and so on, virtually ad Infini¬ 
tum.** 14 An erroneous productivity pre¬ 
diction will compromise the Integrity of 
the entire rate structure. The data-gath- 
erlng effort such as the one hereby 
launched will give to the Commission 
information against which It can meas¬ 
ure the accuracy and methodology by 
which published data is derived, and can 
determine whether trends demonstrated 
thereby are reflected In the Commis¬ 
sion's own data. In addition, it can move 
the Commission toward having the op¬ 
tion of calculating productivity, as well 
a' costs, on the basis of the activity of 
Jurisdictional companies only at some 
time in the future. 

To attain an accurate and reliable es¬ 
timate of proved gas reserves the effect 
of positive and negative revisions must 
be taken Into account and any possible 
disparity between reserves actually dis¬ 
covered and those reported must be elim¬ 
inated. FPC Form No. 40 as hereby pro¬ 
posed and more specifically Schedule C, 
columns J and K. will enable us to more 
accurately determine positive and nega¬ 
tive revisions to proved gas reserve vol¬ 
umes. The provisions In Schedule B re¬ 
quiring reporting of shut-in reserves and 
the reasons therefor and those In Sched¬ 
ule C providing for the reporting of ex¬ 
tensions of existing fields, new field dis¬ 
coveries. and new reservoir discoveries In 
old fields should Insure far more accu¬ 
rate and timely information than Is 
presently available. 

Of equal importance with a reliable 
estimate of proved gas reserves is the 
timely availability of successful gas well 
dr i lli ng footage data so necessary for 
use in achieving our clearly Identifiable 
need to determine productivity. To ac¬ 
complish this purpose Schedule A has 
been amended to require the reporting of 
successful gas well drilling footage at¬ 
tributable to nou-assoclated gas reserves 
additions. 

Although the required reporting of 
drilling footage represents a change in 
Schedule A and to that extent a devia¬ 
tion from the notice of proposed rule- 
making. It fulfills a specific ratemaking 
need and regulatory purpose which in 
our Judgment outweigh the correspond¬ 
ing administrative reporting burden. 
However, as provided In the Ordering 
Paragraph (E> herein any respondent 
may file comments, views or suggestions 
on the drilling footage reporting require¬ 
ment of Schedule A for our consideration 
prior to the effective date of this order. 

In Schedule A we have requested basic 
information in order to determine pro¬ 
ductivity of gas wells which may be util¬ 
ized in conjunction with other relevant 
data and factors to determine rates, to 
assess the accuracy and reliability of 
various data sources and to assess new 
gas costs. Specifically Schedule A will 


»•- FF C -. Opinion No 699. (Com¬ 

missioner Moody, dissenting), (mlmeo at 6). 


provide verifiable annual dab ~ 
associated reserves additions 
well drilling footage attrtbutabft 
development of the** re^mT?* 
purpose of establishing a fa^Jf 
sonable national rate for MturaUv 
in interstate commerce. Kaoirtc* 
level of natural gas inventories 
tlal in order to determine wh 
response of natural gas product?? ta 
emmental policies and promca 
eliciting a natural gas supply to 
consumer needs. 

Schedule A data win also prw 
means of evaluating the veracity d 
ported gas reserves which la turn 
corresponding and direct rekl 
to rates. Securing of information 
from companies under oath and 
to audit by the Commission ■ sill 
lish a more reliable and credible 
for the prospective ratemaktag. L 
tionally, the gas reserves addition 
ported in Schedules A and C. 
the first systematic and tadL„ 
basis for comparison with lnduytry 
mates of reserves as reported by 
American Gas Association (AOA) 4 

We recognize that the data nee n 
to determine productivity as elicited 
Schedule A will not be the entire i 
verse of data which could be supplied 
cause pursuant to the notice of n 
making we are only soliciting daU f: 
natural gas com panic* subject to 
substantive ratenrnUng Jurtatictice 
their affiliates (associates) or rah 
aries. Furthermore cost data svek u 
successful well costs, !**•*■■ 
costs and operating costs are not 
by FPC Form No. 40 

However, information to be 
by Schedule A may be utilized In the 
making process as follow*. The info 
tion secured subject to audit ccold 
employed as an additional test of 
veracity of reserves reported by the .' 
for that year and will provide tbt I 
Independent governmental check 
productivity as estimated from d»to 
rently reported by AOA and the " 
lean Association of Petroleum 
(AAPG). 

FPC Form No. 40 will be s 
collection of data on an annual 1 
a series of data over a period or yttn 
be developed to provide a mw* 
data base to prescribe rates In tne 
nial review we have 
advisability of utilizing trended 


btf* 


" M Public Sendee Commlaston 

>. F.P.C.," .... Fiid 

338 nnd 74-1301. dueled January * 

I ip opinion at 17 - 20 . 717{ 

” 62 SUt. 826 (1038): 

» The comprehend vc ^ 1 

[til red by our order will 
pendent Staff review 
ompArtBon to AOA* report^ 
ervee In the revised 
National Ooa Reserve* 8tt»y, 

9 -Jiut and 
,1c of natural tt*n 
r after January 1. 197S- ,^?f «,oa 
f natural (px to t nler, _^*V V<1 R-» 
ftor January 1. 1*73. ^. 

►pinion No 6W-H at I9 » 

— (December 4. IB74I. 
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__ A* development of this daU base 
5; .a th* Commission’s forecast of 
n .«« consistent with the 
25s, cost process. In addition, the 
“S, oJ d»u on n company basis as 
!S5rf in Schedule A will permit us 
the productivity of large and 

iSTreducers « nd thte on * ,m * 

prat? Jsctor of ratemaking as It ap- 
SgiieiclL 

commission has conducted vari¬ 
es, ^committed reserves investiga- 
the annual reporting of uncom- 
Sdwerws in FPC Form No. 40 wUl 
Efe § bids for the Commission to 
u» uncommitted gas reserves 
pettito available to meet the demands 

* tlx interstate market. 

degress has delegated to the Com¬ 
es^ nteplng and pervasive respon¬ 
ses to regulate natural gas In In¬ 
vade commerce from the wellhead to 
fc taer Up. This Commission has the 
pfenpootlblUty to regulate the price 
tfsrtffftl gas in interstate commerce 
id to secure an adequate supply of this 
OTJ source for the nation's consum¬ 
er informed decision-making demands 
til naturai gas reserves data and other 
aform&Uon be available to this Com¬ 
oo a timely, comprehensive 
tat the add test of the appropriate- 
m sod accuracy of our policies is a 
taaxy of change in the nation’s proved 
Jtinnft cas reserves status. We provide 
Wu for a means whereby our policies 
wbeenhiated. The rule adopted here 

* "wnweant with the broad responsi- 
ktaa ctmi lo the Commission by Con¬ 
tra it must be free, within the llmita- 
tos imposed by pertinent constitutional 
iof xiwtery commands, to devise meth- 
•b cf regulation capable of equitably 
fcaK&ng diverse and conflicting ln- 

Permian Basin Area Rate Cases, 
JU747, 767 (1968). cited in "Mobil 

* v. PP.C./’ 42 UJ3JUW. 4842 
-oe 10,1974) (slip opinion at 20) ♦ 

Jb contention Is made that the Com- 
™ l3Q bw not given adequate consid- 
21 ® to the burden and expense ln- 
rJJJ to preparation of the required 
W. icd the burden resulting from 
TOStog similar InformaUon to other 

There is litUe doubt that the 
*®AUon required to be submitted on 
•ron No. 40 is possessed by the 
The Internal Revenue Code 
J*® 1 J^toUng to depletion require 
of detailed data * to the 
inSv De ? artment and toe ready 
of supporting data. Among 

' ul> ' 

lh * mAlvcral property and 
•S 3 1 ?? •2 * * • (Till) The 

““it* of each kind of 
,> ** of the taxable year, and 

^ _ of acquisition • • • to- 

kfe *Z ®octrtc And Oas Service. 

44 i347 (1970) Car- 


gether with an explanation of the method 
used in the estimation • • • (xlil) The 
fraction of gross production • • • from the 
deposit or deposits to which the taxpayer 
and other persona are entitled together with 
the names and addresses of such other per¬ 
sons • • • 

(3) In the case of oil and gaa properties, 
the following information la (aiao) required 
• • • (1) The number of acres of producing 
oU and giis land • • • (vi) The number of 
pay sands and average thickness of each pay 
sand or zone; (vll) The average depth to 
the top of each of the different pay sands: 
(vtll) The annual production of the deposit 
or of the individual wells, if the latter In¬ 
formation la available, from the beginning 
of its productivity to the end of the taxable 
year, the average number of wells producing 
during each year, and the initial dally pro¬ 
duction of each well • • • (lx) All available 
data regarding change in operating condi¬ 
tions. such as unit operation, proratlon. 
flooding, use of air-gas lift, vacuum. Shoot¬ 
ing. and similar information, which have a 
direct effect on the production of the de¬ 
posit; and (x) Available geological informa¬ 
tion having a probable bearing on the oil and 
gas content; Information with respect to 
edge water, water drive, bottom hold pres¬ 
sures. oU-gas ratio, porosity of reservoir rock, 
percentage of recovery, expected date of ces¬ 
sation of natural flow, decline In estimated 
potential, and characteristics similar to 
characteristics of other known fields. 

Thus, It Is readily apparent that the 
basic data required to complete Form No. 
40 is available. There may. of course, be 
some administrative burden in compiling 
that data, but no party to this proceed¬ 
ing has alleged that the burden will be 
an "undue" burden. As to the alleged 
burden, we would simply note that it is 
the function of the General Accounting 
Office (OAO) to weigh the reporting bur¬ 
den against the public need for the re¬ 
quested data” 

Nor does the fact that the Federal 
Energy Administration (FEA) and the 
Federal Trade Commission (FTC) have 
also proposed to gather somewhat similar 
natural gas reserves data in any way 
reduce this Commission's need for the 
data to be gathered via FPC Form No. 
40. It has not been shown and it cannot 
be shown that such data will be useful 
to this Commission nor that such data 
will ever be available to us. InformaUon 
collected by an agency for one regula¬ 
tory purpose under one statute on a 
confidential basis could not in fairness 
to the parties submitting such data be 
disclosed to the public or other agencies 
without some hearing with respect to the 
disclosure of such data and findings that 
public disclosure overrides private needs 
for nondisclosure of proprietary data.” 

Furthermore the submission of com¬ 
pany held reserves InformaUon without 
the submission of Individual reservoir 
data on a confidential basis would detract 
from the reliability of the submis¬ 
sions and would materially impair the 
Staff's ability to efficiently audit the un¬ 
derlying basis for the company wide esU- 
mates without a painstaking investiga¬ 
tion of company records. The retention 


•87 Stat. 593. 44 US.C.A. 3512 (1974). 

* Sew Amerada Hons Corporation, 04 al„ 
50 FPC 1048. 1055-1060 (1973) (Moody and 
Brooke. Commia* *loners, dissenting). 


by the company of the basic reservoir 
data underlying the company's overall 
estimate of reserves held is an unsatis¬ 
factory altemaUve to the filing of such 
data with the Commission in the first 
instance. 

It is argued that this Commission has 
not been granted statutory authority to 
conduct this InvesUgatlom For over ten 
years we have collected information from 
jurisdictional natural gas pipeline com¬ 
panies on a reservoir basis where natural 
gas is dedicated to interstate commerce. 
Producers are natural gas companies un¬ 
der the Natural Gas Act and subject to 
regulation as are pipelines. 

At the August Staff conference held at 
the request of the respondents, an in¬ 
dustry representative estimated that via 
FPC Form No. 15 approximately seventy 
percent of the nation's proved gas re¬ 
serves were reported to the Commission. 
In 1973 on FPC Form No. 15 ninety-three 
natural gas companies reported reserves 
to the FPC on a reservoir-by-reservoir 
basis. Some 134 Tcf of natural gas. pur¬ 
chased, owned, and reported on a reser- 
voir-by-reservolr basis were shown as 
dedicated to the interstate market. It 
is estimated by our Staff that this rep¬ 
resents 61.5 percent of the nation’s nat¬ 
ural gas reserves in the lower 48 states. 
Of the ninety-three reporting companies, 
sixty-three reported reserves In the 
ground, purchased and owned. Of these 
sixty-three companies, twenty-six owned 
13.2 Tcf of natural gas in their own com¬ 
pany name. This represents about six 
percent of the nation’s total estimated 
reserves. Prior compliance with FPC 
Form No. 15 filings indicates that the 
issue of lack of jurisdiction is moot with 
respect to jurisdictional reserves. • 

Despite prior decisions to the con¬ 
trary," recent cases have distinguished 
the gathering of Information by a regu¬ 
latory agency in order to fulfill its regu¬ 
latory purposes from regulation Itself. 
Historically, private corporations have 
been subject to broad vtutorial power." 
It has long been settled that Congress 
may exercise wide investigative power 
over corporations when their activities 
take place within or affect interstate 
commerce." This power of Congress, 
which is analogous to the vlsltorial 
power of the incorporating state," has 


• 18 CFR 260.7. Order prescribing annual 
report form No. 15 and statement of policy 
with respect thereto. Order No. 279, 31 FPC 
750. (1964). as amended by Order No. 337, 37 
FPC 326 (1967), as amended by Order No. 399. 
43 FPC 563 (1070). u amended by Order No. 
476. 49 FPC 602 (1973). 

• “F.T.C. ▼. Smith/* 34 F 2d 323 (S.D.N.T. 
1929); *'F.T.C. ▼. Claire Finance Co/*, 285 
F. 936 (DC. Clr. 1923); rev’d on other 
grounds, 274 US. 160 (1927); "F.T.C. v. P. 
Lori Hard Co/*. 2B3 F. 999 (S.D.N.T. 1922); 
aff’d on grounds. 264 U S. 298 (1924). 

• "Okin Press Pub. Co. v. Wailing.** 327 
U.S. 166. 204 (1946). 

»“US. t. New York Central R. Co./* 272 
US. 457 (1926); **US. v. Loulsrtlie A N.R. 
Co/’. 236 US. 318 (1915); I.C.C. ▼. Baird. 194 
US. 25 (1904); ‘T.C.C. ▼. Brlmxln/* 154 US. 
447 (1894). 

»**J. Wilson e. US/ 221 US. 361. 382 
(1911): "Hale v. Henkel *. 201 U S. 43 (1906). 
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been upheld with particular regard to 
the collection of general or statistical 
information." 

The Congress has authorized this 
agency In the first Instance to conduct 
broad and sweeping investigations of the 
natural gas industry and has specifically 
provided for the Commission to deter¬ 
mine “the adequacy or Inadequacy of 
the gas reserves held or controlled by 
any natural gas company, or by anyone 
on its behalf, including its owned or 
leased properties or royalty contracts. 
*••■* *“ But this authority as broad as 
it Is, is supplementary in nature to the 
general Investigatory powers set forth 
in section 14(a): 

Tto* Commission may Investigate any 
facte, conditions, practices, or matters which 
It may find necessary or proper in order to 
determine whether any person has violated 
or is about to violate any provision of this 
act or any rule, regulation, or order there¬ 
under. or to aid in the enforcement of the 
provisions of this act or in prescribing rules 
or regulations thereunder, or In obtaining 
information to serve as a basis far recom¬ 
mending further legislation to the Con¬ 
gress. • • • 

This Is a power “inquisitorial in nature 
• • • designed to aid the Commission In 
exercising Its powers and *to serve as a 
basis for recommending further legisla¬ 
tion to the Congress’ ** * It would be most 
unusual for Congress to delegate the 
power to investigate to the Commission 
and then to limit that power only to 
matters over which the Commission had 
substantive rate or certificate jurisdic¬ 
tion. 

Indeed, the language of section 14(a), 
which does not cse the term “natural- 
gas company" clearly implies that the 
section is not limited to investigations of 
matters over which the Commission has 
substantive jurisdiction pursuant to sec¬ 
tions 4. 5. and 7 of the Act. The statutory 
Investigatory powers of other federal 
regulatory agencies which are compara¬ 
ble In scope to Section 14 have been held 
to “confer upon the Commission powers 
of Investigation in very broad lan¬ 
guage"." Furthermore, reports by nat¬ 
ural-gas companies may be required by 
the Commission pursuant to sections 8 
and 10 of the Act and comparable ac¬ 
counting and reporting powers of the In- 
erstate Commerce Act" have been Inter¬ 
preted to give the Commission the right 
to gather Information necessary to per¬ 
mit it to perform its congre&slonally 
mandated directives and policy making 
reports to Congress which . . might 
require a knowledge of the business . . . 
beyond that which Is strictly of the char¬ 
acter mentioned I in the statute]"* 


•"Ofcla. Pres* Pub. Oo. ▼. Walling". 327 
US. 180. 209 (1940): "Smith V. I.C.C.", 245 
US. 33 (1917); cf. "I.C.C. v. Goodrich Transit 
Co ”. 224 U.S. 194 (1912); “Baltimore * Ohio 
R. Co. ▼. I.C.C.". 221 US. 012 (1911): "Narrl- 
mon v.LC.C.*\2ll UJ3.407.419 (1908). 

•’Section 14(b). 

• v. Panhandle Eastern Pipe Lina 
Oo." 337 US. 498. 500 (1940). 

•“Smith ▼. I.C.C.". 245 VJB. 83. 42 (1917). 

• Section 20; 24 Stmt. 386 (1906); 49 US.CA 
20 (1951). 

•"I.C.C. v. Goodrich Transit Company," 
224 UJ9. 194.211 (1912). 


There is no doubt that the proposed 
information will be of aid to the Com¬ 
mission In carrying out its obligation to 
assure “just and reasonable rates to the 
consumers of natural gas" for Itlhe Act 
was so framed as to afford consumers a 
complete, permanent and effective bond 
of protection from excessive rates and 
charges." * Presently In prescribing rates 
for producer sales of natural gas such 
as the recently enacted rate.* the Com¬ 
mission must rely upon published data 
from trade and professional organiza¬ 
tions. 

While the Commission’s reliance upon 
this data to establish just and reason¬ 
able rates has been affirmed by the Su¬ 
preme Court of the United 8tates * this 
data base should be augmented and re¬ 
viewed with an independent evaluation 
by the Commission of reserves data com¬ 
plied from the mandatory reports of 
regulated natural gas companies subject 
to audit by the Commission. Even though 
it may' be necessary to continue to rely 
upon the data sources now utilized in de¬ 
termining national rates in the first bi¬ 
ennial proceeding * prompt development 
of an independent data collection sys¬ 
tem by this Commission will provide a 
more accurate and reliable data base 
which will better serve the broad regula¬ 
tory responsibilities delegated to the 
Commission. 

This Commission not only has the 
power but the duty to investigate that 
which it admittedly does not have the 
power to regulate in order to evaluate 
the consequences of our policy determi¬ 
nations. In the “Endicott Johnson Corp. 
v. Perkins.** *■ benchmark decision in¬ 
volving the issue of the extent of inves¬ 
tigative powers, the Supreme Court an¬ 
nounced a very limited standard pro¬ 
hibiting the collection of information. 
Only that information which was “plain¬ 
ly incompetent or irrelevant to any law¬ 
ful purpose"" as those purposes were 
specified in the enabling legislation Is be¬ 
yond the scope of the agency’s jurisdic¬ 
tion. 

The Natural Otis Act historically has 
been given liberal interpretations by the 


•"Atlantic Refining Co. v. Public Service 
Commission of New York," 300 U.8. 378. 388 
(1959): tee "Phillips PetToleuxn Co. ▼. Wis¬ 
consin." 347 UJ3. 072 685 (1954); "F.P.C. V. 
Hope Natural Gas Co.,“ 320 US. 591 (1944). 

m Just and reasonable national rates far 
■alee of natural gas from wells commenced 
on or arter January 1. 1973. and new dedica¬ 
tions of natural gas to Interstate commerce 
on or after January l, 1973. Docket No. R- 

389-B, Opinion No. 699 at 45-59,_FPC 

---(June 21. 1974). Opinion No. 699- 

H at 19-27.PPC___ (Decem¬ 

ber 4. 1974). 

• Permian Basin Area Rate Cases. 390 US. 

747 (1968): Mobil OH Oorp. T. FP.C.._ 

US_(June 10. 1974). 

•National rates for jurisdictional sales of 
natural gas dedicated to interstate com¬ 
merce on or after January 1. 1973. for the 
period January 1. 1975. to December 31. 1970. 
Docket No. RM75-14._PPC_(Decem¬ 

ber 4.1974). 

•"Endicott Johnson Oorp. v. Perkins," 317 
UB.501 (1943). 

• Id. at 509. 


courts. Its statutory provisions u» w. 
preied as giving broad authartoiT 
fectuate the public interest- 
Ian tic Refining Co. v. Public ServWftl 
mission of New* York tCATOO) 
court noted that sections 4 S sad 
Act, when read together carve oat 
area where administratis i* 
to the discretion of the CoranfcsiaLiti 
clearly tlie purpose of the CtamJ■ 
create a comprehenr.ivc 
regulatory scheme." “ 

Section 10 of the Natural Gu Ad« 
powers the Commission “to perlcr* i 
and ail acts, and to prescribe... 
orders ... as it may find necessary or & 
propriate to carry out the provide*.; 
this act." 44 In discussing the Sopon, 
identical language contained in * 
300 of the Federal Power Act • the 
in “Niagara Mohawk Power Cent 
FP.C." stated that necessary tndipw- 
prlate provisions “are not restricted * 
the procedural minutiae and this i 
authorize an agency to uk ^ 
regulation not spelled out it 
tail • • 

The broad grant of lmplemeoUns a 
thority conferred by section 16, < 
is not confined merely to | 
regulations, supports our decide*. ( 
responsibilities under the Act, to 1 1 
of energy shortage., require thd on. 
broader initiatives be taken by the C 
mission, and the Congress in i 
section 16 has anticipated the < 
circumstances that require such irta 
as is taken herein. The infix 
gathering process we adopt todty I 
within the scope of the Natural Gai Art 
and is . reasonably necessary to 

permit (this! agency’ to perform ltitoto 
consistently with the provisions ud P 
poses of the legislation.* * M * 

In addition to the** sections of t 
Natural Gas Act previously disrusaa. 
we also rely on section 8 * as tatony 
for the promulgation of FPC Fora Na 
40. Section 8 and section 301 of thf fc* 
era! Power Act “ are virtually nunw 
images of each other. Section 301 wa 
discussed in detail In "Southvtrica 
Electric Power Oo. v. F.P.C.*’" where u* 
Court pointed to a line of cases irfcw**' 
edging congressional Intent to o* 5 * 
agencies such as the FPC with orexj 
powers to formulate policy, hut cautf®« 
against judicial review of mort » 


•"Atlantic Refining Co. v. 
Commission of New York.** (CA )* n 
US. 378, 391-392 (1959). 

• "Atlantic Refining Oo. ‘ # 

Commission of New York.** ,ir*0>« 
(1958); * Van handle Kiuicra Pipew»v ^ 
Public Service Commit ton of 
U.S-507. 520 (1947). 

• 15 US.C 717o (1970). 

- 15 US.C. 8250 (1970). g* 

• 379 F2d 153. 158 <&C, Or 
Won 16 of the Natural Oas 

to section 309 of the FederalrWW” * ^ 
« “Public Service CommiM*® «_ ^ 
of New York v. P-P.C.** 827 F. 38 891 
(DU.Clr.1904). 

•52 Slat 825 (19331; 

• 49 8 tat. 854; 16 UB.C. 825 *1 1 6h 
•304 F. 2d 29 (5th Clr.) 

nled, 371 UJ5. 924 (1962). 
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u«j Issues." Specifically cited 
KcSxt Wtt a quotation from earll- 
^I^ideclsIoM In "American Power ft 
n^co ▼ S£C"“ in regard to a dis- 
i of action SOI of the Federal 
3 Act 

’ mi fiaxUmenui principle • • • that 

• cco £Tts» hw entrusted an admlnla- 
„ m cy with the meant of achieving 

fTufihjUcy policy “the relation of remedy 
it peculiarly a matter of admlnls- 
8iSf0ompeter.ee. w 

i Chart expressly noted the broad 

* which section 301 gives the Corn¬ 
el sod concluded that the determl- 
n1 of what actions arc appropriate 

D ih t administration of the Federal 
* Act Is within the discretionary 
**ci;y of the Commission.* In a sec- 
i ok which discussed the Commis¬ 
si power under section 301 of the 
1 Power Act the Court concluded 


CKgram * * * has designated the FPC, 
itrt tu lha capacity and the opportunity 
the necoeeary knowledge and ex- 
to prescribe a coherent and de- 
d rfftem of regulations* 

Sepao dents challenge not only the 
q'8 authority to regulate but 
lb! propriety and appropriateness of 
h regulation. Prominent among these 
|iOffitloQs ft the assertion that to col- 
< n± proved natural gas reserve in- 
aUoo and to make this Information 
e to the public is violative of the 
interests of those holding 
i gas reserves. We are both aware 
i ippreclatlve of the consequences of 
e icttoos we take today. We carefully 
« weighed the proprietary Interest 
s Kcortinc* with the test set forth in 
ICC ?. Schrelbcr * and have concluded 
5 the public right to the information 
the private proprietary in- 
& of the respondents. 

We irt cognizant that the disclosure of 
natural gas reserves informa- 
“fi *t request may occasionally be det- 
to the private interests of some 
facers, but the potential damage does 
’ the public Interest in dls- 
to a period of natural gas short- 
B containing field and 
wdr Information and Schedule C 
additions by state 
wl11 ** maintained on a 
b»»is unless otherwise or- 
SSsS^Commission. Schedule A as 
summarize the contract 

«r^iSSS‘'f* ent 4tatus of company- 
ter state and Intrastate domes- 

,! ^> I ^/Li^‘ C Z. CQrp "- 338 Dfl 194 

lie * Poww * Light Oo. ▼. 

Corj t K.t: IJ®*®) : “Phelps Dodge 

,n C& 171 U Moi.J* b0r a * 1 » Uon » Board". 
U * "Or*r T. Powell". 314 

•laitili.iKT*™ <»- *• 
I ■25h ,90<lM6) - 

ITC, Power Co. v, 

** Allied, ni 2 ^ (5th Clr - 

l**r (JSTcJ i<Z> Co - rpo - 328 

C * r * cert, denied. 379 




(IBM). 


tic reserves, and will report by company 
reserves additions and successful gas 
well drilling footage. Schedule A shall 
be made available to the public. 

The public interest in disclosure of 
company owned reserves reported in 
Schedule A without detailing data as to 
field or reservoirs would not seem to 
conflict with any proprietary interest 
and would override any potential harm 
to producers. Regulation cannot pro¬ 
ceed In the absence of information on 
the properties and operations of regu¬ 
lated companies. There is here no more 
taking of a proprietary interest than our 
requirements that cost data be accounted 
for in a particular way or that reports be 
filed with the Commission for regulatory 
use and benefit of the public* * 

The regulatory process is a bond of 
consumer protection * and a valid regu¬ 
latory purpose is served by Informing the 
public on an annual basis as to the scope 
of company owned reserves. This Is par¬ 
ticularly true of natural gas. Public 
knowledge of the relative proportions of 
reserve holdings by companies may pro¬ 
vide a basis for industrial and individual 
consumer planning relating to the fi¬ 
nancial commitment to natural gas as 
an energy source or to an alternate en¬ 
ergy system. Furthermore, a serious per¬ 
vasive problem underlying the capacity 
of government for action to resolve the 
energy crisis is a disbelief on the part of 
the public that there is, in fact, a crisis. 

In addition to the general public in¬ 
terest. there exists a legitimate interest 
by other state and federal agencies in 
the status and level of gas reserves 
owned or controlled by natural gas com¬ 
panies. Such threshold Information 
might serve the public Interest objectives 
of these governmental agencies, particu¬ 
larly in such matters of paramount na¬ 
tional concern as enforcement of anti¬ 
trust laws, prevention of anti-competl- 
tive practices and determination of the 
efficacy of competition in the natural gas 
industry. 

We have in Opinion Nos. 687 and 
687-A * previously mandated the public 
disclosure of data furnished by producers 
on uncommitted reserves. Producers in 
that proceeding alleged serious damage 
to their proprietary Interests from pub¬ 
lic disclosure of the reserves data but no 
producer appealed our decision. 

The Freedom of Information Act * im¬ 
poses an obligation upon agencies to 
make certain types of information avail¬ 
able to the public with certain exceptions 
including in paragraph (b)(4) "trade 


"Cf. "F.P.C. v. East Ohio Gas Oo.* 4 . 388 
V3 464,475 (1950). 

• “Atlantic Refining Co. v. Public Service 
Commission of New York/* 360 U-8. 378, 
388 (1959). 

••‘Opinion And Order Requiring Produc¬ 
tion Of Gas Reserve Data". Opinion No. 687. 

Docket No. R-405-A,__ FPC__ (Issued 

February 4. 1974) (Moody and Brooke, Com¬ 
missi oners. dissenting), as amended. Opinion 
And Order Denying Rehearing, Opinion No. 

687-A. Docket No. R-405-A.FPC_ 

(issued April 3. 1974) (Moody and Brooke. 
Commissioners, dissenting). 

•5UA.C. I 552. 


secret and commercial or financial in¬ 
formation obtained from a person and 
privileged or confidential" and in para¬ 
graph (b) (9) "geological and geophysi¬ 
cal Information and data, including 
maps, concerning wells". These specific 
exemptions of records from disclosure 
pursuant to the Freedom of Information 
Act are to be narrowly construed* and 
merely provide that public disclosure is 
not required. Such exemptions are a 
privilege of the agency not of one seek¬ 
ing to protect the confidentiality of the 
information * 

No congressional policy or intent is 
manifested in the Freedom of Informa¬ 
tion Act * or other statutes which would 
protect from public disclosure the vol¬ 
umes of natural gas reserves held by 
natural gas companies. If there is any 
public policy that clearly has the support 
of Congress it Is one of full public dis¬ 
closure of all information collected by a 
government agency unless the private in¬ 
terest overrides the public Interest In dis¬ 
closure. Such an overriding private in¬ 
terest is not apparent with respect to 
Schedule A. 

The Commission is authorized by the 
Natural Gas Act * to require such reports 
as may be necessary or appropriate to 
assist the Commission in the proper 
administration of the Act and may pre¬ 
scribe the manner and form of such re¬ 
ports. This authority is broad enough in 
its delegation to encompass public dis¬ 
closure of information filed under oath 
pursuant to this order. 

This Commission has carefully and 
exhaustively considered each and every 
concern voiced by the industry. Faith¬ 
ful execution of the charges to this Com¬ 
mission expressed In the Natural Gas Act 
compels us to conclude that proved gas 
reserves information must be obtained by 
this independent government agency of 
the Congress for use as prescribed herein 
by this and other government depart¬ 
ments and agencies as well as by the pub¬ 
lic and the industry in assessing the 
nation's current and future supply of 
natural gas. The substantial arguments 
made by the respondents are forceful* 
but not controlling. Our responsibility 
placed upon us by the Congress, under 
the Act to insure a stable. long-run sup¬ 
ply of natural gas for the interstate mar¬ 
ket compels us to conclude that this pro¬ 
posed data collection, as augmented and 
amended by the Staff as a result of filed 
comments and the public meeting, is in 
the public Interest and should be 
adopted. 

We find that any burden that may be 
imposed upon the natural gas industry 
as the result of our adoption of FPC 
Form No. 40 is substantially outweighed 
by our need to know the status of the 
nation's proved reserves of natural gas. 
Our evaluation of proved reserves data 
submitted pursuant to this order will 


n See “ Bristol-Meyert Oo. V. F.T.G.". 424 
F.2d 935 (D.C. Clr. 1970). 

•Compare. La Morte v. Mansfield, 438 F.2d 
448 (2nd Clr . 1971). 

• 88 Stat. 1561, 5 USC A 552 (1974). 

•Section 10(a). 52 Stat. 826 (1938); 15 
US.C. 7171. 
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enable us to measure the impact of our 
regulatory policies and national energy 
policies on the development and alloca¬ 
tion of natural gas resources * consistent 
with the demands of gas consumers and 
the economy. 

The Commission finds. ( 1 ) The notice 
and opportunity to participate In this 
proceeding with respect to the matters 
presently before the Commission through 
the submission In writing and at a pub¬ 
lic meeting of comments are consistent 
and in accordance with all procedural 
requirements as prescribed in section 
553. Title 5 of the United States Code. 

(2) The amendment to Part 260 of the 
Commission 1 * statements and reports to 
add a new I 260.13 is necessary and ap¬ 
propriate for the administration of the 
Natural Gas Act. 

(3) The amendment of Part 3 of the 
Commission's general rules and f 3.170 
of the regulations under the Natural Gas 
Act Is necessary and appropriate for the 
administration of the Natural Oas Act. 

The Commission orders . The Com¬ 
mission. acting pursuant to the provi¬ 
sions of the Natural Gas Act. as amended, 
particularly sections 4. 5, 7. 8 . 14. 15. 
and 16 thereof <52 Stat. 622. 823. 624. 
625. 626. 629. 630 <1938); 56 Stat 63, 64 
<1642): 61 Stat. 459 <1947); 76 Stat. 
72 <1962): 15 USC. 717c. 717d, 717f. 
717g. 717m. 717n, 717o) hereby orders 
that its general rules Part 260 Subchap¬ 
ter O of Chapter I. Title 18 of the Code 
of Federal Regulations, be amended by 
adding a new* 1 260.13 and revising 
13.170 as follows: 

<A> We amend | 3.170 of Part 3. Sub¬ 
chapter A. Chapter I, Title 18 of the Code 
of Federal Regulations to read as 
follows: 

8 3.170 Approved form*, rtr. 

<a> The following Is a list of approved 
forms, statements, and reports under the 
Natural Gas Act, descriptions o l which 
have been published in Subchapter G. 
Parts 250 and 260 of this chapter. 

(b) Form No. 40. Natural Gas Com¬ 
panies Annual Report of Proved Domes¬ 
tic Gas Reserves. Including Those of Any 
Affiliate (Associate) or Subsidiary, of 
Each Person Found By the Commission 
to be a "natural-gas company" within 
the meaning of the Natural Gas Act. 


• "Northern Natural Oas Company v. 
F.P.C.- *99 F2d 953, 950 (DC. Clr. 1968); 
Despite a continuing debate. It appears that 
the basic goal of direct governmental regu¬ 
lation through administrative bodies and the 
goal of Indirect governmental regulation In 
the form or antitrust law Is the same—to 
achieve the most efficient allocation of re¬ 
sources possible. For Instance, whether a 
regulatory body la dictating the selling price 
or that price Is determined by a market free 
front unreasonable retrainta of trade, the 
desired result Is to establish a selling price 
which covers costs plus a reasonable rate of 
return on capital, thereby avoiding monopoly 
proAu. Another example of their common 
purpose Is that both types of regulation seek 
to eatabUsh an atmosphere which will stimu¬ 
late innovations far better service at a lower 
cost. This analysis suggests that the two 
forms of economic regulation complement 
each other. 


<B) Section 260.13 Is added to read a* 
follows: 

{ 260.13 Form No. 40, natural gas 
conipanic* annual report of proved 
doTiieetie re s er v es. Including those of 
any affiliate (associate) or aultsidiary 
of each person found by the Com¬ 
mission to be a "natural-gat com¬ 
pany** within the meaning of the 
Natural Gas Art. 

(a) The form of Natural Oas Com¬ 
panies Annual Report of Proved Domes¬ 
tic Gas Reserves as FJP.C. Form No. 40 1* 
adopted. 

<b) Each person found by the Com¬ 
mission to be a "natural-gas company** 
within the meaning of the Natural Gas 
Act shall prepare and file with the Com¬ 
mission an original and four copies of 
Schedule A. Natural Gas Companies 
Annual Report of Proved Domestic Gas 
Reserves, FP.C. Form No. 40: shall file 
one original copy of Schedules B and C; 
and shall file Schedule D as necessary. 
Schedule C Is not required the first re¬ 
port year. The report for the calendar 
year ending December 31, 1974. shall be 
filed by July 1. 1975. and thereafter the 
report for each calendar year ending 
December 31 shall be filed by April 1 of 
the following year. 

Cc) Schedule A shall be avail¬ 

able at the Commlslson *5 Offices of public 
Inspection. 

(d) Information filed pursuant to this 
order shall be made under oath. 

<C) The Secretary shall cause copies 
of FPC Form No. 46. as promulgated 
by this order, to be transmitted on Feb¬ 
ruary 25. 1975. to the Comptroller Gen¬ 
eral of the United States for review of 
that Form pursuant to the provisions of 
section 409<b). Pub. I*. 93-153. 82 Stat 
1302. 44 US.CA. 3512 <1974). 

<D) Unless otherwise directed by fur¬ 
ther Commission order, the effective date 
of this order shall be April 26. 1975. 

<E> Pending review of this order by 
the Comptroller General all respond¬ 
ents may file comments concerning 
Schedule A as modified to report drill¬ 
ing footage data and these comments 
shall be considered by the Commission 
prior to the effective date of a final order. 
Comments should be received by the 
Secretary no later than 30 days from the 
date this order is issued l.e. transmitted 
to the Comptroller General of the United 
States as prescribed In Ordering Para¬ 
graph (O herein. 

(F) Any applications for rehearing of 
this order, pursuant to section 19(a) of 
the Natural Gas Act, 15 UJ3.G 717r<a), 
shall be filed within the statutory time 
period to be computed from aforesaid 
effective date of this order. 

<G) The Secretary shall cause prompt 
publication of this order to be made in 
the Federal Register. 

By the Commission. Commissioner 
Moody, dissenting, joined by Commis¬ 
sioner Brooke, filed a separate statement 
appended hereto. - 

I seal 1 Kenneth F. Plumb, 

Secretary. 

1FR Doc.75-5656 Piled 3-3-7fi;«:46 ami 

* Filed as part of the original document. 


„o . s . 

PART 35 RUNG OF RATE SCHQijJ 

FART 154—RATE SCHEDULES an 
TARIFFS 

Uniform Filing Requiremi** 

FnrttrArr It. h* 

Section a5 7 of the Commltd®* 
ul&tlons under the federal pJ 
requires the filing of five comet * , 
Increase applications, while r 
only two copies of other rau 
filings and of certificates of ca 
notices of cancellation or ta 
and notices o* succession ScctixTia 3 1 
of the regulations under theNaOLtlGyl 
Act requires the filing of two cnia g 
any tariff, contract, or part therwf.ee. I 
U flea tea of adoption, und notices of as&. 
cellaUon or termination. 

In order to facilitate the proper < 
trtbutlon of pipeline and public jUtol 
rate filings within the Commkdoc, of. 
floes, and to assure the timely wi v 
and disposition of all mutter* requir¬ 
ing Commission action. U Is eueciM 
that a sufficient number of coptoof rut 
filings be provided. Bated on & rnitvj 
of the Commission's filing, ftnthrris ted 
decision procedures. It Is found that its 
copies of tariff, rate schedule, nti re¬ 
lated filings required to be ntaefted 
pursuant to 1135.7 and 15431 cf the 
Commission's regulations under Jit Fed¬ 
eral Power and Natural Oas Arts respec¬ 
tively. are necessary to 
control over the Commission s toca±t 
wortc. and the prompt co ndd entloc d 
all matters requiring the Cornsnisdcel 
attention. Accordingly we shall unod 
the applicable regulations to profidrt 
a uniform filing requirement of I 
copies of all rate-related tariff tor¬ 
ments and other related matertds n- 
qutred to be submitted pumaEt to 
55 35.7 and 154.26 of Chapter l IK* 
18 of the Code of Federal Re*uW*tt 

It can be seen from the foregotai 
the regulations are lew th*n coodft fll 
in specifying the number of 
rate-related pipeline and pflN* u: '-J 
tariff filings required to be 
There does not appear to be any wrj 
reason for the difference ta ramM « 
copies specified by the regulatloos. ^ 
it is reasonable under these _ c * rffg ^ 
stances to amend the regulation 
to make uniform the number oi Q£r * 
men Is required to be filed. , 

The Commission finds. (1)‘? 
ments to IS 35.7 and 154 26 of 
Title 18 of the Code of FederalR^ 
tlons, herein prescribed, art necc^* 
and appropriate for 
of the Federal Power Act and 

(2) The amendment* 
constitute rules of agency procea * 5 
notice and effective dftte pro^ ^ ^ 
tJB.C. 553 do not apply 

lie procedure In regard to 
these amendments are 

(3) Good cause 

Ject amendments 1° the regwaw^^ ^ 
live Immediately upon the 
this order. * 

The Commission. ^*f^er.W. 
the provisions of the f c< ^ d L : tioo« & 
as amended, particularly 
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j v$ thereof (49 St&t. 851, 852, B5S, 

:?nfiC R24d. 835h) and the provl- 
tte NatunU Gas Act. as 
2 oMtkruhirly sections 4 and 16 
mo/ (53 Stat 822, 830; 76 Stat. 72; 
^er 717 c, T17o>, orders: 

cation 35.7 In Part 35. Subchap- 
»*^Chapter I. Title 18 of the Code 
IHdtrftl Regulation* is revised to read 

flanker of copir* to be »uppliccL 

C tanft*. rate schedule* and con- 
'j, or parts thereof, and material re- 
t thereto including any change In 
certificates of concurrence, notices 
[ actuation or termination, and no- 

* g ttccesiioa shall be supplied to 

* Commission for filing In six copies. 
Isiits ire to be Included In one pack- 
ai&ther with six copies of the letter 
| cicsdictal and all other materials 
datamation required by these regu- 

t tad addressed to the Federal 
* Commission. Wellington, D.C. 

'S* Section 154.26 in Part 154. Sub- 
ipcer £ of Chapter I, Title 18 of the 
Je g federal Regulations Is revised 
\mi it follows: 

lilh Number of roplw to bf Mip* 

|fci 

L unfis. rate schedules, and con- 
M or parts thereof, and material re- 
I thereto, including any change in 
i notice* of cancellation or termi¬ 
nal certificates of adoption, shall 
(applied to the Commission In six 
l Ail copies are to be Included In 
ipcbge. together with six copies of 
( letter of transmittal and all other 
> and information required by 
(regulations, and addressed to the 
1 Power Commission, Washington. 
I ML 

C * 1 lhe above amendments to the 
h*a regulations shall be effee- 
i ^mediately upon the issuance of 
■ertfr 

The Secretary siiall cause prompt 
of thU order In the Fkderal 

3y the Commission. 

'**1 KcNsrrH F. Plumb, 

Secretary. 
fitDoc.TS^sr rued 3-3-75; 8:54 ami 

^ *5*—RATE SCHEDULES AND 
TARIFFS 

I CFRConection 

nu j W*arln* on page 12 of 

i, 150-end. revised as of 

ki/iu,.. 18 wnwidment to para- 
ft'. PUbUshed at 37 FR 
^ 14 . 1972. was Incorrectly 

Ir? ( w <4> ‘ 0,6 lntroduc- 

1 “ IdCtot»- V C> (1> “ corrected. 

, ^•PoWioa of rate mIumIuIp. 

'«»•..* * * * 

Mil • • • 

L ' 1 ile^t^ ns 5* Hh »U be computed 
®ore frequently than semi¬ 


annually to reflect the current cost of 
producer purchases. Rate change* shall 
be computed and filed to coincide with 
the effective date of pipeline supplier 
rate change* If the change represent* a 
change of at least 1 mill ($0,001) per 
Mcf of annual Jurisdictional sales. 

• • • • • 

Cc) • • • 

(1) Account 186 shall only be used 
to include purchased gas cost* related to 
Commission approved PGA clause* when 
such costs are not includible In the util¬ 
ity’s rate schedule* on file with the Com¬ 
mission. The account shall be debited 
or credited, a* appropriate, each month 
for increase* or decrease* In purchased 
gas cost*. After a change In a rate sched¬ 
ule recognizing the Increases or de¬ 
creases In purchased gas cost* in this 
account is approved by the Commission. 
Account 186 shall be debited or credited, 
as appropriate, with contra entries to gas 
purchased accounts so that the balance 
accumulated in this account will be 
amortized over the succeeding six-month 
period. Separate subaccounts shall be 
maintained for the amounts relating to 
the period In which the Increase or de¬ 
crease Is accumulated and for the amor¬ 
tization of purchased gas increases or 
decreases, as applicable, so as to keep 
each period separate. Carrying charges 
will not be allowed on any balances per¬ 
taining to unrecovered purchased gas 
costs. 


Title 22—Foreign Relations 

CHAPTER II—AGENCY FOR INTERNA¬ 
TIONAL DEVELOPMENT. DEPARTMENT 
OF STATE 

(AXD. Reg. 11 

PART 201— RULES AND PROCEDURES 
APPLICABLE TO COMMODITY TRANS¬ 
ACTIONS FINANCED BY AI.D. 

Modification of AI.D. Geographic Code 
941—Selected Free World 

In 1970. the Agency for International 
Development, acting pursuant to au¬ 
thority contained in section 604(a) of the 
Foreign Assistance Act of 1961, as 
amended, established a List of Selected 
Free World Countries (A-LD. Geographic 
Code 941) In order to designate coun¬ 
tries which would be eligible as sources 
of AJ.D.-ftnanced procurement of com¬ 
modities and services under agreements 
where procurement from Selected Free 
World Countries was authorized. A ID. 
Geographic Code 941 was first published 
as part of A.I.D. Regulation 1 in 1971 and 
was Intended to be updated from time to 
time as additions or deletions became 
necessary pursuant to established cri¬ 
teria governing inclusion on the list. 

This amendment to A.I D. Regulation 

1. by deleting Egypt and Syria from the 
listing of countries excluded as eligible 
source* under AJ.D. Geographic Code 
941. permit* Egypt and Syria to be 
eligible source countries for AJD.- 
fln&nced commodities and services under 
agreements where Code 941 source pro¬ 
curement is authorized. 

Section 201.11(b)(4) of Part 201 of 
Chapter n. Title 22 (AID. Regulation 


1 ). In particular, the subsection with the 
heading Code 941—“Selected Free 
World.” is amended to read a* follows: 

| 201.11 Eligibility of coaumxlilic*. 

• • • • • 

(b) • • • 

(4) • • * 

-Code 041—•‘Selected Free World”: Any 
Independent oountry lo the Free World, ex¬ 
cept Algeria, Andorra, Australia, Austria, 
Belgium. West Berlin, Canada. Cyprus, Den¬ 
mark. Finland. France. West Germany, 
Greece, Hong Kong, Iceland. Iraq, Ireland, 
Israel. Italy, Japan. Kuwait, Libya. Uecben- 
steln, Luxembourg, Malta. Monaco, Nether¬ 
lands. New Zealand. Norway, Portugal. Qatar, 
Southern Rhodesia. San Marino. Somali 

RepubUc, South Africa, Spain. 8weden. 

Switzerland. United Arab Emirates, United 

Kingdom, VaUcan City, South Yemen. 

Yugoslavia, and the cooperating country 
itself ” 

All other portions of 5 201.11(b)(4) 
shall remain in full force and effect. 

Effective date: This amendment shall 
become effective March 4, 1975. 

Dated: February 19. 1975. 

Daniel Parker. 

Administrator. 

|FR Doc.75-5* 13 Filed 3-3-75;8:45 am) 


Title 23—Highway* 

CHAPTER I—FEDERAL HIGHWAY ADMIN¬ 
ISTRATION, DEPARTMENT OF TRANS¬ 
PORTATION 

SUBCHAPTER M—RIGHT-OF-WAY AND 
ENVIRONMENT 

PART 712—THE ACQUISITION FUNCTION 
Right-of-Way Revolving Fund 

This will amend the regulations of the 
Federal Highway Administration by re¬ 
vising 1712.702(d) for the purpose of 
more closely conforming it to the lan¬ 
guage and Intent of 23 U.S.C. 108c(3) 
which it implements. The previous regu¬ 
lation provided “Actual construction of 
a highway on rlghts-of-way. with respect 
to which revolving funds are advanced, 
shall be commenced within a period of 
not less than 2 years nor more than 10 
years following the end of the fiscal year 
in which obliQationai authority is allo¬ 
cated to the right-of-way project, unless 
FHWA In its discretion shall provide an 
earlier termination date.” We are chang¬ 
ing the language In italic above to 
limit the commencement of construction 
to not more than ten years following the 
end of the fiscal year in which the ad¬ 
vance was made to the right-of-way 
project, instead of the year in which 
obligational authority was allocated, 
because the language of the statute is 
•*. . . nor more than ten years following 
the end of the fiscal year in which the 
Secretary approves such advance of 
funds," and since the approval incident to 
the actual advance of funds is intended to 
measure the period to commence con¬ 
struction this change would be more In 
keeping with the statute. 

The proposed regulation will codify a 
revision of paragraph 3(d) of Volume 7. 
Chapter 2, section 7 of the Federal-Aid 
Highway Program Manual. 

Section 712.702(d) Is hereby revised 
to read as follows: 
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§ 712.702 Pvtirie*. 

• • • • • 

(d) Actual construction of a highway 
on rights-of-way with respect to which 
revolving funds are advanced shall be 
commenced within a period of not less 
than 2 years nor more than 10 years 
following the end of the fiscal year in 
which the advance was made to the 
right-of-way project, unless FHWA In Its 
discretion shall provide an earlier ter¬ 
mination date. 

This revision will take effect imme¬ 
diately. 

Issued on: February 24,1975. 

Noxbbrt T. Tixhann, 
Federal Highway Administrator. 


Title 24—Housing and Urban 
Development 

CHAPTER II—OFFICE OF ASSISTANT SEC¬ 
RETARY FOR HOUSING PRODUCTION 
AND MORTGAGE CREDIT—FEDERAL 
HOUSING COMMISSIONER (FEDERAL 
HOUSING ADMINISTRATION), DEPART¬ 
MENT OF HOUSING AND URBAN DE¬ 
VELOPMENT 

SUBCHAPTER A—GENERAL 
[Docket No. R-76-319] 

PART 200—INTRODUCTION 

Eligibility Requirements for Structural 
Defects Assistance 

The following amendments are being 
made to this chapter to revise the eligibil¬ 
ity requirements for structural defects 
assistance. The amendments extend eli¬ 
gibility to mortgagors of two family 
dwellings insured under section 235 of 
the National Housing Act and to mort¬ 
gagors of one or two family dwellings lo¬ 
cated In older declining urban areas 
which were insured under sections 203 
or 221 of the National Housing Act on 
or after August 1,1968, but prior to Janu¬ 
ary 1, 1973, pursuant to a mortgage In¬ 
surance commitment Issued when such 
dwelling was more than 1 year old. The 
amendments restrict the defects eligible 
for assistance to those structural or other 
major defects which so seriously affect 
use and livability as to create a serious 
danger to the life or safety of the 
inhabitants. 

The Secretary has determined that 
such changes are necessary to comply 
with the purposes and Intent of the Hous¬ 
ing and Community Development Act of 
1974, In accordance with his authority 
contained in 12 U.S.C. 1735(c). Because 
of the need to have these procedures 
available at the earliest possible date, the 
Secretary has determined that It Is im¬ 
practicable and contrary to the public 
interest to engage In public rule mak¬ 
ing procedures and to postpone the effec¬ 
tive date. Processing of applications by 
the Secretary on a National basis will 
begin on March 24. 1975. The Secretary 
has. therefore, determined that advance 
notice and publication are unnecessary 
and that said cause exists for making 
this amendment effective on publication. 


Accordingly, Chapter n Is amended as 
follows: 

1. In the list of sections for Part 200 
and in Subpart L the heading for Sub¬ 
part L Is revised to read as follows: 

Subpart L—Correction of Structural De¬ 
fects In Homes Covered by Mortgage 
Insurance Under Section 203, 221 or 
235 

2. In Subpart L, the citation of au¬ 
thority is revised to read as follows: 

Atmioimr: The provisions of this aubpart 
L are Issued under section 518 (b) and (o). 
76 Stat. 783. 84 Stat. 1771, 88 8tat. 678, 12 
US,C. 1735c. 

3. In Subpart L. IS 200.517, 200.520, 
200.522 and 200.527 are revised respec¬ 
tively to read as follows: 

8 200.517 Purpose. 

The purpose of this subpart Is to 
specify the terms and conditions under 
which the Secretary will consider afford¬ 
ing assistance to mortgagors under sec¬ 
tion 518(b) of the National Housing Act. 

§ 200.520 Application for a<«l*tance. 

An application for assistance in the 
correction of defects. In a form satisfac¬ 
tory to the Secretary, shall be filed by 
or on behalf of an eligible mortgagor 
with the Area or Insuring Office Director 
having Jurisdiction over the area in 
which the property Is located. The ap¬ 
plication shall be filed not later than 1 
year after the insurance of the mortgage 
or. In the case of a dwelling located In an 
older declining urban area and covered 
by a mortgage insured under Section 203 
or 221 of the National Housing Act on or 
after August 1, 1968, but prior to Janu¬ 
ary 1. 1973, not later than August 22. 
1975. Processing of applications by the 
Secretary' will begin on March 24. 1975. 

§ 200.522 FJigibilUy for consideration. 

• • • • • 

(ft) The person applying for assistance 
is the owner and mortgagor of a one or 
two family dwelling covered by a mort¬ 
gage insured under section 235 of the Na¬ 
tional Housing Act pursuant to a mort¬ 
gage insurance commitment Issued when 
such dwelling was more than 1 year old: 
or. In the case of a dwelling located In an 
older, declining urban area, the ap¬ 
plicant Is the owner and mortgagor of 
a one or two family dwelling covered by 
a mortgage Insured under section 203 or 
221 of the National Housing Act on or 
after August 1. 1968, but prior to Janu¬ 
ary 1, 1973, pursuant to a mortgage in¬ 
surance commitment Issued when such 
dwelling was more than 1 year old. 

(b) One or more structural or other 
defects existed In such dwelling on the 
date of the Issuance of the mortgage In¬ 
surance commitment which (1) so 
seriously affect use and livability as to 
create a serious danger to the life or 
safety of the Inhabitants of such 
dwelling, and (2) were of such a nature 
that a proper Inspection could reason¬ 
ably be expected to have disclosed them: 
and 

• • • • • 


§ 200.527 Comiclrmiion fori 
• • • . 

(a) Whether the defect* «o 
affect use and livability t* to emsM 
serious danger to the life or 
Inhabitants; 


Effective date. These —mliiiiil 
effective March 4,1975. 

David M. jhWeu* 
Acting ituislanf Stcrt 
Commissioner /or jfa 
Production and Jfa 
Credit. 

|FR DOC.76-66G7 Fl3-S-75;l;«i 

Title 26— Intern*! Revenue 

CHAPTER I—INTERNAL REVENUE « 
ICE, DEPARTMENT OF THE TR 
SUBCHAPTIR A—INCOME TAX 

|TD. 734»| 

PART 1—INCOME TAX; TAXABLE U 
BEGINNING AFTER DECEMBER 31. U 

Deductibility of Fines and Remit*! i 
Illegal Bribes, Kick back*, and Other I 
merits 

Correction 

In FR Doc. 75—IG71, appeariniitj 
7437 of the Issue of Thursday, 
ary 20. 1975. the following 
should be made: 

1. The bracketed phrase, “In 
thcr. In the fifth line of 
$ 1.162-18<aMl)(i> should be < 

2. The word “indicated", ic the I 
line of Example »l> of . 

f 1.162-21(0, s hould be cfasn rdto^ 

"indie ted*. 

Title 29—Labor 

CHAPTER XVII—OCCUPATIONAL L- 
AND HEALTH ADMINISTRATION. 
PARTMENT OF LABOR 

PART 1952—APPR0VE0 STATE 
FOR ENFORCEMENT OF STATE $TN 
ARDS 

Subpart BB—W,«nl«| A- 

Approval or Siam Siasm** 

1. Background Part 1953 cl Tttlf J 
Code of Federal Regulations. P<. 
procedures under section 18 w tj»} 
pntlonnl Safety and Health Act a 
(hereinafter called the Act) W 
the Assistant Regional Wree^,: 0 !; 
cupational Safety and Hesltn 
after called Assistant 
under a delegation of audiortt. '- 1 

Assistant Secretary of Uborw^g 
paUonal Safety and Haw® 
called the Assistant 8 tatUOP™ 
1953.4) will review and iM *®".gm 
ards promulgated punu*nt ^ 
plan which has been aPP 1 ®* Act M 
since with section 18(c) (rf 
29 CFR Part 1903. On 
was published in the ?&*** ^ 9 

(39 FR 18S94) of %££U J 

Wyoming plan and 
part BB to Part 1952 conuu* 

decision. , be 

Section 1952 340 of „ 

forth the State's Intentions 
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lJMU of Federal standards 
tn the Issues contained In 29 
fxrts 1910 and 1926 (with the ex- 
1 those pertaining to ship re- 
, ^jjp budding, ship breaking and 
tnd the adoption of addi¬ 
ct «*rtkil standards not provided by 
k**nd program. Section 1952.343 
|pf0 £7 B B sets forth the State’s 
for the adoption of Federal 
u a State standards. By letter 
TZmrf 6, 1975 from William W. 
l Stole Health and Safety Ad- 
ator to Curtis A. Footer, Assistant 
uul Director to be incorporated as 
HTthe plan in accordance with 29 
IPirt 1953. the State submitted rules 
ijijaUttani concerning 29 CFB Part 
l&pirts D through S, and all Sub- 
*oi29 CFB Part 1926. These stand- 
here promulgated by the State after 
t bearings on May 16, June 27 and 
K y 1974. and are published in the 
[ four volumes: Wyoming Oc- 
^ Health and Safety General 
Bed Regulations; Wyoming Occu- 
] Health and Safety Rules and 
i for Construction; Wyoming 

„_tal Health and Safety Rules 

I Regulations for Wood Harvesting 
|facetting; and Wyoming Occupa- 
li Health and Safety Rules and Reg- 

* for laundering and Dry Clean- 

ftddpfi.The State submission hav- 
to reviewed in comparison with 
iWenl itoodards, it has been deter- 
that the State standards are at 
«effective u the comparable Fed- 
rsndsnh. Where applicable, the 
Umdopted the most recent stand- 
Jmioped by the American Nation- 
Institute (ANSI) In place 
fei ANSI references adopted as con- 
Tuundirds under section 6(a) of 
Act For example, Chapter VI— 
Rul« ami Regulations and 
_ Producing Organizations In 
Wyoenhig Occupational Health and 
and Regulations for Laun- 
aiiad Dry Cleaning lists ANSI Code 
»nDe the comparable Federal 
1810 266. lists ANSI 

* 61-1961 as the source, 

Ahe BUte standards are 
*prac to several areas, partlcular- 
to the rules and regula- 
apply u> wood harvesting 
SSJ®*- detailed standards 
^^atailable at the locations 

**VPkmcnt fee inspec - 
^°f the standards 
*?°* wlth thc approved 
copied dur- 
at the follow- 
OOce at the A-ttlsUnt 
• pmetor, Occupational Safety 
nitration, Room 15010. 

, ftlondT^i!? 1 ®i° ut street - °«»- 
***• Occupational 

Depftrt ®ent. 200 East 

H; tea Wyomln * 

aiZ. 0 ®^ of “» Associate 
W wf 7 for ^8100*1 Pro- 

nr°» 1T2fl M street - HW, 
DC. 20210. 


4. Public participation. Under section 
1953.2(c) of 29 CFR Part 1953, the Assist¬ 
ant Secretary may prescribe alternative 
procedures to expedite the review process 
or for other good cause which may be 
consistent with applicable laws. The 
Assistant Secretary finds that good cause 
exists for not publishing the supplement 
to the Wyoming plan as a proposed 
change and for making the Assistant 
Regional Director's approval effective 
upon publication, for the following 
reason. 

The standards were adopted in accord¬ 
ance with the procedural requirements 
of State law. which included public com¬ 
ment. and further public participation 
would be unnecessary. 

This decision is effective March 4, 1975. 

(dec. 18. Pub. L. 91-596, 84 Stat. 1006 (20 
U.8.C. 667)). 

8igned at Denver. Colorado this 7th 
day of February, 1975. 

Curtis A. Foster, 
Assistant Regional Director . 

|FU Doc.75-5708 Filed 3-3-75:8:45 am) 


Title 33—Navigation and Navigable Waters 

CHAPTER II—CORPS OF ENGINEERS. 

DEPARTMENT OF THE ARMY 

PART 207—NAVIGATION REGULATIONS 

Gulf of Mexico and St. Andrew Sound, 
Florida 

On October 9. 1974, the Department of 
the Army, acting through the Chief of 
Engineers, published proposed regula¬ 
tions to govern the use and navigation of 
a restricted area In the Gulf of Mexico 
and St. Andrew Sound, Florida. 

The comment period for this regulation 
expired on November 8.1974. There were 
no objections to the proposed restricted 
area. However, the requirement that all 
vessels in the restricted area monitor CB 
Channel 1 (26.965 MHz) is deleted. All 
vessels entering the restricted area must 
have operational marine radio equip¬ 
ment capable of monitoring VHP marine 
frequency Channel 16 <156.80 MHz), or 
in the event the marine radio equipment 
Is not installed on the vessel. CB equip¬ 
ment with Channel 13 (27.115 MHz) will 
be used as an alternate. 

The Department of the Army, acting 
through the Corps of Engineers. Is pub¬ 
lishing the final regulations as follows: 

Section 207.175e is added as follows: 

§ 207.15* Calf of Mexico and St. An¬ 
drei* Sound, *oulh of IjuK Bay, Flor¬ 
ida, Tyndall Drone Launch Corridor, 
Tyndall Air Force Base, Florida, He- 
alrictrd Area. 

(a) The area . The waters of the Gulf 
of Mexico and St. Andrew Sound within 
an area described as follows. Including 
Crooked Island: Beginning at a point 
on shore at latitude 30*01*30", longitude 
85*32'30", thence to latitude 30*00*58", 
longitude 85*33*38", thence to latitude 
29*56*38". longitude 85*33*38", thence 
to latitude 29*55*15", longitude 85*31* 
21**, thence to a point on shore at lati¬ 
tude 30*00*58**, longitude 85*31*21**. 


thence northwest to the point of begin¬ 
ning. This area will be referred to as the 
"Tyndall Drone Launch Corridor.** * 

(b) The regulations. (1) Military usage 
of areas Is Monday through Friday be¬ 
tween the hours of 7 a.m. and 5 pjn. 

(2) Vessels arc allowed to enter and 
remain in this area provided they have 
operational communication equipment 
capable of monitoring VHF Marine fre¬ 
quency Channel 16. (156 80MHz). In the 
event the Marine radio equipment is not 
Installed on the vessel. CB equipment 
with Channel 13 (27.115 MHz) will be 
used as an alternate means of communi¬ 
cations. Warnings will be broadcast by 
the Air Force on Channel 16 (156.80 
MHz> and Channel 13 (27.115 MHz) 
using the following sequence. 

(i) Announcement 90 minutes prior to 
drone launch. 

(il> Announcement 60 minutes prior to 
drone launch. 

(ill) Announcement of drone launch or 
drone cancelled, and the expected time 
of the drone launch. Upon receipt of the 
drone warning on either Channel 16 
(156 60 MHz) or Channel 13 (27.115 
MHz), vessels will take the necessary 
action to vacate the drone launch cor¬ 
ridor not later than 60 minutes prior 
to expected drone launch. 

(3) Vessels are authorized direct move¬ 
ment without stopping through this area 
at any time unless warned by helicopter 
or patrol boat 

(4) The area will be patrolled by heli¬ 
copter/vessels during periods of hazard¬ 
ous military activity. Verbal warnings or 
instructions Issued by these craft will 
be strictly adhered to. 

(5) The regulations In this section 
shall be enforced by the Commanding 
Officer, Tyndall Air Force Base, Florida, 
and such agencies as he may designate. 

(Reg*, January 81. 1978, 1522-01 Oulf of 
Mexico and St. Andrew Bound. Fla.—DAJCN- 
CWO-NJ (Bee. 7. 40 8tai, 266; S3 UJ8.C, 1) 

By authority of the Secretary of the 
Army: 

FftBD R. ZIMMERMAN, 

Lt. Colonel , US. Army, 
Chief , Plans Office , TAOO . 

IFR Doc.75-5671 Filed 3-6-75:9:45 am) 


Title 41—Public Contracts and Property 
Management 

CHAPTER 5A—FEDERAL SUPPLY SERVICE 
GENERAL SERVICES ADMINISTRATION 

REVISION OF GSA FORM 1424, GSA 
SUPPLEMENTAL PROVISIONS 

This change to the General Service* 
Administration Procurement Regulation* 
provides a revised OSA Form 1424, GSA 
Supplemental Provisions and updates 
related instructions. 

PART 5A-2—PROCUREMENT BY 
FORMAL ADVERTISING 

Subpart 5A-2.2—Solicitation of Bids 

1. Section 5A-2.201 is amended as fol¬ 
lows: 

§ 5A-2.201 Preparation of invitation* 
for bid*. 

(a) Content. *Hie information to be In¬ 
cluded in invitations for bids shall be in 
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accordance with § 1-2.201 and this sec¬ 
tion. In addition, when preparing invita¬ 
tions for bids Involving Federal Supply 
Schedules, the instructions set forth in 
Part 5A-73 must be observed. 

(b) • • • 

( 2 ) • • • 

(111) Solicitation certification relative 
to employment of the handicapped . (8eo 
* 1-12.1303.) 

• • • • • 

2. Section 5A-2201-70 Is amended as 
follows: 

8 5A-2.201-70 Form* to be used. 

• • • • • 


(e) • • • 

(1) OSA Form 1424, OSA Supple¬ 
mental Provisions, February 1975 edition, 
shall be Incorporated by reference in each 
solicitation for offers, except solicitations 
for offers under the AID buying program, 
by using the following provision: 

OSA Farm 1424. OSA Supplsmcntal Provi¬ 
sions, February, 1975 edition, receipt of which 
Is acknowledged by the bidder. Is hereby In¬ 
corporated by reference. A copy of OSA Form 
1424, if not enclosed. Is available upon re¬ 
quest, 

e • • • • 

3. Section 5A-2.201-78 is amended as 
follows: 

§ 5A—2.201-78 Inspection al source. 


(c) • • • 

Bouse* Ikstjcctiox 

(1) Supplies to be furnished under this 
contract ordinarily will be Inspected at source 
by the Government prior to shipment from 
the manufacturing plant or other faculty 
designated by the Contractor, unlees (a) the 
Contractor Is notified otherwise In writing 
by the Contracting Officer or his designated 
representative, or (b) the Contractor or his 
subcontractor, pursuant to a Quality Ap¬ 
proved Manufacturer Agreement with the 
General Services Administration, Is author¬ 
ised to Issue a certificate covering such sup¬ 
plies at the time of shipment. Notwithstand¬ 
ing the foregoing, the Government may per¬ 
form any or all testa contained in the con¬ 
tract specifications at a Government facility 
without prior written notice by the Con¬ 
tracting Officer before release of the supplies 
for shipment. 

(2) Offerors will be required to specify the 
name and address (including oounty) of each 
manufacturing plant or other faculty where 
supplies will be available for Inspection. 
Indicating the Item number (a) to which each 
applies. A contract wUl be awarded only to 
the responsible offeror (1) who agrees to 
deliver the ltem(s) specified by the contract 
from a plant or warehouse within the United 
States (including Puerto Rico and the Vir¬ 
gin Islands) that Is equipped to perform all 
Inspections and tests required by the contract 
and specifications, to evidence oonformenoe 
therewith, or (U) who will arrange with a 
testing laboratory or other facility In the 
United States, acceptable to the Government, 
to perform the required inspections and 
tests, 

(3) Inspection responsibility will be as¬ 
signed to the Quality Control Division of the 
G8A regional office having Jurisdiction over 
the State In which the Contractor's or sub¬ 
contractor's plant or other designated point 
for source Inspection Is located (Addresses 
and States covered for each Quality Control 
Division are shown on G6A Form 2022, copy 


of which, if not previously furnished. Is ob¬ 
tainable upon request). The Contractor shall 
notify, or arrange for his subcontractor to 
notify, that office at least 10 days prior to 
the date when supplies will be ready for 
inspection. Shipments shall not be made 
until released by tho Quality Control Division 
unless release Is otherwise authorised under 
terms of a currently applicable Quality Ap¬ 
proved Manufacturer Agreement. 


PART 5A-7—CONTRACT CLAUSES 

The table of contents for Part 5A-7 Is 
amended to add the following entry: 

5A-7.102-60 Payment of interest on Govern¬ 
ment claims. 

Subpart 5A-7.1—Fixed-Price Supply 
Contracts 

1. Section 5A-7.102-5 Is amended as 
follows: 

8 5A—7.102—3 Inspection. 

• • • • • 

(b) Additional eottj of inspection and 
testing .—The Contractor will be charged for 
any additional ooata of Government Inspec¬ 
tion and test when (1) supplies are not 
ready at the time such inspection and test 
Is requested by the Contractor, or (2) when 
reinspection or retest Is necessitated by prior 
rejection. See Article 5(c) of Standard Form 
32. When such inspection and teat la per¬ 
formed by or under the direction of the 
General Services Administration, chargee 
will be at the rate of $11 per man-hour If 
the inspection la at a Q6A supply distribu¬ 
tion faculty. $1$ per man-hour, plus travel 
costa incurred, if the tnepeatfem is at any 
el her location, and $16 per man-hour for 
laboratory testing, eneept that when a test¬ 
ing facility other than a Fsdsral Supply Serv¬ 
ice laboratory performs all or part of the 
required tests, the Contractor shall be 
assessed the actual amount of the costs 
Incurred by the Government as a result of 
testing In such a facility. When inspection 
la performed by or under the direction of any 
agency other than the General Service® Ad¬ 
ministration. the same charges may be used 
or such agency may assess their costs for 
performing the Inspection and tasting. 

• sees 

(d) Quality Approved Manufacturer 
Agreement. —All of the terms and ocmdl- 
tkms of any existing Quality Approved 
Manufacturer Agreement entered Into by 
the Contractor and/or his supplier and the 
Government are hereby Incorporated In this 
oontract and made a part hereof. 

e e • • # 

(g) Availability of record*.— In addition to 
any other requirement of the contract, the 
Contractor shall maintain at the point for 
source inspection and make available to the 
contracting officer or his authorized repre¬ 
sentative. for the duration of the contract 
and 6 months (180 daya) thereafter records 
showing the following Information for each 
order received under the oontract: (1) Order 
number. (2) date order reoelved by the con¬ 
tractor; ($) quantity ordered; (4) date 
scheduled into production; (5) batch or lot 
number, If applicable; (6) date Inspected 
and/or tested; (7) date available for ship¬ 
ment; and (8) date Shipped or date service 
completed. 

2. Section 5A-7.102-50 is added as fol¬ 
lows: 

6 5A—7,102—50 Payment of Intcreet on 
Government claims. 

It Is the Government's policy to col¬ 
lect Interest on a Government claim 


when such claim is ultimxbfr 
to favor of the Oovemmat 
tracto except for small purchua 
ered by f 1-3.6. ehaU also 
payment of Interest on 
claims clause (Included to 
1424) set forth below: 084 * 

Payment or Inthuat or I 
Claucs 

Unless paid within 30 dsn tahorm 
receipt by the contractor at * wriweni 
from the contracting officer irttlnx ta 
amount which ban become dt* tad * 
from the contractor to the 
under this contract, nuch amount a* 
Interest commencing 30 dap ^ t 
celpt of such demand at th* nt* vtd 
been established by the secretary i 
Treasury pursuant to Public Ut I 
Stat. 97. 

3. Section 5A-7.102-75 is i 

follows: 

§ 5A—7.102—75 Marking p 
• • • • 
Maoxixo Piovxdosi 

(a) Deliveries to civilian oyeneio - 
otherwise specified, unit, lnttrm&j 
shipping oontatner markings shall t» t 
cord once with Federal Standard So. 1 
sua In effect on date of tbt taviufc 
bids or solicitation for oCert, and tin 
modlty specification for the ike. I 
marking. If any, shall be oi others* j 
vlded in the contract or ss stsfcd is p 
orders Issued under the contact *Q i 
the scope of the applicable [ | 
Federal Standard No. 128. QfiA Foot I 
Guide for Marking Shtpwesta, I 
principal marking requ tamtnu for I 
containers as required by Kdeisl f 
123. Copies of Q8A form MOO sod 1 
Standard No. 123. may be ©Mailed t 
office Issuing the invitation tf si 
in the provision entitled teplw d i 
eminent Specific*'.lorn and Btsadirh i 

(b) Deliveries to m£K«l 
Marking of shipments for deltary w a 
agencies shall be as otberwhs gad 
the contract or In purebsss crtoi 1 
under the oontract but, tf *** 

the interior packag e and tbs *&**** 
ping containers shall be 
once with Military Standard 1* • 
effect on date of the lnritstioa 1 
solicitation for offers, 
e e • 

4. | 5A-7.102-78 to revised u U 

8 SA-7.102-76 IV*mntk>n. P* 
and Packing. 

The following clause (tog® 1 *! 
Form 1424) shall be included to *** p 
Rations: 

PaXSMVATION. PACKAGOUk DO ?*- 

UnleM Otherwise 
be packaged In accontow. «•“ 
tlon and Packagir* Utd &*“ “ 
accordance with Psc ?? n ',w t jwdW 
fined in the applKaW. 
float ton Where special orunuw , 
specified tn an 

provided for by contract; ^ ,pw< 
tall, must be the an« 

Independently arrived At*'*” 

Ing agency and the Contrac 

6. BecOon 5A-7.10M* 
follows: 

E 5A-7.103—81 B-A-M #c 

The following claused« 
Fbrm 1434) aball be todggja * 
tracts that provide lot P*» 
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- L, UM Federal Hazardous Sub- 

Standard 313: 

UrtABOC* SOBST»WCT» 

HAZARDOUS SUB- 
.IrT-n the packaged Item* to be 
. jtu contract are of a hazard- 
ordinarily are intended or 
rV' k, lot uae ai a houaehold Item. 
KL ittll be aubject to the Federal 

LSs£rtao«« Act - “ «“ #<M < 18 

P2, 1174 i sod Federal Standard No. 
lor’ Shipment, issue In effect 
I^toriuuon for bid* or solicitation* 

?£*A SUBMISSION REQUIREMENT— 
tSwi Buat furnish “material safety 
7 U i«uiitd by paragraphs 87.4 and 
Standard 313. Symbols for 

- ud OoDtsiners for Hazardous In- 
^isicsls and Materials, Issue In 

pitiwof taviution for bids or sollc- 
sfcrtta. 

f 5A-16—PROCUREMENT FORMS 
ft5A-lS9—Illustrations of Forms 
144*56-1056 [ Ro»*ed ] 

i. Stctoo 5A-1S-950—1056 is revised. 
Ji-liW-im [Revised] 
t SectMQ 5A-16.950-1424 is revised. 
144*54-1313 [Revised] 

L teflon 5A-16 954-1313 Is revised. 

x-Oopl* of tb« forms illustrated In 
I Tk\ U-l« art Sled with the original 


LM*().S3 Slat 390; 40 UA.C. 486(c)) 

ft rtw date.* These regulations are 
! 80 days from the date shown 
i tat may be observed earlier. 

: February 13. 1975. 

M. J. Timbers, 
Commissioner, 
Federal Supply Service. 
|I*3cc7V«WFUed 3-3-75;8:46 am) 

^47—Telecommunication 

^S** 11 * I—FEDERAL 
COMMUNICATIONS COMMISSION 

(Number 30381J 

RADIO SERVICES 
EdUonsl Amendments 

amendments of Parts 87, 89. 
the Commission's rules and 

[** 1 hating of the editorial 
to Volume V of the 
iCJrprior to pub- 
*?^ I ^ cmbor 1974 cdlUorn 

are mainly to de- 
u Mtict and effecUve 

*2?^* to* Administrative 
“ Act 15 S£.C. 553) are not 

^horitv^i ? <yrder c4> Pursuant 
o secUons 4(1). 
iti l«i **' °* toe Communications 
ffci Coi^ ded ; I 0 231(d) 
thsttf*rtl° n w 1 ^® 8 regula- 
March 7. 1975 Parts 


87. 89. 91, and 93 are amended as set 
forth below. 

Adopted: February 20.1975. 

Released: February 25,1975. 

Federal Communications 
Commission, 

[sealI R. D. Lichtwardt. 

Acting Executive Director. 

Parts 87. 89. 91, and 93 of Chapter I. 
47 CFR, are amended as follows: 

PART 87— AVIATION SERVICES 
§ 87.5 [Amended] 

1. In 5 87.5. the definitions "Radio 
range station" and "Telemetering fixed 
station" are deleted. 

§87.65 [Amended! 

2. In 9 87.65<a). the headnotes for 
subparagraphs (3) through (8) are 
amended by inserting a dash between 
the word "Band" and the frequencies 
specified. Subparagraph (4) is further 
amended by substituting the wrord "to" 
for the dash between the frequencies 
29.7 and 100 MHz. 

§87.79 [Amended] 

3. In 1 87.79 (a). <b>, and (c). refer¬ 
ence Is made to Part 2, Subpart J, In lieu 
of Part 2, Subpart F. 

§87.183 [ Amended 1 

4. In 5 87.183. paragraph (m) is deleted 
and shown as "Reserved." 

§87.235 [Amended] 

5. In 5 87.235. the last sentence which 
reads, "The general mobile service, as 
proposed, may also be available for use 
aboard aircraft." Is deleted. 

§87.463 [Amended] 

6. In 5 87.463; the Introductory text Is 
amended by substituting the words 
"Aviation Services" for "aeronautical 
fixed service." 


PART 89—PUBLIC SAFETY RADIO 
SERVICES 

§ 89.55 [Amended] 

7. In 5 89.55(b). the words "at the 
Commission's Washington, D.C„ office 
until January 1, 1973; after January 1, 
1973, the form Is to be filed" are deleted. 

8. In 5 89.60. paragraph (a) is revised 
to read as follows: 

§ 89.60 \J* of FCC Form 425. 

(a) Separate applications on FCC 
Form 425, In lieu of Form 400. shall be 
submitted by the following persons: 

(1) Applicants proposing to operate 
new base, mobile, and fixed stations on 
frequencies below 950 MHz (excluding 
applications In the Industrial Radioloca¬ 
tion Service) In the Chicago, m.. Re¬ 
gional Area defined In paragraph (b) of 
this section, and applicants proposing to 
modify, renew, or assign existing au¬ 
thorizations for such stations located In 
the Chicago Region. Such applications 


shall be submitted to the Commission's 
Chicago Regional Office, 1550 Northwest 
Highway. Room 411, Park Ridge, Illinois, 
60068. 

(2) Applicants proposing to operate 
base, mobile, or fixed stations on fre¬ 
quencies in the band 470-512 MHz 
within 50 miles of the center of the fol¬ 
lowing twelve urbanized areas: 

1. Boston, M&m 

2. Cleveland. Ohio. 

3. Dallas. Tex. 

4. Detroit, Mich. 

5. Houston, Tex. 

6. Los Angeles, Calif. 

7. Miami. Fla. 

8. New York-Northeast New Jersey. 

9. Philadelphia. Pa 

10. Pittsburgh. Pa. 

11. San Francisco-Oakland, Calif. 

12. Washington. D C -Maryland-Virginia. 

• • • • • 

§ 89.103 f Amended ) 

9. In 5 89.103, the table In paragraph 

(a) Is amended by deleting footnote 3, 
and showing It as reserved. 

§89.107 [Amended] 

10. In 9 89.107. the table In paragraph 

(b) (2) is amended by deleting footnotes 
2 and 3. 

§ 89.111 [ Amended] 

11. In 9 89.111, the note to paragraph 
(a) Is amended by deleting the words 
"hied on or after April 17. 1967,". 

§89.121 [ Amended ] 

12. In 9 89.121. the first sentence is 
amended by deleting the words "begin¬ 
ning July 20.1961". 


PART 91—INDUSTRIAL RADIO SERVICES 
§91.8 [Amended] 

13. In 5 91.8(k). the first sentence Is 
amended by deleting the words "a con¬ 
struction permit to construct a new 
station". 

§91.5-1 [Amended] 

14. In 5 91.54(b), the second sentence 
Is amended by deleting the words "Com¬ 
mission's Washington, D.C. office until 
January 1, 1973; after January 1, 1973, 
the form is to be filed at the". 

15. Section 91.57(a) is revised to read 
as follows: 

§ 91.57 Use of FCC Form 425. 

(a) Separate applications on FCC 
Form 425, in lieu of Form 400, shall be 
submitted by the following persons: 

(1) Applicants proposing to operate 
new base, mobile, and fixed stations on 
frequencies below 950 MHz (excluding 
applications in the Industrial Radioloca¬ 
tion Service) in the Chicago. HI.. Re¬ 
gional Area defined In paragraph (b) of 
this section, and applicants proposing 
to modify, renew, or assign existing au¬ 
thorizations for such stations located in 
the Chicago Region. Such applications 
shall be submitted to the Commission's 
Chicago Regional Office. The address of 
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the Regional Office is: Chicago Regional 
Office, 1550 Northwest Highway, Rm. 411. 
Park Ridge, Illinois 00068. 

(2) Applicants proposing to operate 
base, mobile, or fixed stations on fre¬ 
quencies in the band 470-512 MHz 
within 50 miles of the center of the fol¬ 
lowing twelve urbanized areas: 

1. Boston. Mas*. 

2. Cleveland, Obio. 

3. Dallas, Tex. 

4. Detroit, Mich. 

6. Houston. Tex. 

6. Los Angeles, Calif. 

7. Miami, Fla 

8. New York-Northeastern New Jersey 

9. Philadelphia. Pa. 

10. Pittsburgh. Pa. 

11. 8an Francisco-Oak land. Calif. 

12. Washington, DC. -Maryland-Virginia, 


§ 91.104 (Amended) 

16. In i 91.104, the table in paragraph 
(b)(2) is amended by deleting footnotes 
2 and 3. 

5 91.106 [Amended] 

17. In | 91.106, the note to paragraph 
(a) is amended by deleting the words 
"filed on or after April 17, 1967,". 

fi 91.111 [Amended] 

18. In 191.111(a), the first sentence 
Is amended by deleting the words M be¬ 
ginning July 20.1961,". 

8 91.252 [Amended] 

19. In S 91.252, the first sentence of 
paragraph (c) is amended by substi¬ 
tuting the word "directly” for the word 
"direct” between the words "natural 
gas” and "to consumers”. 

PART 93—LAND TRANSPORTATION 
RADIO SERVICES 

8 93.51 [Amended] 

20. In I 93.54(b), the second sentence 
Is amended by deleting the words "at 
the Commission's office until January 1, 
1973: after January 1, 1973, the form is 
to be filed”. 

21. 8ectlon 93.57(a) Is revised to read 
as follows: 

6 93.57 Use of FGC Form 425. 

(a) Separate applications on PCC 
Form 425, In lieu of Form 400, shall be 
submitted by the following persons: 

(1) Applicants proposing to operate 
new base, mobile, and fixed stations on 
frequencies below 950 MHz (excluding 
applications in the Industrial Radiolo¬ 
cation Service) in the Chicago. Ill., Re¬ 
gional Area defined in paragraph (b) of 
this section, and applicants proposing 
to modify, renew, or assign existing au¬ 
thorizations for such stations located in 
the Chicago Region. Such applications 
•hall be submitted to the Chicago Re¬ 
gional Office, 1550 Northwest Highway, 
Rm. 411, Park Ridge, Illinois 60068. 

(2) Applicants proposing to operate 
base, mobile, or fixed stations on fre¬ 
quencies In the band 470-512 MHz with¬ 
in 50 miles of the center of the follow¬ 
ing twelve urbanized areas: 

1. Boston. U&S&. 

2. Cleveland. Ohio. 


3. Du 11 mi. Tex. 

4. Detroit, Mich. 

5. Houston. Tex. 

6. Doe Angeles, Calif. 

7. Miami. Fla 

8. New York-Northeast New Jersey 
0. Philadelphia. Pa. 

10. Pittsburgh, Pa. 

11. San Franclaco-Oakland. Calif 

12. Washington. D.C.-Maryland-Virginia. 


§93.106 [Amended] 

22. In | 93.106, the note to paragraph 
(a) Is amended by deleting the words 
“filed on or after April 17, 1967.” 

6 93.111 [Amended] 

23. In l 93.111, the first sentence Is 
amended by deleting the words "begin¬ 
ning July 20. 1961,". 

|FB Doc.?5-6674 Filed 8-3-78:8:45 am) 


Title 49—Transportation 

CHAPTER II—FEDERAL RAILROAD ADMIN¬ 
ISTRATION, DEPARTMENT OF TRANS¬ 
PORTATION 

PART 215—RAILROAD FREIGHT CAR 
SAFETY STANDARDS 

Civil Penalties 

The Federal Railroad Administration 
(FRA) is adding a new Appendix D to 
Part 215 to reflect a policy determination 
made by FRA in carrying out the duties 
and responsibilities contained in section 
209 of the Federal Railroad Safety Act 
of 1970 (45 U.S.C. 433) and delegated 
to the Federal Railroad Administrator 
by the Secretary of Transportation (49 
CFR 1.49(n)>. 8ection 209 provides, In 
pertinent part, "(t) he Secretary (Admin¬ 
istrator) shall . . . make applicable to 
any railroad safety rule, regulation, order 
or standard issued under this title a civil 
penalty for violation thereof, in such 
amount, not less than $250 nor more than 
$2,500, as he deems reasonable." 

Section 215.19 (49 CFR 215.19) pro¬ 
vides that a violation of any requirement 
of Part 215 Ls subject to a civil penalty 
of at least $250 but not more than $2,500. 
with each day the violation continues 
being treated as a separate offense. The 
addition of Appendix D Is based upon a 
consideration by the FRA of the serious¬ 
ness of noncompliance by a railroad with 
one or more of the particular sections 
established in Part 215. The basic penalty 
which would be assessed for a violation 
ranges from $500 to $1,000, depending 
upon the section which is violated. Addi¬ 
tionally, each rule or part of a rule Is 
subject to a penalty between $1,000 and 
$2,500 for a hazardous violation. For the 
purposes of tills section, a hazardous vio¬ 
lation is defined as one involving an im¬ 
mediate hazard of death or Injury, or 
where an actual accident, death or in¬ 
jury results from the violation. The Ad¬ 
ministrator also specifically reserves the 
authority to assess the maximum penalty 
of $2,500 for a violation of any section 
or subsection of Part 215. The authority 
to so assess the maximum penalty would 
be used in cases where a railroad was 
found to repeatedly be in violation of 
the requirements of Part 215 without tak¬ 
ing the necessary corrective action. The 


Administrator may also 1m tw 
mum penalt;- in those ImtiaS 
an extremely serious acddraT 
from noncompliance with lh* , 
of Part 215. 1 

As provided in section 20$ of a, * 
eral Railroad Safety Act of 5*1 
VB.C. 438). the FRA wffl to 1 
settle these claims admintitraUwj 
ing procedures similar to thowl 
lished under the Federal China c 
Uon Act (31 UJS.C. 
transmitting the case to the Att 
General. HLR. Rep. No. 1194 91* < 
2d Sess. (1970). In no case, hcvrre 
a claim be compromised for km i 
$250, with again each day the ifc 
continues constituting a separate 
as provided in paragraph <b» of Il_ 

As provided above, the addition gl 
pendlx D is a statement of policy t 
FRA, Therefore, in accordance \ 
provisions of section 553 of the L 
tratlve Procedure Act ‘5 UJ8C 
tlce and public procedures are u, 
qulred and this amendment may be i 
effective in less than 30 days after; 
cation. 

In 49 CFR. Chapter R Part \ 
amended by adding • new , 
to the Part as follows: 


f xtjl 



Bubport A—Oerural: 

ms— Deanuian*_ 

21A7-R«*p<xwn^:> I 

tJve core. 

215.9—Movement 

car* lor repair.. 

215.11—.—- ® 

215.15—Dadgni t loo of qualified 

pinooa.. ® 

Subport H-Jnapection 

bk23-8«fetX b*n»cttoo 

qulred.. > 

215.25-Period* Inspection tw t 

? tilted.... .—— l® 

.27—l*erio<11c In* portion; way 
|wr.»Jon and draft ijiUca.— t® 
BubportC—Whack: m 

215.4*-Defect!** wbeeh-* 

215.45—Defective wheel I® 

Bubport D—Axle#: , m 

215.55-Defecli*e Mlei. i® 

215.55—Defective plain beartaf 
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215,85—Defective plain beartnf ^ 

gUJIfl—Defective Journal hibrt- 

*1 lU»h. iminrft n 

eredf* rntadng. ---- — y— 1 * 

81569—Defective plain beeitnf- 

g fckxeUkm)-—* {’S 

and ..— 

81 i.fl-Defective pW* 

1 flS®iiw)- —~ j;S 

Jli-IO-De&iVe rolW U* 

—..— z t* 

jbjd>to<4 >.-—im 
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l S 

He) to fe> 

215.97—r loin beorim T3fi 
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Viol*. H«t*r4ou»‘ 

UOQ 


( juOfcrf troti Co»* 

TP*— 

*c*r bo4i«* 

ra&sg*.. u 

18$fc~r~~ tSS 

;** ” 1,000 

S8!f!rr:nrr t«» 

knock Im: 

*-*“-::::n U m 

W*=w m 

_ 1, ooo 

"- 760 

_ ■ ptettrlocklTuc 

fhoni« eevpWn. <50 

dnfl tf* 

__1.000 

AT, -y.- 750 

. 1.000 

|". 750 

“ ‘ 04rf"«wMoaln« 

v a — ---- 1*000 

D-ffttotttc* *M r%- 

Imn. 1,000 

>. 750 


2,900 

1,600 

2,500 


2,500 


1.500 

2.500 

2.500 

1.500 
2*500 

1.500 

2.500 
1.600 


2.500 

1.500 

1,500 


2.500 

1.500 
2,600 
1.600 

2.500 


2.500 

1.500 


*<t» y cr p e -* o! till* *pp*ndl«, b IububtO* 
b a cm tafol?in< mi Immediate h&iorri of 
Ictaary, or vVn an actual aoddont, dealii or 
Hbku taa tt» dotation. Tlv* Administrator 
• * attorn j u> urn tl* maximum penalty 
■ *»ndifieQ «< any action or auliBecUon eon- 
i * hn Hi i Secs. 3tt, 3», *4 SUt. ‘>71. 076 (45 
UB, »i. ||.4Mni, Krculatlona of tlie Office of 
‘—TrfTraaipprtMkm, 40 CFK 1.4»(n». 

Iicooildentlon of the foregoing, effec- 
btoedUtely Part 215 of TIUe 49 of 
) 0«le U Federal Regulations Is 
iia set forth above. 

1 to Washington, D.C. on Febru- 
r K 1975. 

Asaph H. Hall. 
Deputy Administrator , 

I&k.?M 3?4 Plied 5-3-75:8:45 am] 


V—NATIONAL HIGHWAY 
•WIC SAFETY ADMINISTRATION 

IDcckttXo. 74-10; Notice 14] 

T 57 V~50ERAL motor vehicl 
SVCTY standards 

Af Brake System* 

. * 9 oUc « Amends Standard No. IS 
jy* nttrma, 49 CFR 571.121. 
maB category of oversize ai 
f'f®. Tehldea from the appl 
the standard. The exempth 
1 mw ln a January 2 

** <»3). which e: 
i <ertft * or W 1 * 8 spcclalla 
eav, ,7 i ®P r „ ln response to con 
•Wm'bi ? rUtr ex « m Ptlon propos 
b Novemb « r U. 1974). 

? roposaI - the NHT£ 
* thc spools 

catego 

tai: sodT^f «» standard 
1 Ctt»^? n !? Ve . U,at « exemi 
l i .»», n c .^wf d b« Ju»l 
1 h the vehicle fun 

&8e8 generally results 


restricted operation on the highway (c.g., 
at low speed, in permit operation, or dur¬ 
ing daylight hours) and that as a result 
vehicle exposure on the highway is 
limited. 

The NHTSA proposed a series of cri¬ 
teria Intended to comprehensively Iden¬ 
tify vehicles with these characteristics. 
Permanent exemption would be granted 
to any vehicle that lias (1) an overall 
vehicle width of 108 inches or more, 
(2) a speed attainable ln 2 miles of not 
more than 30 mph, (3) a speed attain¬ 
able in 2 miles of not more than 45 mph, 
all-wheel drive, and no cargo- or pas¬ 
senger-carrying capacity. (4) an axle 
that has a GAWR of 29,000 pounds or 
more. (5) two or more front steerable 
axles with a GAWR of 16,000 pounds or 
more for each axle; or (6) a steerable 
drive axle driven through gear reduc¬ 
tion contained within the wheel. 

Three of thc numbered criteria ((3), 

(5) , and <6)> were intended to describe 
the lighter and more maneuverable ve¬ 
hicles whose drive axle configuration or 
high center of gravity make conformity 
with the standard expensive and diffi¬ 
cult. An example of this vehicle type is 
the large, carrier-mounted mobile crane. 
Based on submitted comments, it ap¬ 
pears that these criteria should be com¬ 
bined as a single compound criterion in 
order to avoid inequities In the applic¬ 
ability of the standard. Specifically, 
either of the criteria numbered (5) or 

(6) could, of itself, permit heavy or 
cargo-carrying vehicles on the highway 
at unlimited speed without 121-type 
brakes while far smaller vehicles would 
be subject to the regulation. To accom¬ 
plish the rearrangement, the exception 
criteria numbered (3). (5). and (6) are 
combined in a new category (d) to re¬ 
quire for this exception that an excepted 
vehicle have a speed attainable in 2 miles 
of not more than 45 mph, no cargo- or 
passenger-carrying capacity, and either 
(1) all-wheel drive, (2) a steerable drive 
axle driven through gear reduction con¬ 
tained within the wheel, or (3) two or 
more front steerable axles. 

It is recognized that total withdrawal 
of the 16.000-pound tandem steerable 
axle exemption would make those ve¬ 
hicles with an unlimited highway speed 
unavailable until the axles are developed 
or thc vehicle speed is reduced to 45 mph. 
Therefore the NHT8A will make final 
its proposed 16.000-pound exemption, but 
only for the interim period until Sep¬ 
tember 1,1976. 

With regard to the 45-mph maximum 
speed criterion, FMC Corporation sug¬ 
gested that the speed be raised somewhat 
to ensure that vehicles excepted on this 
criterion can use the interstate highway 
system. The NHTSA does not agree that 
it should encourage use on thc Interstate 
system of large, high-center-of-gravity 
vehicles that are not subject to a mini¬ 
mum braking standard. Accordingly, 
PMC's request Is denied. 

Little comment was received on the 
other criteria. Ford Motor Company sug¬ 
gested a 24,000-pound figure in place of 
the 29,000-pound proposal. For reasons 
cited in the January proposal in response 
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to an identical request by Mack this re¬ 
quest is denied. 

To the degree that this amendment 
docs not grant the requests for exemp¬ 
tion raised by Marmon Transmotive in 
its December 23. 1974, letter to the Ad¬ 
ministrator, that petition is denied. 

• • • • • 

In consideration of the foregoing. 
Standard No. 121 (49 CFR 571.121) is 
amended as follows: 

1. S3. Is revised to read: 

§ 571.121 [Amended] 

S3. Application . This standard applies 
to trucks, buses, and trailers equipped 
with air brake systems. However, It does 
not apply to a fire fighting vehicle manu¬ 
factured before September 1. 1975, or a 
heavy hauler trailer manufactured be¬ 
fore September 1. 1976, or to any vehi¬ 
cle manufactured before September 1, 
1976, that has a gross axle weight rating 
(GAWR) for any axle of 24,000 pounds 
or more, two or more front steerable 
axles with a GAWR of 16.000 pounds or 
more for each axle, or to any vehicle 
which, in combination with another ve¬ 
hicle, constitutes a part of an “auto 
transporter** as defined in S4. In addi¬ 
tion. the standard does not apply to any 
vehicle that meets any one of criteria 
(a) through (d), as follows: 

(a) An overall vehicle width of 108 
Inches or more; 

(b) An axle that has a GAWR of 
29.000 pounds or more; 

(c) A speed attainable ln 2 miles of not 
more than 33 mph; or 

(d) (1) A speed attainable in 2 miles 
of not more than 45 mph; and 

(2) No cargo- or passenger-carrying 
capacity: and 

(3) Either — 

(1) All-wheel drive; 

(ID A steerable drive axle driven 
through gear reduction contained 
within the wheel; or 

(lil) Two or more front steerable 
axles. 

2. 84. is amended by thc addition of 
a new definition following “Auto trans¬ 
porter** to read: 

“Speed attainable In 2 miles’’ means 
the speed attainable by accelerating at 
maximum rate from a standing start for 
2 miles on a level surface. 

3. Section 571.3 of Part 571 is 
amended by addition of a new definition 
following ' Outboard designated seating 
position** to read: 

§ 571.3 Definition*. 

• • • • • 

“Overall vehicle width** means the 
nominal design dimension of the widest 
part of the vehicle, exclusive of signal 
lamps, marker lamps, outside rearview 
mirrors, flexible fender extensions, and 
mud flaps, determined with doors and 
windows closed and the wheels in the 
straight-ahead position. 

• • • • • 

Effective date: March 1. 1975. Because 
these amendments relieve & restriction 
and because of the imminence of the 
standard’s effective date, it is found for 
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rood cause shown that an effective date 
sooner than 30 days from the date of 
their publication in the Federal Register 
is In the public interest. 

<8*c. 103. 110. Pub. I*. 89-663. 80 8Ut 718 
(15 UAC. 3393. 1407); delegation of author* 
tty at 40 CPR 131.) 

Issued on February 28. 1975. 

James B. Gregory. 
Administrator . 

(KB Doc.75-5835 Plied 3-38-75:4:16 pm) 


Title 50—Wildlife and Fisheries 

CHARTER I—U.S. FISH AND WILDLIFE 
SERVICE. DEPARTMENT OF THE INTERIOR 

PART 33—SPORT FISHING 

Lacreek National Wildlife Refuge. 
South Dakota 

The following special regulation Is Is¬ 
sued and Is effective March 4. 1975. 


9 33.5 Special regulation*; aport fishing, 
for individual wildlife refuge area*. 

South Dakota 

LACREEK NATIONAL WILD LITE RffUCE 

Public sport fishing by rod and reel or 
pole on Lacreek National Wildlife Refuge 
la permitted on Cedar Creek Ponds #1. 
2. and 3 designated by signs as open to 
fishing In accordance with applicable 
state regulations subject to the following 
special conditions: 

(1) The season for fishing on Cedar 
Creek Ponds 1. 2. and 3 extends from 
April 1 through October 15. 1975. day¬ 
light hours only. 

(2) The use of boats and the use of live 
minnows as bait, on the refuge portion 
of Cedar Creek are prohibited. 

(3) Public fishing on Lacreek National 
Wildlife Refuge may be closed by the 
manager whenever access roads are im¬ 
passable. refuge wildlife need further 


protection from dbturhar.ee orrrw 
ugc management dictates urnT? 1 
be closed to the public. 1 

The open fishing ami irt 
maps available at Lacreek Hutto*!*! 
life Refuge Headquarter*. , 
57551 or Area Office. UB. Pish tam 
life Service. Federal Bmwiar pul. , 
57501. Knent| 

The provisions of this speckd 
Uon supplement the regulation 
govern fishing on national wUdifc n 
uges generally which are set forth 
Title 50. Code of Federal 
Part 33. and are effective ttmxgt ( 
tober 31. 1975. 

Harold H. Bcv.« 

Refuge Manager, Lacreek Sc- 
tlonal Wildh/e Refuge, Mar¬ 
tin, South Dakota. 

February 24. 1975. 

I TO Doc.75-5602 Filed 5-M5.I.13 iaj 
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proposed rules 


itetien of the FEDERAL REGISTER contains notices to the public of the proposed Issuance of rules and regulations. The purpose of 
H to give Interested persons an opportunity to participate In the rule making prior to the adoption of the final rules. 


I kpartment of the treasury 

Customs Service 
[19CFR Parti] 

CUSTOMS FIELD ORGANIZATION 
prosed Change In Customs Region VI 


to ericr to provide better Customs 
igrtet In the Laredo. Texas, Customs 
tKricL It Is proposed to establish a 
ICatooipoft of entry at Lubbock. Texas. 
[ Awrtlngb. by virtue of the authority 
itfiri to the President by section 1 of 
: the Art of August 1. 1914. 18 Slat 623. 
jaimodtd (19 UJ5.C. 2). and delegated 
to thf Secretary of the Treasury by 
| butte Order No. 10289. September 
IT, 1*1 <1 CFR Ch. II). and pursuant 
to tttbority provided by Treasury De- 
pvtont Order No. 190. Rev. 10 <40 
FR 218). Lobbock, Texas, Is hereby 
| grapoaed u a port of entry In the La- 
Mi Taw, Customs district (Region 

m. 

TV teogr&phlc&l limits of the pro- 
j pert af entry will Include the area 
the corporate limits of the city 
Mlttboek. 1 Texas. 


_ DMA. dew, or arguments with respect 
| to the foregoing proposal may be ad- 
I drasa! to the Commissioner of Customs. 
KMnlkn: Regulations Division. Wash- 
Inftac. DC. 20229. To Insure considers- 
Ma comn inn lea lions must be received 
MtlMer than April 3.1975. 

material or suggestions sub- 
Itttod win be available for public ln- 
pwa to accordance with I 103.8(b) 
Customs Regulations (19 CFR 
Rt the Regulations Division. 
Drilled States Customs 

(KoStt 011 * D,C “ dUllng FegU " 

February 21.1973. 

. Davtd R. Macdonald, 
intent Secretary of the Treasury. 

I^Ooc.7S-8e» rued 3 3-7B;8:45 am) 

rS?JH ENT 0F HEALTH. 

EDUCATION, and welfare 

of Education 
[45 CFR Part 103] 

"UNGUAL VOCATIONAL TRAINING 
Cr»nt ind Contract Awards 
mSW 0 **authority contained In 

'» 1983. to amended 

, L lhroU « h 13930. the 

|8^J«Sf|L!?, UC * Uon - wlu » U»C Ap- 
** w7^ tery or Health. Edu- 
611(1 the Secretary 
K 45 "W** 1 Part 103 of 

|®«* to will . 5° de „ of Pe^^ral Regula- 

to the Vocational Edu- 

PIDEftAl 


cation Act added by section 841 of the 
Education Amendments of 1974, Pub. L. 
93-380. 

1. Program Purpose. Section 191 
through 197 of the Vocational Education 
Act of 1963, as amended (20 U8.C. 1393 
through 13930, provides that the Com¬ 
missioner of Education may award grants 
and contracts to eligible applicants in 
order to develop bilingual vocational 
training programs. The available funds 
will serve a dual purpose: (a) To make 
available new bilingual vocational train¬ 
ing programs to persons of limited 
English-speaking ability; and (b) assist 
such persons In their pursuit of vital 
occupational categories. The grants and 
contracts will be awarded by the U.S. 
Commissioner of Education In accord¬ 
ance with the criteria established by the 
Commissioner. Eligible applicants may 
include local educational agencies. State 
boards for vocational education, postscc- 
ondary educational Institutions, private 
nonprofit vocational training institutions 
and nonprofit organizations especially 
created to serve a group whose language 
as normally used Is other than English. 
Private for-profit agencies and organi¬ 
zations are only eligible for contracts. 

In addition to a proposed new Bubpart 
E to the regulations, 45 CFR Part 103, 
two new definitions are proposed for 
f 103.3. Also, a change Is proposed In 
9 103.1 in order to modify the paragraph 
on applicability of the regulations to In¬ 
clude the reference to the new program 
added by the new Part J of the Voca¬ 
tional Education Act 

2. Written Comments . Interested per¬ 
sons are Invited to submit written com¬ 
ments. suggestions or objections regard¬ 
ing such proposed additional criteria to 
the Division of Vocational and Technical 
Education, U.S. Office of Education, 7th 
k D Streets SW.. Room 5130, ROB No. 3, 
Washington. D.C. 20202. Comments re¬ 
ceived In response to this notice will be 
available for public Inspection at the 
above address on Mondays through Fri¬ 
days between 8:30 a.m. and 4 pm. All 
relevant materials must be received not 
later than April 3.1975. 

(Catalog of Federal Domestic Ajuilutance No. 
13.566 Bilingual Vocational Training) 

Dated: January 24. 1975. 

T. H. Bell, 

U.S. Commissioner of Education . 

Approved: February 24, 1975. 

Caspar W. Weinberger. 

Secretary of Health. 

Education, and Welfare. 

Approved: February 7, 1975. 

Pete* J. Brennan. 

Secretary of Labor . 

REGISTER, VOt. 40, NO. 43—TUESDAY, MARCH 


Proposed regulations to amend Part 
103 to incorporate Part J, Bilingual Voca¬ 
tional Training, Pub. L. 93-380. 

1. 8cqUon 103.1 is revised to read as 
follows: 

§ 103.1 Applicability. 

The regulations to this part apply to 
grants and contracts made by the U.S. 
Commissioner of Education for research 
and training programs under section 
131 (a) of Part C. for exemplary programs 
and projects under section 142(c) of Part 
D. for curriculum development programs 
under section 189 of Part L and for bilin¬ 
gual vocational training under section 
191 of Part J of the Vocational Educa¬ 
tion Act of 1963, as amended. 

2. Two new definitions are added to 
§ 103.3 to read as follows: 

§ 103.3 Definition*. 


"Bilingual vocational training" means 
training or retraining which is conducted 
as part of a program designed to prepare 
Individuals of limited English-speaking 
ability for gainful employment as semi¬ 
skilled or skilled workers or technicians 
or subprofes&lonals In recognized occupa¬ 
tions and in new and emerging occupa¬ 
tions. but excluding any program to pre¬ 
pare individuals for employment In occu¬ 
pations which the Commissioner deter¬ 
mines. and specifies, by regulation, to be 
generally considered professional which 
requires a baccalaureate or higher de¬ 
gree: bilingual vocational training in¬ 
cludes guidance and counseling (either 
individually or through group instruc¬ 
tion) In connection with such training or 
for the purpose of facilitating occupa¬ 
tional choices; Instruction related to the 
occupation or occupations for which the 
students are In training or instruction 
necessary for students to benefit from 
such training; the training of persons 
engaged as. or preparing to become, In¬ 
structors in a bilingual vocational train¬ 
ing program; travel of students and 
vocational training personnel while en¬ 
gaged in a bilingual vocational training 
program: and the acquisition, mainte¬ 
nance, and repair of Instructional sup¬ 
plies, aids, and equipment, but such term 
does not include the construction, ac¬ 
quisition, or Initial equipment of build¬ 
ings or the acquisition or rental of land. 
(20 VS.C. 1248(14)) 

• • • • • 
"Postsecondary educational Institu¬ 
tion'* means a nonprofit institution le¬ 
gally authorized to provide postsecondary 
education within a State for persons six¬ 
teen years of age or older, who have grad¬ 
uated or left elementary or secondary 
school. 

4, 1475 
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(20 US.C. 1248(18)) 

• • • • • 

3. A new Subpart E Is added to read 
as follows: 

Subpart E—Bilingual Vocational Training 

Sec. 

103.41 Purpose. 

103 43 Eligible programs and projects. 

103 43 Eligible appl IcanU. 

103.44 AppUcatlona for grants or contracts. 

103.45 Review of applications. 

103.46 Criteria. 

Subpart E—Bilingual Vocational Training 

§ 103.11 Purpose. 

In order to insure that vocational 
training programs are available to per¬ 
sons In all communities of the United 
States whose language as normally used 
is other than English, and In order to 
find new ways to assist such persons to 
All the critical need for more and better 
trained personnel In occupational cate¬ 
gories vital to both the persons and the 
economy, funds available to the Commis¬ 
sioner pursuant to Part J of the Act may 
be used for making grants or contracts 
for bilingual vocational training pro¬ 
grams. 

(30 UJ3.C. 1333) 

g 103.42 Eligible program* anil projects. 

Funds available under section 193 of 
Part J of the Act may be used by the 
Commissioner to award grants or con¬ 
tracts for the cost of developing and op¬ 
erating programs or projects designed to 
carry out the purpose set forth in 9103.41 
In an amount equal to the total sums ex¬ 
pended by the applicant for the purposes 
set forth in that application. Such pro¬ 
grams include: 

(a) Bilingual vocational training pro¬ 
grams for persons who have completed or 
left elementary or secondary school and 
who are available for training programs 
by the agencies and institutions enu¬ 
merated In | 103.43; 

<b) Bilingual vocational training pro¬ 
grams for persons who have already en¬ 
tered the labor market and who desire 
or need training or retraining to achieve 
year-round employment, adjust to 
changing manpower needs, expand their 
range of skills, or advance in employ¬ 
ment; and 

(c) Training allowances for partici¬ 
pants in bilingual vocational training 
programs subject to the same conditions 
and limitations as set forth in the De¬ 
partment of Labor Regulations 29 CFR 
5 95.34. 

(20U.8.C. 1333(d)) 

$ 103.43 Eligible Applicant*. 

(a) The following categories of agen¬ 
cies or institutions are eligible for grants 
or contracts under this subpart: 

(1) Local educational agencies; 

(2) State educational agencies; 

(3) Postsecondary educational institu¬ 
tions; 

(4) Private nonprofit vocational train¬ 
ing institutions; and 

(5) Nonprofit educational or training 
organizations especially created to serve 
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a group whose language as normally used 
is other than English. 

<b> Private for-profit agencies and 
organizations are only eligible for con¬ 
tracts. 

(20US.C. 1393(C)) 

g 103.44 Application* for grrnts or coo- 
tracts* 

(a) All applications shall be submitted 
to the Commissioner through the State 
board and shall Include the comments of 
the 8tatc board. 

(b) Each application shall: 

<1> Provide that the activities and 
services for which assistance under this 
part Is sought will be administered by or 
be under the supervision of the appli¬ 
cant: and 

(2) Set forth a program of such size, 
scope and design as will make a substan¬ 
tial contribution toward carrying out the 
programs described in 9 103.42. 

(20U.3C. 1393(c)) 
g 103. 45 Review of Application*. 

(a> The Commissioner of Education 
will not approve any application for a 
grant or contract under this subpart 
until: 

(1) Such application has been re¬ 
viewed in accordance with such proce¬ 
dures as the Commissioner may estab¬ 
lish: and 

(2> Such review will take into account 
the requirements set forth in 9 103.44 

<b>>. 

<b> Where feasible the Commissioner 
should consult with the State board to 
achieve equitable distribution of assist¬ 
ance in the State. 

(30 US C. 1393(f)) 
g 103.46 Criteria. 

Criteria for the selection of applicants 
shall be those set forth in 9 100a.26(b) 
of this chapter and those in Appendix D 
to this part. 

4. Appendix D is added to read as fol¬ 
lows: 

Afwwdix D—Bilingual Vocational THAW¬ 
ING PROGRAM* CRJTTRIA FOB PlilCAL YlU* 

1975 

In granting of awards from fund* available 
for the program, the Commissioner will give 
priority to application* which rank highest 
on the basis of the criteria In the Office 
of Education^ Oeneral Provision* Regula¬ 
tion* (46 CFR 100a.26(b)) together with the 
additional criteria in thU Appendix. Certain 
point* will be given to application* which 
propose programs In the priority area* de¬ 
scribed below. 

A Program Priority Priority will be given 
to bilingual vocational training program* or 
projects which servo persons: 

(a) Who have left or completed elemen¬ 
tary or secondary school; 

(b) Who are of limited English-speaking 
ability: 

(c) Who. because of this handicap, are 
unable to be employed In gainful employ¬ 
ment suited to their needs, Interest* and 
abilities; and 

<d) Who are from areas having a con¬ 
centration of persons of limited English- 
speaking ability higher than the national 
average 

B. Application review criteria. Criteria 
will be utilized by the reviewers In reviewing 
formally transmitted applications in Fiscal 


Year 1975. These criteria are eoraltot* 
I 100a.26, Review of Application 
fice of Education’s Oeneral ProrliicJv 
latton*. published on November 
39 PR 30654 (45 CFR lOOs^M) ' 
or a segment of the Application tmink 
each criterion area Each crtterL 
weighted and includes the maxhemTl 
that can be given to a segment M . 
cation in relation to the criteria The cr 
and maximum weight* for each crliertct^ 


Criteria: 

(1) Priority Area—Application u 

focused on the announced 
priority area 

(2) Need —Application dearly d*. 

flnee the needs for the project 
or program and delineate* the 
training required to be rt- 
sponsive to those needs 

(3) O bjectivet —The objectives of 

the proposed project or pro¬ 
gram are sharply defined, 
clearly stated, capable of be- 
lng attained by the prapoatd 
procedures and provlstoni are 
made for adequate evaluate 
of the project or program 

(4) Plan —The application dearly 

describes the general scop* 
and design for the project or 
program. The procedures gee- 
lfy in detail how each objec¬ 
tive will be accomplished, and 
an adequate project manage¬ 
ment plan Is avaQable. If ap¬ 
propriate. Include Inserrhe 
training, evaluation proce¬ 
dures and dlssemlnatloo 
plans. 

(5) Result $— The proposed mealti 

of the training are Identified 
and described 

(6) Personnel—T h e qualificatloM 

and experience of penoocel 
are appropriate for the pro¬ 
posed project or program 

(7) fnrtlftiflonaJ COTnmifmm*—T** 

application shows rets onsb> 
evidence of commitment to 
provide adequate curricula# 
facilities, equipment sod pn* 
vldee documented aawian» 
of support from cooperaunc 
Institutions and 
when necessary for project or 
program success. 

(8) Budget—The estimated eoet b 

reasonable In relation to so- 
tlclpated result*, and 
size, scope, and duration c» 
lh« project or propun u» 
reasonable. 

|Fit Doc.78-8705 FUed t* 1 


> 


Social and Rehabilitation S«vie« 
[45 CFR Part 249] 
MEDICAL ASSISTANCE W° GRM<S 

ntermediate Care Facilities Ret* 1 * 
Rights 

lotice Is hereby given tb»» 
is set forth in tentative o ^ 
proposed by the Ad 5' r (f 
l and Rehabilitation Service.^ 
jroval of the Secretary 
ucatlon, and Welfare. ^ 

illations add a re^rw*®* ^ 
ognltlon and the midnteoflWyjj 
bts of residents In fastis *— 
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. „rtidn*t* w Intermediate care facill- 
b fSTtte Medicaid program (UUe 
r-r Wtil Security Act). 

%wrt*uJaUons parallel the patients' 
JSnSuWment published for skilled 
Jlmi facilities participating under the 
program . They would require 
rSecmedlate care facility to estab- 
cdWe» to ensure that certain enum- 
"“yj fights are afforded to residents, 
y cfcrljion is Intended to assure that 
, inner In which the personnel of a 
t and Individual practlUonera who 
-acr treatment in such faculty relate 
t, adWduals receiving care there pro- 
5 the physical and emotional well- 
i of the resident. The Department 
bet teat resident health and 
d m to treatment are fre- 
wgttj Baked to "resident rights," such 
v the rtibt to be treated with dignity. 
11 » inrolved In making decisions about 
MM god to malntatn contact with 

Prix to the adoption of the proposed 
M"J»Uoa*. consideration will be given to 
13 canomto, suggestion*, or objection* 
Certo which are received In writing by 
fc Administrator. Social and Rehabili- 
ttfcn Sendee, Department of Health, 
SfiacitioQ, and Welfare. P.O. Box 2366, 
fu&tolton. DC. 20013, on or before 
Jpg X1175. Comments received will be 
m&fcle for public inspection In Room 
S3 of the Department's offices at 330 
CStteet 5W„ Washington. D.C., on Mon¬ 
ty toush Friday of each week from 
I* ua. to 5 p.m, (area code 202-245- 

m. 

dNUoft not 40 out 047 (42 CSC, 1302)) 

faataf «f *4craJ DomMtic Assistance Pro- 
pufe tt.714, Medical Assistance Program) 

Ihl«d: December 10,1974. 

Jucxs 8. Dwight. Jr„ 
Administrator , Social and 
Rehabilitation Service. 
Approved: February 24,1975. 

W. WKIN BEHCKR, 

Secretary. 

fw w. Chapter n. Title 15. Code of 
Regulations, is amended as set 

wtebetour: 

and (c)<«) 

** miied to read as follow*: 

for inlrrmediate rare 

tern • •« 

poUcIe * Md Pro* 
" Sldent8 “ d 

° f * m,ce PTO - 

® nd discharge 

( *««t»WUcl Ms haU assure that: 
v%f arsons are accepted 

kWl, „ “ n *» met by the faculty 
•eat^y coopera Uon with com- 

dft «th^t?,°, r ( other Prouder* of 
** affiliated or has 

°ocur In their physical 
“oowlteUng service 
” Uch *•»>* be adequately pro- 


Tided by the facility, residents are trans¬ 
ferred promptly to hospitals, skilled nurs¬ 
ing facilities, or other appropriate facu¬ 
lties; and 

(Hi) Except In the case of an emer¬ 
gency. the resident, his next of kin, at¬ 
tending physician, and the responsible 
agency. If any, are consulted In advance 
of the transfer or discharge of any resi¬ 
dent. and casework services or other 
means are utilized to assure that ade¬ 
quate arrangements exist for meeting 
his needs through other resources; and 

(2) Policies define the uses of physical 
restraints, the staff members who must 
authorize their use. and a mechanism for 
monitoring and controlling their use; 

(B) Ensure that each resident admit¬ 
ted to the facility: 

il) Is fully informed of his rights and 
responsibilities as a resident and of all 
rules and regulations governing resident 
conduct and responsibilities. Such in¬ 
formation must be provided prior to or at 
the time of admission or. tn the case of 
residents already In the facility, upon the 
facility's adoption or amendment of pa¬ 
tient right policies, and its receipt must 
be acknowledged by the resident In writ¬ 
ing; 

(2) Is fully informed, prior to or at the 
time of admission and during stay, of 
services available In the facility, and of 
related charges Including any chargesfor 
services not covered under the title XIX 
program or not covered by the facility’s 
basic per diem rate; 

(2) Is fully Informed, by his physician, 
of his health and medical condition un¬ 
less medically contraindicated (as docu¬ 
mented by his physician In his resident 
record), and is afforded the opportunity 
to participate in the planning of his 
health care and medical treatment and to 
refuse to participate in experimental re¬ 
search; 

(4) Is transferred or discharged'only 
for medical reasons or for his welfare 
or that of other patients, or for nonpay¬ 
ment for his stay (except as prohibited 
by the title XIX program); 

(5) Is encouraged and assisted, 
throughout his period of stay, to exercise 
his rights as a resident and as a citizen, 
and to this end may voice grievances and 
recommend changes in policies and serv¬ 
ices to facility staff and/or to outside rep¬ 
resentatives of his choice, free from re¬ 
straint. Interference, coercion, discrimi¬ 
nation, or reprisal; 

(6) May manage his personal finan¬ 
cial affairs, and to the extent that the 
facility assists in such management that 
It Is carried out In accordance with para¬ 
graph (a) (1)011) of this section; 

(7) Is free from mental and physical 
abuse, and free from chemical and (ex¬ 
cept when necessary to protect the res¬ 
ident from injury to himself or others) 
physical restraints, except as authorized 
in writing by a physician for a specified 
period of time, or in the case of a men¬ 
tally retarded individual when authorized 
In writing by a physician or Qualified 
Mental Retardation Professional for use 
during behavior modification sessions; 


(2) In the case of a mentally retarded 
individual, participates In a behavior 
modification program only with the con¬ 
sent of his parent or guardian; 

(9) Is ensured confidential treatment 
of his personal and health and medical 
records, and may approve or refuse their 
release to any individual outside the 
facility, except in case of his transfer to 
another health care Institution, or as au¬ 
thorized by Federal or State law; 

(10) Is treated with consideration, re¬ 
spect. and full recognition of his dignity 
and individuality, including privacy In 
treatment and in care for his personal 
needs; 

(11) Is not required to perform serv¬ 
ices for the facility that are not Included 
for therapeutic purposes and documented 
In his plan of care; 

(12) May associate and communicate 
privately with persons of his choice, and 
send and receive his personal mall un¬ 
opened: 

(13) May meet with, and participate 
in activities of, social, religious, and com¬ 
munity groups at his discretion, unless 
medically contraindicated (as docu¬ 
mented by his physician in his resident 
record): 

(14) May retain and use his personal 
clothing and possessions as space per¬ 
mits; and 

US) If married, is ensured privacy for 
visits by his/her spouse: if both are resi¬ 
dents In the facility, they are permitted 
to share a room, unless medically contra¬ 
indicated (as documented by the attend¬ 
ing physician In the resident record). 

(C) Provide that all rights and respon¬ 
sibilities In paragraph (a) (1) (11) (B) (I) 
through (4) devolve to the resident's 
guardian, next of kin. or sponsoring 
agency Oes). where: 

(1) a resident is adjudicated Incom¬ 
petent In accordance with State law; or 

(2) his physician has made a docu¬ 
mented finding that, because of mental 
impairment, the resident is incapable of 
understanding these rights. 

• • • • • 

(c) • • • 

(6) No later than three years after 
the effective date of these regulations the 
institution meets the standards specified 
in 4 249.13. For Institutions determined 
to meet the standards specified In 
I 249.13. the following sections of para¬ 
graphs (a) and (c) of this section do not 
apply: (a)(1X1). (11)(A), (iv). (v) and 
(vl); (a) (4); (a)(6)(1) (B). (HI), (v). 
(vl). (vll), and (vUl); (a)(7); (a)(8); 
(c) (4); and (c)(5). 

2. The Introductory language to 
I 249.13 Is revised to read as follows: 

S 249.13 ^andanls for intermediate rare 
facility »enr*rr« in institution* for the 
mentally retarded or pemon* with re¬ 
lated condition*. 

Effective not later than 3 years after 
the effective date of these regulations, 
the standard* for intermediate care fa¬ 
cility services (as defined In 4 249.10(b) 

(15)) in an Institution lor the mentally 
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retarded or persons with related condi¬ 
tions which are specified by the Secre¬ 
tary pursuant to section 1905 (c) and (d> 
of the Social Security Act and referred 
to in 8 249.12(c) (6), are specified In this 
section. At such time as an institution is 
deemed to meet the standards contained 
in this section, such institution will no 
longer be required to meet the following 
provisions of 8 249.12: (a)(1X1), (11) 
(A), (iv). (v) and (vl); (a)(4); (a)(6) 
(1MB), (ill), (v). (vl). (vU) and (vlll); 
(a)(7); (a)(8); (c)(4); and (c)(5). 

• • • • • 

IFR Doc.75-5704 Filed 3-3-75; 8:45 am] 


DEPARTMENT OF 
TRANSPORTATION 
Coast Guard 
[33 CFR Part 117] 

[COD 75 063] 

DRAWBRIDGE OPERATION REGULATIONS 
Wishkah River, Washington 

At the request of the Washington State 
Highway Commission, the Coast Guard 
Is considering amending the regulations 
for the Heron Street and Wishkah Street 
drawbridges across the Wishkah River In 
Aberdeen. Washington. Present regula¬ 
tions require the draws of these bridges 
to open on signal from 5 am. to 9 p m. 
and to open on signal from 9 p.m. to 
5 ajn. If at least 8 hours notice Is given. 
The proposed regulation will require at 
least 1 hour's notice at all times. This 
proposal is being considered because of 
the decrease In marine traffic. The pro¬ 
posal also combines the two separate 
whistle calls, one for each bridge, to one 
whistle call to open both bridges. The 
Washington 8tate Highway Commission 
will accept collect telephone calls and 
collect shlp-to-shore calls requesting an 
opening. They will also maintain two- 
way voice radiotelephone equipment at 
the Chehails River highway bridge be¬ 
tween Aberdeen and South Aberdeen 
which will be manned at all times and 
will receive requests for openings. 

Interested persons may participate In 
this proposed rule making by submitting 
written data, views, or arguments to the 
Commander (oan), Thirteenth Coast 
Guard District, 618 Second Avenue, 
Seattle. Washington 98104. Each person 
submitting comments should include his 
name and address, identify the bridge, 
and give reasons for any recommended 
change In the proposal. Copies of all 
written communications will be avail¬ 
able for examination by Interested per¬ 
sons at the office of the Commander, 
Thirteenth Coast Guard District 

The Commander, Thirteenth Coast 
Guard District, will forward any com¬ 
ments received before April 4. 1975. with 
his recommendations to the Chief, Office 
of Marine Environment and Systems, 
who will evaluate all communications re¬ 
ceived and take final action on this pro¬ 
posal. The proposed regulations may be 
changed In the light of comments re¬ 
ceived. 

In consideration of the foregoing. It 
Is proposed that Part 117 of Title 33 of 


the Code of Federal Regulations be 
amended by revoking 8 117.775(b)(6) 
and by revising 8 117.775(b)(5) and 
8 117.810(f)(5) to read as follows: 

In 8 117.775 paragraph (b)(5) is re¬ 
vised and <b) (6) deleted. 

§ 117.773 Cray* Harbor and tributaries, 
Washington; bridge*. 


(b) Signals • • • 

(5) State of Washington bridges over 
Wishkah River at Heron Street and at 
Wishkah Street: One long blast of 
whistle followed quickly by two short 
blasts. 

(6> [Revoked] 


In 8 117.810 paragraph (f)(5) Is re¬ 
vised as follows: 

§ 117.810 Navigable water* in the Stale 
of Washington; bridges where eon* 
•lam attendance of draw tender* is 
not required. 

• — • • • • 

<f> • • • 

(5> Wishkah River: State of Wash¬ 
ington bridges over Wishkah River at 
Heron Street and at Wishkah Street. 
The draws shall open on signal If at 
least one hour notice Is given. The State 
Department of Highways shall accept 
collect tdeplKme calls from vessels via 
the local marine telephone operator or 
long distance telephone. The State De¬ 
partment of Highways shall provide a 
two-way radiotelephone on the Chehails 
River bridge which will be attended at 
all times. Vessels may place calls for the 
Wishkah River bridges through the 
Chehails River bridge operator who shall 
monitor 21 82 Kz and switch to 27 38 Kz 
for communication. 


(8ec. 5.28 Suit. 362, u amended. *ec. 6(g) (2), 
80 SUt. 937; 33 Ufi.C. 499. 49 UA.C. 1655(g) 
(2); 49 CFR 1.46(0) (5). 33 CFR 105-1(0) 
(4)). 

Dated: February 26.1975. 

R. I. Prxcx, 

Rear Admiral, U.S. Coast Guard , 
Chief , Office of Marine Envi¬ 
ronment and Systems. 

|FR Doc.75-5624 Filed 3 3-75;8:45 am] 


Federal Aviation Administration 
[ 14 CFR Part 71 ] 

(Airspace Docket No. 75-EA-l) 

TRANSITION AREA 
Proposed Alteration and Designation 

Correction 

In FR Doc. 75-5052, appearing In the 
Issue of Wednesday. February 26, 1975, 
on page 8217, the last three lines of the 
paragraph describing the transition area 
for Oswego. N.Y. should read as set 
forth below: 

to longitude 75 a 00’00” W.; thence to latitude 
43*32W' longitude 76*23'00" W.; to lati¬ 
tude 43*24 W* N„ longitude 76*4(700" W.; to 
point of beginning. 


Federal Railroad Adminlitm*# 
[49 CFR Part 256] 

INTERMODAL PASSENGER TERMIRa^ 

Procedure* and Requirement, Rh**. 

Filing of Application *** I 

The purpose of this notice u to a 
an amendment to Title 49 of the ChE! 
Federal Regulations estab lishin g .. q 
Part 256. which sets forth the proc«j 
and requirements of the Fedeni 1, 
road Administration in connection*; 
the filing of application* for 
for the preservation and converse« 
historic railroad passenger terns 
under section 305(d) <1)(D of UiTl 
P assenger Service Act (45 U&CMVt 
( 1 ) 0 ) > as amended by section 8 of t 
Amtrak Improvement Act of 1814 ? 

L. 93-496) <the 44 Act"). Vm Act i 
thorizes funds for: 

(a) Promoting the conversion of j 
less than three (3) historically dut: 
tive railroad passenger terminal! into 2 
termodal passenger terminals, a: 
feasibility demonstration basis; 

(b) Preserving historic railroad i 
sengcr terminals that have a reasons!*! 
likelihood of being converted or c 
wise maintained pending the iormu! 
of plans for reuse: and 

(c) Stimulating the development ( 
plans for the con vend on of railroad; 
senger terminals into intermodal; 
sengcr terminals, civic and cultural i 
tivlty centers, or both. 

The projects funded under thk j 
are intended to: 

(a) Demonstrate the capabditta 4 
intermodal passenger terminals to p 
vide a more effective means of 
Interchange among various motto i 
transportation: 

(b) Demonstrate the advantage i 
Joint use terminal facilities t ocairten 

(c) Demonstrate a more cooped* 
slve and effective network of energy a* 
flclent surface common carrier 
portation services through imp 
interline, intermodal exchange C *• 
lected intermodal passenger I 
distinguished by coordinated 
tion systems, schedules, and taw 
ticketing and baggage handling; 

(d) Evaluate user response toiuoj 

ordinnted interline, intermodal Ex¬ 
portation services, and to Jotai ca¬ 
use of terminal facilities; . 

(e) Demonstrate the potentiaXij 

derutiiized railroad passenger \ 
of historical and architectural C 
for Improving Intermodal 
transportation services and for pro£ 
an appropriate focal point for c. 
cultural activities; . 

(f) Stimulate local public and pr^ 

Investment, by transportation . 
and others, in improved intern^ ^ 
local public transportation farJJW* 
services: _., An rffl. 

(g) Encourage the Pjwjnratt® ^ 
road passenger terminate PW™ 
formulation of plans for rc - (Bl 

(h) Encourage toe pa- 

plans for the conversion of ra ^ 
senger terminals Into 

senger terminals, civic and «»■“* 
tivlty centers, or boto. 
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it* AM Mtoblishes the program as a 
md test of the lntermo- 
l?zL»nger terminal concept. There- 
^ tthneecssary to exercise a great 
’ ^ control over project selection 
itoolecientatlon in order to ensure 
i ^demonstration results in a suffi- 
Jdvwled range of projects on which 
*** future program decisions. Conse¬ 
nt!* the criteria set forth in I 256.5 
k the threshold for eligibility, 
j utSsfaction of those criteria does 
t j&suxc funding. In selecting projects 
r funding, emphasis will be plascd on 
j t range of innovative and eco- 
r t table rail passenger terminal 

_q projects 

5 otice b hereby given that the Fed- 
r j Riilroad Administration proposes 
Dieted Chapter VI of Title 49 of the 
Ctde of Federal Regulations by adding 
i iff part 25(5, setting forth the proce- 
ind requirements for the filing of 
jScsUecs for assistance under sec- 
iRNdHlXD of the Act. It is pro- 
d to make the amendment as adopted 
tin on the date of its publication 
fe fee Fcnui Register. 
fcterwted persons may participate In 
i proposed rulemaking by submitting 
tec dais, views, or comments to the 
05c* of Chief Counsel. Federal Railroad 
a, 400 Seventh Street SW„ 
1D.C. 20590. AH material re- 
ioa or before April 15. 1975. will be 
l by the Federal Railroad Ad- 
I before taking final action 
i fix proposed amendment. All com- 
i received will be available for ex- 
iUoa by interested persons at any 
te* daring regular working hours in 
tottSiOl, Nfttelf Building. 400 Seventh 
tort SW., Washington, D.C. Hie pro- 
poj contained in this notice may be 
“ 1 in light of comment received. 
keoaikJeraUon of the foregoing, it Is 
to amend Chapter VI of Title 
the Code of Federal Regulations by 
» new Part 256 as follows: 

ASSISTANCE FOR 
WHHOAO PASSENGER TERMINALS 

tooinoxs Governing Applications 
r* m Doicrsembnt or Financial 
WTAXCE 

u Drtwaotn. 

S jWWity. 

•1 Jtettcw M«l»l*nce. 

s ffiSKST- 

II 11 SS** •PP r< > T *l of * 4 >pUo»tlon». 
“■fcrKas.nl of financial tunlsunco. 

^?°* ITT: Button 305(d)(1) ( 1 ) ofjjjH 


fcS 


the 


h***s*~«_. ouqiomiMU 

** 48 ujB °- M8 < d > 
»v CT* * McUon « of tbs Am- 
* *o» Of 1674, Pub. L. 03- 

01 **• &Pcret * rT 
--W4tton.46C.FB. 1 40(1). 

***> Purpo... 

5 ^*^ <* Part Is to establish 
*5^a)(n^»^ D l mentlng subsection 
k» p «*«n«er Berv- 

I *cert to .i?£ a M5(d) <1> <*> > with 


§ 256.3 Definitions. 

As used In this port— 

(a) “Act" means the Rail Passenger 
Service Act, as amended. 

(b) "Administrator** means the Fed¬ 
eral Railroad Administrator, or his dele¬ 
gate. 

<c) “Allowable project costs” means 
those project costs for which Federal 
financial assistance may be expended 
under 5 256.7. 

(d) “Applicant” means a governmen¬ 
tal entity, a non-profit public-purpose 
organization, or any responsible person 
having the legal, financial, and techni¬ 
cal capacity to implement an intermodal 
passenger terminal project under this 
part. The applicant must have legal au¬ 
thority to receive and expend Federal 
funds. 

(e) “Chairman" means the Chairman 
of the National Endowment for the Arts. 

(f) “Civic and cultural activities” In¬ 
cludes, but is not limited to, libraries, 
musical and dramatic presentations, art 
exhibitions, adult education programs, 
public meetings of community groups, 
convention visitors and others, and other 
public activities supported in whole or In 
part under Federal law. 

(g) “Council” means the Advisory 
Council on Historic Preservation. 

(h) “Demonstration funds" means 
funds authorized for the purpose set 
forth In paragraph (1)(A) of section 
305(d) (l)(i) of the Act. 

(i) “Intermodal passenger terminal- 
means an existing railroad passenger 
terminal which has been or may be 
modified as necessary to accommodate 
several modes of transportation. Includ¬ 
ing intercity rail service and some or all 
of the following: Intercity bus. commu¬ 
ter rail, intra-city rapid transit and bus 
transportation, airport limousine serv¬ 
ice and airline ticket offices, rent-a-car 
facilities, taxis, private parking, and 
other transportation services. 

(J) “National Register" means the Na¬ 
tional Register of Historic Places main¬ 
tained by the Secretary of the Interior. 

(k) "Planning funds" means funds 
authorized for the purpose set forth to 
paragraph (1)(C) of section 305(d)(1) 
U) of the Act. 

Cl) “Preservation funds” means funds 
authorized for the purpose set forth In 
paragraph (1)(B) of section 305(d)(1) 

(i) of the Act 

<m) “Project” means a locally spon¬ 
sored, coordinated, and administered 
program, or any part thereof, to plan, 
finance, construct maintain, or Improve 
an totermodal passenger terminal, a 
civic or cultural activities center, or both, 
to an architecturally or historically dis¬ 
tinctive railroad passenger terminal. 

S 256.5 Eligibility. 

(a) General A project is eligible for 
financial assistance under section 305 
(d)(1) (i) of the Actif: 

(l) The applicant provides satisfac¬ 
tory assurance that such fiscal control 
and fund accounting procedures will be 
adopted as may be necessary to assure 


proper disbursement of and accounting 
for Federal financial assistance granted 
to the applicant under the Act: and 

(2) The applicant complies with the 
regulations of the Administrator pre¬ 
scribed to this part, and with such other 
terms and conditions as may be included 
to the grant of assistance. 

(b) Demonstration funds . A project is 
eligible for financial assistance to accord¬ 
ance with section 305(d) (1) (1) (2) of the 
Act if the Administrator determines 
that: 

(1) The railroad passenger terminal 
can be converted to an intermodal pas¬ 
senger terminal; 

(2) There exist sufficient commitments 
by Amtrak or other rail passenger car¬ 
riers. and by Interstate bus carriers, the 
local transit authority, or other public 
or private transportation operators, to 
provide service suitable for convenient 
intermodal interchange to meet the 
goals enumerated to paragraph (b> of 
t 256.13; 

(3) The railroad passenger terminal is 
listed on the National Register; 

(4) The architectural integrity of the 
railroad passenger terminal will be pre¬ 
served. This determination must be con¬ 
curred in by the consultants recom¬ 
mended by the Chairman and Council 
and retained by the Administrator for 
this purpose; 

(5) To the extent practicable, the use 
of station facilities for transportation 
purposes may be combined with use for 
other civic and cultural activities, espe¬ 
cially when such use is recommended by 
the Council or the Chairman, or the con¬ 
sultants retained by the Administrator 
upon their recommendation; 

( 6 ) The project plan provides the in¬ 
formation and documentation required 
under paragraphs (b) and (c) of f 256 - 
11 ; and 

(7) The railroad passenger terminal 
and the conversion project meet such 
other criteria as the Administrator may 
develop and promulgate to consultation 
with the Chairman and the Council. 

(c) Preservation funds. A project is 
eligible for financial assistance in accord¬ 
ance with section 305(d) (1) (i) (3) of the 
Act if the Administrator determines 
that: 

(1) The applicant Is empowered by 
applicable law. and is qualified, prepared, 
and committed, on an interim basis pend¬ 
ing the formulation of plans for reuse, to 
maintain and prevent the demolition, dis¬ 
mantling. or further deterioration of. a 
railroad passenger terminal; 

(2) The railroad passenger terminal is 
threatened with demolition, dismantling, 
or further deterioration; 

(3) The railroad passenger terminal 
has a reasonable likelihood of being con¬ 
verted to or conditioned for reuse as an 
lntermodl&l passenger terminal, a civic 
or cultural activities center, or both; 

(4) Planning activity aimed at con¬ 
version or reuse has commenced and is 
proceeding In a competent manner; 

< 6 ) The expenditure of funds on such 
project would be to the manner most 
likely to maximize the preservation of 
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railroad passenger terminals which are: 
<l> reasonably capable of conversion to 
Intermodal passenger terminals; (11) 
listed In the National Register; or (lh) 
recommended on the basis of architec¬ 
tural integrity and quality by the Chair¬ 
man or the Council; and 

<6) The applicant has provided the in¬ 
formation and documentation required 
under paragraphs (b) and id) of 8 256.- 
lh 

id) Planning funds. A project !s eligi¬ 
ble for financial assistance in accordance 
with section 305(d) (1) (i) (4) of the Act 
if the Administrator determines that: 

(1) The applicant is prepared to de¬ 
velop practicable plans meeting the zon¬ 
ing, land use, and other requirements 
of the applicable 8tate and local juris¬ 
dictions in which the rail passenger ter¬ 
minal Is located; 

(2) The applicant will be able to in¬ 
corporate Into Its designs and plans for 
the conversion of such terminal Into an 
intermodal passenger terminal, a civic 
or cultural activities center, or both, 
features which reasonably appear likely 
to attract private investors willing to 
undertake the Implementation of such 
planned conversion and Its subsequent 
maintenance and operation; 

(3) The applicant will be able to com¬ 
plete the designs and plans for such con¬ 
version within two years following the 
approval of the application for Federal 
financial assistance; 

(4) The expenditure of funds on such 
project would be in the manner most 
likely to maximize the preservation of 
railroad passenger terminals which are 
listed In the National Register or rec¬ 
ommended on the basis of architectural 
integrity and quality by the Chairman 
or the Council; and 

(5) The applicant has provided the 
Information and documentation required 
under paragraphs (b) and (e) of I 256.11. 

§ 2S6.7 Financial AMUlanff. 

(a) Demonstration Funds. Federal 
financial assistance for the conversion 
of a railroad passenger terminal into an 
Intermodal passenger terminal, under 
subsection 305(d) (1) (1) (2) of the Act, 
may be expended for the following proj¬ 
ect costs incurred after the date of proj¬ 
ect approval; 

(1) Acquisition or long-term lease of 
real property. Including air rights where 
necessary for project Implementation; 

(2) Final architectural and engineer¬ 
ing construction documentation, includ¬ 
ing all necessary plans, specifications, 
detailed cost estimates, and implemen¬ 
tation schedules; and 

(3) Construction, which may Include, 
but is not limited to: (1) Complete re¬ 
habilitation and refurbishment of the 
Interior and exterior of the structure; 
(11) provision of necessary public serv¬ 
ices; (ill) structural modifications and 
additions necessary to permit the devel¬ 
opment of (A) Improved rail passenger 
facilities. (B) Interstate bus terminal 
and docking facilities. (C) adequate 
facilities for local mass transit, and (D) 
automobile parking and access; and (It) 
provisions for accomodating major ten¬ 


ants and concessionaires such as airline 
ticket offices, rent-a-car offices, and other 
transportation service facilities. 

(b) Preservation funds. Federal finan¬ 
cial assistance under section 305(d)(1) 

(1) (3) of the Act, for <he preservation of 
a railroad passenger terminal which has 
a reasonable likelihood of being con¬ 
verted or otherwise maintained, may be 
expended for costs Incurred after the 
date of project approval which are nec¬ 
essary to maintain (and prevent the 
demolition, dismantling, or further de¬ 
terioration of) a railroad passenger ter¬ 
minal pending the completion of project 
planning, for a period not to exceed five 
years. 

(c) Planning funds. Federal financial 
assistance tor the development of plans 
for the conversion of a railroad passen¬ 
ger terminal Into an intermodal passen¬ 
ger terminal, a civic and cultural activ¬ 
ities center, or both, under section 305 

(d)(l)(i)(4) of the Act. may be ex¬ 
pended for the following project costs if 
Incurred within two years after project 
approval: 

(1) Cost of a study or studies to: (1) 
Assess the need for and feasibility of an 
intermodal passenger terminal at a par¬ 
ticular existing railroad passenger ter¬ 
minal; 01) relate the project to other 
transportation priorities in the area; 
(ill) evaluate alternate means of pro¬ 
viding needed intermodal passenger serv¬ 
ices within the community; (lv) assess 
the need for and feasibility of combining 
a civic and cultural activities center with 
the intermodal passenger terminal; and 
(y) develop a fiscal plan and agreements 
for Implementation; and 

(2) Costs for the preparation of pre¬ 
liminary architectural and engineering 
design documents for the project. In¬ 
cluding: (1) Plans, sections and sketches 
Illustrating the functional as well as 
preservation aspects of the recommended 
development: (U) assessment of the con¬ 
dition of existing structural and utilities 
systems and requirements for their im¬ 
provement; (ill) outline specifications 
and preliminary estimates of project 
costs; and (lv) required environmental 
Impact reviews and analyses. 

(d) Federal share. The Federal share 
of the cost of any project under this 
part shall not exceed $0 percent of the 
total allowable project costs. 

§ 256.9 Preliminary application*. 

(a) General. Each applicant for Fed¬ 
eral financial assistance under this part 
shall submit a preliminary application. 

(b) Purpose. The purposes of a pre¬ 
liminary application are: 

(1) To avoid the costs of preparing 
and processing a full application in cases 
where it can readily be determined that 
the applicant or project is Ineligible or 
that funds are not available: and 

(2) To enable the Administrator to 
Identify, at a preliminary stage, those 
projects which appear most Likely to 
achieve the goals set forth In paragraph 
(b) of 9 256.13. 

(c) Contents. Each preliminary appli¬ 
cation for financial assistance under 


section 305(d) <i)(D of th# a* 
include: ^ Actj 

<1> T-he fun and comet naas, 
principal business address 
applicant; 

(2) The name, title and iddrearffl 
person to whom correspondence \ 
ing the preliminary application 
be addressed: 

(3) A narrative statement 
the need for the project; its ou| 
method of accomplishment and 
graphic location; and the bendb 
pec ted to be derived from the 
financial assistance; 

(4> An estimate of the total il 
project costs of the proposed project 

<5> The total amount of Ftden! 
sistance requested under this pm 
the project, designated as <j ma 
tton funds, preservation funds, or 
ning funds, as applicable; 

(6) A statement of the orient 
which the applicant contemplitei 
other Federal financial assistance fo? 
purposes of the project • excluding 
disbursed under the State andbxil 
col Assistance Act of 1972, 31 UAC. 
et seq.); 

(7) A listing of potential nocrca 
funds for the non-Federal shire of 
cost of the project; 

(8) A statement of whether the 
road passenger terminal h included 
the National Register; and 

(9) Such other Information as the 
minlstrator may require. 

(d> Execution and filing of 
nary applications (1) Theorlginil 
11 ml nary application shall bear the 
of execution and be signed by the ( 
Executive Officer of the applicant or 
the applicant himself, where the i? 
cant is an Individual Each penoc 
quired to execute the preliminary V 
cation shall execute a certificate in 
form of Appendix A hereto. 

(2) The original preliminary 
tlon and six (6) copies thereof, 
filed with the Federal Railroad 
Istrator, Department of Trans** 

400 7th Street, SW., Washington. Du 
20590. Each copy shall show th$ drill 
and signature that appear In the one 
Inal and shall be complete in Itself. 

(3) Preliminary applications mart » 
submitted to the Administrate*^* 
view and approval before Scptemw * 
1975. 

§256.11 Final applications* 

(a) Purpose . The purposei of ajM 
application Is to enable the AtoJJJ 
tor to determine, from among taa* . 
plicants who have received aPPf° - 
previously submitted pcclimino,^ :' 
cations, those projects which wU ; ^ 
Federal assistance under 

<T» Contend. Each find JM&S 
tor Federal financial assistance®**! 2 
elude: ^ ini 

(1) The full and correct 
principal business address of the 

Ca ?2) The name. UUe and add*^£ 

person to whom correspondewe ^ 
g the final application sho 
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identification of all organlza- 
'•JK will participate to the plan- 
- toSenentaUon. and operaUon of 
*J 5 S, ^ng with a discussion of 
' -*ch organization; 

^ fun discussion of the deelrabfl- 
’iJ (-jubuity of the project along 
summary of the benefits to be 

hjri detailed description of the rail 
‘ m terminal (Including where ap- 
• the description on file with the 
1 Register), the available trana- 
3 facilities, and the proposed In- 
passenger transportation im- 

detailed estimate of the total 
itile project costs, listing and iden- 
, ul discrete costa to the maximum 
^ in extent ; 

[fMfoe total amount of Federal as- 
ciace requested under this part for 
iproject, designated as demonstration 
i preservation funds, or planning 

_inapplicable: 

Where the applicant contemplates 
funds from other Federal pro- 
i (excluding funds disbursed under 
jSUte and Local Fiscal Assistance Act 
1912,11 U 8 .C. 1221 et seq .). a refer- 
i so iH requirements pertaining to 
t Federal programs, and a documen¬ 
ts of the status of any application 
rfederal hinds under such programs; 
•Jr Evidence of the applicant’s abtl- 
r and Intent to furnish Its share of the 
d iflwahle project costs; 

Pot those projects located In 
i areas, as defined by the Bu- 
koE toe Census, a statement that the 
has been coordinated with 
eaetropolUan planning organization, 
algcated by the Governor of the 8 tate 
Bihkb the project is to be located, pur- 
•ntto23UB.C. 104(f)(3); 

[®J Wdence that the applicant has 
1 such fiscal control and fund 
I procedures as may be re- 
1 by the Administrator to assure 
r disbursement of. and accounting 
funds paid to the applicant 
der this part; 

A certification by the applicant 
; b wcordanoe with OMB Circular 
: 32874. November 28, 1973), 

i "2J!! 0 * ^^onstratlon Cities 

• Metropolitan Development Act of 
j;tod 8 ectl°n 401 of the Intergovern- 
^Wntton Act of 1988, the noti- 
. *** submitted to. and com- 
&*ve been solicited from, 

Hrff!!? **** And regional agen- 
■wa clearinghouses; 

L^K^S*** thilt foe applicant will 
foUo *tog Federal laws, 
regulations and pertinent direc- 

i* ^5 (LT 1 «, the avfl R1 « hu Act °* 

Waa^. 252 - 42 DB C. 2000d et seq. 
C» 5 eiiS£®? nts topo««d by Title 49. 
<Department 
4* S22? 1 “““• ®ubtltl* A. Office of 
lice ,? 4rt 21 - Nondiscrlmlna- 

Pr ° 8rrams of 
01 Transportation; 

hea 2 ££ ,n ‘» T’Ue m of the Unl- 
1 AaWbltlons Act of 1970. 42 


U.S.C. 4601 et seq. and all requirements 
imposed by Title 49. Code of Federal Reg¬ 
ulations. Department of Transportation, 
Subtitle A, Office of the Secretary. Part 
25. Relocation Assistance and Land Ac¬ 
quisition under Federal and Federally- 
Assisted Programs; 

Oil) 42 U. 8 .C. 4151 et seq., with regard 
to Federal policies ensuring that physi¬ 
cally handicapped persons will have 
ready access to. and use of, pliblic build¬ 
ings; 

<iv> The Rehabilitation Act of 1973. 87 
8 tat. 394 , 29 U. 8 .C. 794. with regard to 
nondiscrimination under Federal grants; 
and 

(y) The Hatch Act. 5 UJ 8 .C. 1501 et 
seq. t which limits the political activities 
of employees; and 

(14) Such other information as the 
Administrator may require. 

(c) Final applications for demonstra¬ 
tion funds . In addition to the Items re¬ 
quired by paragraph (b) of this section, 
each final application for demonstration 
funds shall include: 

(1) The proposed period during which 
the project will be evaluated, in the con¬ 
text of the goals set forth in paragraph 
(b) of 1256.13; 

(2) Operating agreements, right of 
way leases, or other appropriate legal 
commitments, from private carriers, pub¬ 
lic transportation operating agencies and 
other entities as appropriate, to assure 
continued operation of the transporta¬ 
tion services through the evaluation pe¬ 
riod; 

(3) Evidence (including copies of lease 
documents, title papers, and mortgage 
agreements) that the applicant’s prop¬ 
erty interest in the railroad passenger 
terminal is or will be sufficient for the 
applicant to implement the project; 

(4) A summary of proposed contractual 
arrangements for the use of the Inter- 
modal passenger terminal for commercial 
purposes other than the provision of 
transportation services; 

(5) A description and documentation 
of existing or potential markets for inter¬ 
line, intermodal service, and of those 
changes in existing services which must 
be provided to achieve this potential; 

( 6 ) A summary of proposed use of the 
Intermodal passenger terminal as a 
civic and cultural activities center; 

(7) A description of the proposed 
methods for monitoring and evaluating 
the demonstration; 

( 8 ) Preliminary architectural and 
engineering design documents, including 
plans, sections, sketches, and outline 
specifications; and 

(9) A proposed draft of an environ¬ 
mental Impact statement, to be reviewed 
and analyzed by the Administrator for 
the preparation by him of a final En¬ 
vironmental Impact Statement under 
Department of Transportation Order 
5610.1B (39 FR 35235, September 30, 
1974). 

(d) Final applications for preservation 
funds. In addition to the items required 
by paragraph <b) of this section, each 
final application tor preservation funds 
shall include; 


(1) Documentation of the threat of 
demolition, dismantling, or further 
deterioration of the terminal, and the 
causes and reasons thereof; 

(2) Evidence of substantive local 
public and private interest in organzing 
a project to convert the railroad passen¬ 
ger terminal to an intermodal passenger 
terminal, a civic or cultural activities 
center, or both; 

(3) Certification that the applicant is 
empowered by applicable law, on an in¬ 
terim basis pending the formulation of 
plans for reuse, to maintain and prevent 
the demolition, dismantling, or further 
deterioration of, a railroad passenger 
terminal; 

(4) Evidence that the planning activity 
aimed at conversion or reuse has com¬ 
menced and is proceeding in a competent 
manner, including the planning schedule; 
and 

(5) A proposed draft of an environ¬ 
mental Impact statement, to be reviewed 
and analyzed by the Administrator for 
the preparation by him of a final En¬ 
vironmental Impact Statement under 
Department of Transportation Order 
5610.1B (39 FR 35235. September 30. 
1974). 

(e) Final applications for planning 
funds. In addition to the items required 
by paragraph (b) of this section, each 
final application for planning funds shall 
Include: 

(1) An assurance that the designs and 
plans for the conversion to an inter- 
modal passenger terminal, a civil or cul¬ 
tural activities center, or both, will be 
completed within two years following the 
approval of the application for Federal 
financial assistance; and 

(2) A proposed schedule for the Imple¬ 
mentation of the applicant’s completed 
designs and plans. 

(f) Execution and filing of final appli¬ 
cations. (1) The original final applica¬ 
tion shall bear the date of execution and 
be signed by the Chief Executive Officer 
of the applicant or by the applicant him¬ 
self, where the applicant is an individ¬ 
ual Each person required to execute the 
final application shall execute a certifi¬ 
cate in the form of Appendix A hereto. 

<2) The original final application and 
ten ( 10 ) copies thereof, shall be filed 
with the Federal Railroad Adminis¬ 
trator, Department of Transportation. 
400 7th Street. SW.. Washington. DC. 
20590. Each copy shall show the dates 
and signature that appear in the original 
and shall be complete in Itself. 

(3) Final applications must be sub¬ 
mitted to the Administrator for review 
and approval not later than January 1, 
1976. 

§ 256.13 Review and approval of ap¬ 
plication*. 

(a) Preliminary applications . Pre¬ 
liminary applications shall be reviewed 
by the Administrator in consultation 
with the Chairman and the Council. Tho 
Administrator shall notify each appli¬ 
cant whether or not his preliminary ap¬ 
plication has been approved. Those ap¬ 
plicants whose preliminary applications 
have not been approved may submit ad- 
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dltlonai supportive Information to the 
Administrator. 

(b) Final applications. The Adminis¬ 
trator shall review final applications and 
shall select and monitor projects most 
likely to accomplish the following goals: 

<1) Demonstrate the capabilities of 
intcrmodal terminals to provide a more 
effective means of passenger interchange 
between various modes of transporta¬ 
tion: 

(2) Demonstrate the advantages of 
joint use terminal facilities to carriers; 

(3) Demonstrate It more comprehen¬ 
sive and effective network of energy ef¬ 
ficient surface common carrier transpor¬ 
tation services through improving Inter¬ 
line, lntermodal exchange at selected 
intermodal passenger terminals dis¬ 
tinguished by coordinated information 
systems, schedules, and through ticketing 
and baggage handling; 

14) Evaluate user response to such 
coordinated interline, intermodal trans¬ 
portation services, and to joint carrier 
use of terminal facilities; 

(5) Demonstrate the potential of un¬ 
derutilized railroad passenger terminals 
of historical and architectural distinction 
for improving Intermodal passenger 
transportation services and for provid¬ 
ing an Appropriate focal point for civic 
and cultural activities; 

(6> Stimulate local public and private 
Investment, by transportation carriers 
and others, in Improved intercity and 
local public transportation facilities and 
services; 

(7) Encourage the preservation of 
railroad passenger terminals pending the 
formulation of plans for reave; and 

(8) Encourage the development of 
plans for the conversion of railroad pas¬ 
senger terminals Into intermodal pas¬ 
senger terminals, civic and cultural ac¬ 
tivities centers, or both. 

(c) Preferential consideration . In re¬ 
viewing applications for planning funds, 
the Administrator shall give preferential 
consideration to applicants whose com¬ 
pleted designs and plans will be Imple¬ 
mented and effectuated within three 
years after the date of completion. 

<d> Approval in writing. In order for 
a final application to be approved, the 
Administrator must notify the applicant 
In writing. 

§256.15 DUbur»rmrnt of financial at- 
liitance. 

(a) Grant agreement. After receipt, 
review, and approval of a final applica¬ 
tion. the Administrator will enter into a 
grant agreement with an applicant for 
the Federal share of the total allowable 
project casts. The terms of payment of 
the Federal share shall be set forth in the 
grant agreement. 

(b) Record retention. Each recipient 
of financial assistance under this part 
shall keep such records as tlie Adminis¬ 
trator shall prescribe. Including records 
which fully disclose the amount and dis¬ 
position by such recipient of the proceeds 
of such assistance, the total cost of the 
project or undertaking In connection 
with which such assistance was given 
or used, the amount of that portion of 


the cost of the project or undertaking 
supplied by other sources, and such other 
records as will facilitate an effective 
audit. 

(c) Audit and examination. Until the 
expiration of three years after the com¬ 
pletion of the project or undertaking re¬ 
ferred to in paragraph (b) of this sec¬ 
tion, the Administrator and the Comp¬ 
troller General of the United States, or 
any of their duly authorized representa¬ 
tives. shall hAve access for the purpose 
of audit and examination to any books, 
documents, papers, and records of such 
receipts which. In the opinion of the Ad¬ 
ministrator or the Comptroller General, 
may be related or pertinent to such fi¬ 
nancial assistance. 

Issued In Washington. D.C. on _ 

Asaph H. Hall, 
Deputy Administrator. 

Ajtendix A — CnmncAT* 

Tho following la the form of tho certificate 
to be executed by each person signing a 
preliminary or final application: 

--- certifies that he la 

(Name of person) 

the Chief Executive Officer of ...__ 

(Name of agency 

_; that he U authorized to sign 

or organization) 

and file with the Federal Railroad Adminis¬ 
trator this preliminary (final) application; 
that he has carefully examined all of the 
statements contained in the preliminary 

(final) application relating to___ 

(Name of agency 

•_: that he has knowledge of the 

or organization) 

matt ere set forth therein and that all state¬ 
ments made and matters set forth therein 
are true and correct to the best of his knowl¬ 
edge. information and belief. 

(Date) (Signature) 

Subscribed and sworn to before me the 
_ day of_ 19...., 

|FR Doc.75-5847 Filed 3-4-75;8:46 am) 


National Highway Traffic Safety 
Administration 

[49 CFR Part 571] 

[Docket No. 1-5; Notice 15) 

FEDERAL MOTOR VEHICLE SAFETY 
STANDARDS 

Change in Brake Hose Assembly Definition 

This notice proposes amendment of 
Standard No. 106-74. Brake Hoses, 49 
CFR 571.106-74, to exclude from the 
definition of brake hose assembly certain 
assemblies made in the field from ail 
new components for repair service. 

85.2.4 of the standard requires the 
manufacturer of a brake hose assembly 
to attach a band to it labeled with the 
date of assembly, the symbol ' DOT* 
constituting a certification that the as¬ 
sembly conforms to all applicable motor 
vehicle safety standards, and a designa¬ 
tion which Identifies the manufacturer 
of the hose assembly and Is filed with the 
NHTSA. Office of Standards Enforce¬ 
ment. When "brake hose assembly” was 
originally defined In Notice 8 (38 FR 
31302; November 13. 1973). and when 
the definition was reconsidered in Notice 


11 (39 r* 24012: . June 3*. 1971), 
gency field repair operation! wenTT 
eluded from the requirement* of 
standard by excluding from toe < 
tlon those assemblies containing i 
components. However, asscmbli* \ 
entirely of new component* for hi 

tlon In used vehicles come from a i_ 

of sources. Among these are not onb« 
manufacturer who produces 
in large quantities and the distributor a 
hose and end fittings who may pro:.* 
some assemblies in quantity and i 
some up on special order, but also r 
shops, employees of truck fleet < 
and even truck owners thenudvei 1 
the present definition of brake bo* i 
sembly. each of these sources Is a ■ 
ufacturer” who will be subject to sH l 
requirements of the stand*** 
March 1.1975. In light of recent d 
menta in the nation's economic i 
the burden of certifying compliance i 
the standard's performance 
menta may not be commensurite \ 
the relatively small number of i | 
prepared by a repair facility. In j 
tions where repair with an assembly c 
tatnlng used components Is not i 
these facilities would be faced with tk 
choice of violating the st andar d cc r 
fraining from repair. The NHTSA V 
tlvely concludes that the risk of < 
ment to motor vehicle safety which i 
result from permitting repair ftrUT 
to prepare brake hose assemblies r 
out certifying conformity with Sfc" 
No. 106-74 Is outweighed by the j 
tlal economic benefits of the proposal! 

In consideration of the foccgoteg. 
proposed that In S4 of Standard No 
74 (49 CFR 571.106-74). thedeflnWaaJ 
brake hose assembly be amende* r 

read: 

"Brake hose assembly” means a c 
hose, with or without armor, 
with end fittings for use In a 
tern, but does not Include an wsm 
containing used components, or » 
sembly prepared by the * 

vehicle, by his employee, or by*jJJ 
facility, for Installation In that u*o 

hl Interested persons ore 
mlt comments on the PWOtti 
menU should refer to thedocW* 
and be submlttedto:^' 
National Highway Tr*®f Buev* 
lstratlon. Room 5 l0 8.400 SevrnUi f 
SW.. Washington. D.CJ 
quested but not required U»t 
be submitted. Af t 

All comments received before^ d 
of business on the conunent _ ^ 

Indicated below will be ° ‘ j n to t 

win be available.for '**£**& 
docket at the above "L„ 

and after that date T ****£*£, 
ble. comments Ho«rfr. 1 

will also be considered- , 

rulemaking action_i 
time after that 
celved after the ctoriacdyX 
tor consideration in for foti 

win be treated as cootm** 

file relevant material a* & d 

able in tho docket after the 
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.. h iKommmded that Interested 
1 Veoouwie to examine the docket 

jjgf 

CeaiKEt dosing date: April 3,1M5. 
j^oel tUtcihc date: March 4, 1975. 

' . Mb. b 80 M3. 80 SUt. 718 (18 
fr iiai \vri): delegations of authority 
^craiij ififi4$crR50lJ> 

February 28.1975. 

ROIEKT U CAR TER, 
Associate Administrator. 
Motor Vehicle Programs. 

pttelMBt mod 2-38~75;4:17 pmj 

^DtRAL COMMUNICATIONS 

COMMISSION 
[ 47 CFR Part 73] 

(DodLrt No. 203W; RM 2337) 

I BROADCAST STATIONS, LOUISIANA 
Ttbteof Assignments 

[ tfeJiriotw, Proposal and Comments: 
of Proposed Rule Making Is 
j Eton concerning amendment of 
feMTibfe of Alignments I 73.202(b) 

I It Ocmmisslon's rules and regula- 
i concerns Bayou Vista and 
t,Loci*iaim. 

[a 1 a petition for rule making was 
i oc behtli of Teche Broadcasting 
■ (Teche), Bayou Vista, 
proposing to <1) assign 
• m\ to Bayou Vista and (2) to 
Channel 288A for Channel 
i g FrtnJUln In order to make the 
i Vista assignment. Public Notice 
Ite filing of the petition was issued 
jink 2* 1974 (Rpt No. 902). 

[kke ttee the petition was filed, an 
ifor use of Channel 237A at 
atus pending. Since then, a con- 
pmr.lt for the use of that 
H Franklin was granted to 
»toe., by the Commission, con- 
5 on the outcome of the present 
*■**1 Proceeding. (BMPH-14264.) 
Lt ** redone to the Public Notice 
KPRA. Inc., set forth the 
r^t statements and allegations: 

thatChannel224A rather 
■P WA be substituted at Franklin 
raOBUMm did. in fact, approve 
WMbbl Justifying the request, 
Jhat the distance between 
■a ?” Jennings,Louisiana (which 
E .J^^Cbannel 224A assignment) 
lES? ^ distance between 
Fhlir Lo ^*huia (which 

Channel 288A asslgn- 
Ttfore ’ a stat ^n at Frank- 
KnSwJP c ? umnel 224A would be 
MV coverage compared 

EjW operating on Channel 288A. 

keci tJSu**?' a staff exami- 
distances between 
•oojtnnJngs and Franklin and 
! lS.^5 the same. 72 

■ 5 hanncl 22<A may 

saata^L'V^kltn because It 
te channel sepa- 

■{w5f nte wth «*Pect to 
,ChttI *l 222. U Place. Louisl- 


ana (required: 65 miles; actual: 56 
miles). In this light, and absent a spe¬ 
cific showing to the contrary, further 
consideration of the Channel 224A alter¬ 
native as advanced by KFRA will not be 
entertained. 

2. Demographic Data: (a) Location: 
Bayou Vista (unincorporated) is cen¬ 
trally located between the communities 
of Patterson, Louisiana, to the west and 
Berwick, Louisiana, to the east. To¬ 
gether. Patterson. Bayou Vista, and Ber¬ 
wick form a cluster along a five-mile 
section of U.S. Highway 90 approximately 
four miles west of Morgan City. Louisi¬ 
ana. and 72 miles west-southwest of 
New Orleans. 

(b) Population: Bayou Vista. 5.121; 
Patterson 4.409; Berwick 4.168; St. Mary 
Parish 60.752 <1970 Census). 

(c) Local Broadcast Service: None. 
Bayou Vista is served, however, by day- 
time-only AM Station KMRC and FM 
Station KMRC-FM. Channel 244A. Mor¬ 
gan City, Louisiana, along with the 
Franklin outlet, KFRA. also a daytime- 
only station. 

(d) Industry: Off-shore and tidewater 
oil and gas production, aiiipbulldlng, 
fishing and farming. 

(e) Economic: Family median Income 
(1970) $10,699; one bonk with branch 
service in Bayou Vista; 3 banks serving 

atterson, Bayou Vista, Berwick, and 
Morgan City with deposits in excess of 
$75 million; 48 retailing, wholesaling, and 
manufacturing firms. 

3. Proposed Service: (a) Petitioner 
states that a station operating on Chan¬ 
nel 237A with maximum power and an¬ 
tenna height would provide Bayou Vista 
with its first local aural service. Further. 
Teche alleges that a second nighttime 
aural service would be provided to ap¬ 
proximately fifty percent of the Parish. 

4. Preclusions: (a) A preclusion study 
is not required as this proposal repre¬ 
sents a first Class A assignment to a 
small and Isolated community. 

5. Proposed Amendment to FM Table 
of Assignments: (a) In light of the above, 
the Commission proposes to amend the 
FM Table of Assignments, 4 73.202(b). 
with regard to the enumerated cities as 
follows: 


Pit, 

Channel No. 

city 

I’r~at 

Propped 



237A 

franklin. 

_ MIA 

SKA 


6. Authority: The Commission’s au¬ 
thority to institute rule making proceed¬ 
ings, showing required, cut-off pro¬ 
cedures. and filing requirements are con¬ 
tained in the attached Appendix and are 
Incorporated by reference. 

7. Comments and Replies: (a) Inter¬ 
ested parties may file comments on or be¬ 
fore April 17. 1975. and reply comments 
on or before May 6. 1975. 

8. It is ordered, That the Secretary of 
the Commission shall send a copy of the 
Notice of Proposed Rule Making by 


Certified Mail, Return Receipt Requested, 
to KFRA. Inc., Franklin. Louisiana. 

Adopted: February 19. 1975. 

Released: February 26, 1975. 

Federal Communications 
Commission. 

I seal 1 Wallace E. Johnson. 

Chief , Broadcast Bureau . 

Appendix 

1. Pursuant to authority found In sections 
4(1). 5(d)(1). 303 (g) and (r). and 307(b) of 
the Communications Act of 1934. as amended, 
and I 0.281 (b)(6) of the Commission's rules. 
It is proposed. To amend the FM Table of 
Assignments. I 73202(b) of the Commission's 
rules and regulations, as &et forth In the 
Notice of Proposed Rule Making to which 
this Appendix Is attached. 

2. Showings required. Comments are In¬ 
vited on the proposal discussed In the Notice 
of Proposed Rule Making to which this Ap¬ 
pendix is attached. In initial comments, pro¬ 
ponent (e) will be expected to answer what¬ 
ever questions are presented in the Notice. 
The proponcut(s) of the proposed assign¬ 
ment (s) Is expected to file comments even 
if It only resubmits or Incorporates by refer¬ 
ence Its former pleadings. It should also 
restate Its present Intention to apply for the 
channel If It is assigned, and, IX authorised, 
to build the station promptly. Failure to file 
may lead to denial of the request. 

8. Cut-off procedures. The following pro¬ 
cedures will govern the consideration of fil¬ 
ings In this proceeding. 

(a) Counterproposals advanced in this 
proceeding Itself will bo considered. If ad¬ 
vanced In Initial commenta, so that parties 
may comment on them in reply comments. 
They will not be considered, if advanced In 
reply comments. (8ce | 1.420(d) of Commis¬ 
sion rules.) 

(b) With respect to petitions for rule mak¬ 
ing which conflict with the proposal In this 
Notice, they will be considered as comments 
In the proceeding, and Public Notice to this 
effect will be given as long as they are filed 
before the date for filing Initial comments 
herein. If filed later than that, they will not 
be considered la connection with the decision 
in this docket. 

4. Comments and reply comments: 
sertHce. Pursuant to applicable pro¬ 
cedures set out in 44 1415 and 1.420 of 
the Commission's rules and regulations, 
interested parties may file comments and 
reply comments on or before the dates 
set forth In the notice of proposed rule 
making to which this Appendix is at¬ 
tached. All submissions by parties to this 
proceeding or persons acting on behalf 
of such parties must be made in written 
comments, reply comments, or other ap¬ 
propriate pleadings. Comments shall be 
served on the petitioner by the person 
filing the comments. Reply comments 
shall be served on the person (s) who filed 
comments to which the reply is directed. 
Such comments and reply comments 
shall be accompanied by a certificate of 
service. (See 4 1.420 (a), (b) and (c) of 
the Commission rules.) 

5. Number of copies . In accordance 
with the provisions of 4 1.419 of the Com¬ 
mission's rules and regulations, an orig¬ 
inal and fourteen copies of all comments, 
reply comments, pleadings, briefs, or 
other documents shall be furnished the 
Commission. 
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6. Public inspection of filings. All fil¬ 
ings made In this proceeding will be 
available for examination by interested 
parties during regular business hours in 
the Commission s Public Reference Room 
at its headquarters. 1919 M Street NW., 
Washington. D.C. 

|PR Doc,75-5670 Piled 3-3-75:8:45 am] 


[47 CFR Part 73] 

(Docket No. 20364; RM-2336] 

FM BROADCAST STATIONS. 

MICHIGAN 

Table of Assignments 

1. Notice of proposed rule malting Is 
hereby given concerning amendment of 
the FM Table of Assignments 9 73.202(b) 
of the Commission's rules and regula¬ 
tions with respect to the petition of Car- 
roll Enterprises. Inc., licensee of daytime- 
only AM Station WIOS. Tawas City-East 
Tawas. Michigan, proposing the assign¬ 
ment of Channel 280A to Tawas City. 
Michigan, as a second FM channel as¬ 
signment. 

2. Tawas City (pop. 1,666) * is the seat 
of Iosco County (pop. 24,905) and is 
situated on the Tawas Bay adjoining 
Lake Huron. The location is approxi¬ 
mately 132 miles north of Detroit. Peti¬ 
tioner states that the Tawas City area 
is a vacation resort and that during the 
summer months the population swells to 
several thousand as economic and social 
activities increase substantially. Peti¬ 
tioner further relates that Iosco County 
Is listed as the third fastest growing 
county in Michigan with a projected in¬ 
crease of 124.8 percent by 1980. 

3. The Tawas City area provides medi¬ 
cal and health resources for Us residents 
through its two hospitals. Educational 
facilities include one community college, 
two elementary schools, one junior- 
senior high school, three parochial 
schools, three libraries and a bookmobile. 
A large industrial park encloses 25 In¬ 
dustrial plants. Other facilities include 
an Air Force base, six churches and rec¬ 
reational accommodations for leisure 
and sport. 

4. Currently the Tawas City area is 
served by daytime-only AM Station 
WIOS (Class HI), licensed to petitioner, 
and FM Station WDBI-FM (Channel 
269A). Petitioner alleges that the addi¬ 
tion of a second FM channel will serve 
the public Interest. It Is argued that since 
Tawas City Is a recreational and vaca¬ 
tion area, nighttime broadcast of sport¬ 
ing events and current activities would 
appeal to mo6t tourists as well as resi¬ 
dents. These programs could not be pro¬ 
vided by petitioner's daytime-only AM 
station WIOS. an affiliate of the Mutual 
Broadcasting System. Mutual offers 
many news and public affairs programs 
after daylight hours. Furthermore, it is 
asserted, an additional FM station In the 
Tawas City area would offer listeners a 
choice of programs from local stations 
during the evening hours. 


1 Unices otherwise spec mod, oil population 
data arc from the 1970 Census. 


5. The licensee of the only FM chan¬ 
nel presently assigned to Tawas City, 
Lawrence Norman DcBeau of WDBI-FM, 
opposes petitioner's proposal for a sec¬ 
ond FM assignment. Tills opposition is 
founded. In part, upon the alleged un¬ 
demonstrated public need for an addi¬ 
tional channel. He feels that tourism has 
decreased due to the gasoline shortage 
and that petitioner overstates the recrea¬ 
tional appeal of the area. In any event, 
DeBcau insists that the public need for 
covering sports events and public affairs 
programs is already fulfilled by WDBI- 
FM. 

6. DeBeau's principal opposition, how¬ 
ever, stems from his belief that Carroll 
Enterprises intends to ruin WDBI-FM 
financially and then monopolize the 
Tawas City area with its AM-FM combi¬ 
nation of broadcast services. In order to 
continue fostering competition, therefore, 
in DeBeau’s opinion the request for a 
second FM assignment to the Tawas City 
area should be denied or left available 
for an Independent applicant.” 

7. Petitioner responds to DeBeau’s al¬ 
legations of monopolistic Intent In a 
Reply Memorandum stating that it is 
rather WDBI-FM that enjoys a position 
of control by monopolizing the nighttime 
broadcasting in the Tawas City area. Pe¬ 
titioner further warns that DeBeau's 
fears, at this stage, are premature be¬ 
cause the proposed assignment has. by no 
means, been granted to the petitioner, 
and other applicants may appear. To fur¬ 
ther illustrate the economic growth of 
the area and to demonstrate the public 
Interest in a second FM channel assign¬ 
ment for Tawas City, petitioner filed a 
Supplemental Reply memorandum. Re¬ 
lated economic factors were utilized to 
manifest the present state of affairs in 
Tawas City Including the predicted out¬ 
look for tourist trade In the near future 
(as stated In a letter from an officer of 
the East Michigan Tourist Association); 
consumption of electric power; telephone 
service; licensed firearms for deer hunt¬ 
ing; gross retail sales; bank deposits; the 
number of United States Coast Guard 
search and rescue missions; post office 
revenues and the construction of a new 
harbor in Tawas Bay. Finally, petitioner 
concluded that a second FM channel as¬ 
signment to Tawas City could be ade¬ 
quately supported since service would 
extend to the neighboring counties of 
Ogemaw, Arenac, Alcona and Oscoda 
covering on area of approximately 60.- 
000 persons. The Commission's policy. In 
this regard. Is to consider allegations of 
lack of public support for a proposed as¬ 
signment at the application stage. "Car- 
roll Broadcasting Co. v. P.C.C.,” 258 F. 
2d 440 (D.C. Cir. 1958). 

8. With respect to the technical feasi¬ 
bility of the proposed assignment, exist¬ 
ing FM Channel assignments will not be 
affected. Since Tawas City is within 250 
miles of the Canada-United States 
border. Canadian concurrence of the pro¬ 
posal is required according to the Work- 


• However, the Commission, of course, does 

not grant channel assignments on the baitlfl 
of the applicant's Individual qualifications. 


lng Agreement under the 
United States FM Agreement oM 

9. The preclusion study submtam 
petitioner indicates that only c m 1 
(Channel 280A) preclusion 
six adjacent channels are alrwifc, 
eluded by existing assignment? ! 
area precluded on Channel 2W\i 
eludes the following communiu* i 
populations greater than 1.000 
which presently have no local 
service: East Tawas (pop. 2371) (J 
County 24,9051; Ascoda-Au-Sabie 
3,475) (Iosco County); Wurtsmhh 
6.932) (Iosco County); SUndisb I 
1,184) (Arenac County, h.h$>- 
Gladwin (pop. 2.071) (Gladwin 
13,471). Additionally. West Branch ( 
1,912) (Ogemaw County. li.W3>, i 
rently furnished local aural h 
AM Station WBMB (Class 13, i 
only), is precluded. Petitioner < 

state whether or not alternate t_ 

are available for these commimJUe,o 
of which is more than four 
size of Tawas City. Petitioner 
furnish information on available i 
nate channels in its comments. 

10. The Commission notes that j 
tloner has represented that it 1 
an application for a construction; 
for a new FM station at Tawas City | 
an additional channel Is assigned i 
will construct the station if the 
tion is granted. 

11. Accordingly, it appearing 
is in the public interest to explore j 
tioner’a proposal, and pursuant to i 
thority contained in sections 4(1>. f 
<l>. 303 (g) and (r> and 307(b) o(tj& 
Communications Act of 1934. M 
amended, and 9 0 . 281 (b)( 6 ) of 
Commission’s rules and regulations. 3J| 
is proposed to amend the FM TOteM 
Assignments. 9 73.202(b) of the 
mission's rules and regulaUocA 
follows: 


■ 


City 


R city. MJch 




2. Showings required. ComrwwiJ 
ited on the proposal disc ussed 
.Itioner la expected to 

ir Issues are raised In tW * 

►uld also reaffirm Its Pra*® 1 3 * 
apply for the channel If It Is 
i If authorized to construct ^ *^1 
n promptly. Failure to do so mw 
t in denial of the petiuon. 

3. Cut-off procedures 

tccdures will govern the consfc*” W 
filings In this proceeding: 

k) Count*rpropo&R ! * dl 

eroding Itself WU1 
ced in Initial 

j comment on them in T 
ry will not be oon«M*re« « . 4| J 

«Ply ““"monte, S ‘^ uo;i , 1* «JJ 

b) With respect to' a 

Icing which oonfllct . yctff 

. Notice, they wilt be 
ate In this proceeding 
thU effect will be «*"»• w* 

filed before «»• ** "Se ** 

unente herein. If m*" “ 
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_c bo* to* owwWertd to connection 

J5?*» w6ot1 ”' 

H »,r<u»nt to applicable procedures 
ElBfSl# «S 1.420 of the Com- 

r 1 , role* and regulations. In- 
nartle* may flic comments on 
SSL wril n. 1975 and reply com- 
before May 6 . 1975. AD sub- 
“br parties to this proceeding or 
jf Jjn* on behalf of such parties 
3yro»detn written oommcnts. reply 
or other appropriate plead- 

[aiaaecoftlance with the provisions 
Li mi of the Commission’* rule* and 
^tanaa. *n original and 14 copies of 
lymii reply comments, plead- 
i Wcfs and other documents shall be 
* i the Commission. These will be 
o* for public Inspection during 
t business hours In the Commls- 
public Reference Room at its 
gfi 1919 M Street, NW, 
o, DC. 

1 idopted: February 19, 1975. 

( Bckistd: February 26. 1975. 

Fouul ComnnficATiows 
Commission, 

Wallace B. Johnson, 

Chief, Broadcast Bureau. 

I ; t»O0t75-5«T3 Filed 3-3-76:8:45 am| 


ton: 


(47 CFR Part 73] 

JDcdft Wo, 30383, RM 2304, RM 24801 

m BROADCAST STATIONS, 

VIRGINIA AND WEST VIRGINIA 

Table of Assignment* 

! We bare before us for consldera- 
tic petitions, each requesting the 
HSJoo of rule making looking toward 
[te ifllpinent of a new FM channel, 
they each deal with separate 
J», the proposals presented are 
, exclusive because they arc only 
PJto ipwt, whereas 65 miles separa- 
b required, and therefore they arc 
•considered together In this rule 
proceeding. All population 
cited are from the 1970 U JB 
unless otherwise specified. 

8M-2304, Bortville. Virginia 

December 28. 1973. Mr. Ben- 
[{S " Thomas tr/as Oreencasth 
Company (Green castle) 
FM Station WKLS. Green- 
vanla, filed a petition wit* 
ucttmission requesting the assign- 
iS. 0 /^ Channel 2B8A to Berryvllle 
0 rev,isl<,ns in ° ur 
Nwu were proposed 

°* ihe receipt of the petl 
SJ* °n January 11 . 1974. Mr 
b Jj*. Tiftor filed an opposition t< 

heh^ur n ^ form °l 11 ^tter or 
Masters (Music Masters! 
r ?Otm >c>gtle filed a reply. 
hi® 8, v ^ 6 inia (populatior 
111 Clarkc Count: 
*Maow2* , 02) Tt * w Clarke County 
U ^rvice. Our FM Tabli 

W al *ke present time, doe 

esaaj^^ *** assignment for th< 


4. Grccncastle *5 petition after setting 
out some historical background about 
Clarke County. Virginia points out that 
Its seat and hub Is Berryvllle. With re¬ 
spect to the area s Industry and com¬ 
merce petitioner states: 

-The BerryvUle and Clarke County area 
to primarily an agricultural community with 
apple growing, packing and processing being 
the chief industry. Other industries include 
a basket factory, a box factory, two print! ug 
establishments and a Doubleday book man¬ 
ufacturing plant. . . . Beef cattle Is also a 
major industry of the area. Additionally, 
many other resources are devoted to raising 
thoroughbred race horses, ponies and sheep, 
while a Trapptot monastery operates a bakery 
as an adjunct to Its farming operations.** 
"Retail sales for Clarice County In 1967 
totalled 8.568.000. Retail sales for 1973 are 
estimated at $10,213,000.00 . . .** 

We ore told that the Clarke County 
area offers a variety of recreational ac¬ 
tivities including: amateur theatre, fish¬ 
ing, boating, swimming, golf and tennis. 
It Is maintained that the town of Berry- 
ville contains public—primary, elemen¬ 
tary. Junior high and senior high— 
schools. It also contains a private Catho¬ 
lic School. Additionally, adult education 
programs are available. Berryvllle has 
several medical facilities as well as a 
number of service organizations attempt¬ 
ing to better Ufe in the community. 

5. The letter opposition filed (Incor¬ 
rectly with the Chief of the Broadcast 
Bureau rather than the Secretary of the 
Commission and without service to pe¬ 
titioner *) states that Music Masters 
operates a background music service in 
Washington. D.C. and the Shenandoah 
Valley. Apparently its programming 
originates at WAVA-FM in Arlington, 
Virginia, and is broadcast to WRFL in 
Winchester. Virginia, on an SCA whence 
it is broadcast to the Shenandoah Valley. 
Since WAVA-FM broadcasts on FM 
Channel 286 and since the proposed sta¬ 
tion at Berryvllle would be on second 
adjacent Channel 288A, Music Masters 
expects that WRFL (approximately 14 
miles distant from Berryvllle and 48 
miles distant from Arlington) will have 
much difficulty receiving WAVA-FM's 
signal if the assignment Is made to Ber- 
ryville. Hence, It opposes the assignment 
of Channel 288A to Berryvllle as an as¬ 
signment which would create severe dis¬ 
ruption to Its background music service. 
Greencastle's response Indicates a num¬ 
ber of reasons why Music Masters' posi¬ 
tion should not be adopted. We concur 
with the Greencastle argument that the 
protection from interference to be ac¬ 
corded to FM broadcast stations Is lim¬ 
ited to the protection resulting from the 
mileage spacing and maximum power 
and tower height requirements, and that 
the proposed Berryvllle assignment meets 
these requirements as to WAVA-FM. The 


»Oreencastle's reepons© to the opposition 
wan Isle filed because the*© two factors 
caused the opposition to com© to petitioner's 
attention late. In view of the cause of the 
late filing wo will consider Grecncas tie's re¬ 
sponse to the opposition below. 


rules do not give any special protection 
to subsidiary services.* 

RM-2489. Harpers Ferry, West Virginia 

6 . Elektra Broadcasting Corporation 
(Elektra), licensee of standard broad¬ 
cast Station WTRI. Brunswick. Mary¬ 
land, requested, by petition, the assign¬ 
ment of FM Channel 288A to Harpers 
Ferry, West Virginia on December 2. 
1974. Public Notice of the filing was given 
by the Commission on December 9. 1974. 
An opposition to the petition was filed by 
WXVA Broadcasting Corporation 
< WXVA Corp ), licensee of standard 
broadcast Station WXVA and FM Sta¬ 
tion WZFM. both at Charles Town, West 
Virginia. A timely reply to the opposi¬ 
tion was filed by Elektra. 

7. Jefferson County, West Virginia 
(population 21,280) contains Harpers 
Ferry (population 423). There are no 
standard or FM broadcast services lo¬ 
cated in Harpers Ferry. No FM channel 
is assigned to the community by § 73.202 
(b) of our rules. 

8 . We are told that Harpers Ferry is 
located at the confluence of the Poto¬ 
mac and Shenandoah Rivers and that 
after its founding it grew into a small In¬ 
dustrial city. We are also advised that 
the events of the Civil War and subse¬ 
quent floodings commenced a decline in 
the community. The following state¬ 
ments concerning the present day-to-day 
functioning of Harpers Ferry are offered 
in the oetltion: 

•Ther© ©re almost ninety retail establish¬ 
ments located in the Harpers Ferry-Bolivar 
area, consisting of antique ©hops, art gal¬ 
leries. bookstores, gift and souvenir shop*, 
grocery stores, lodging houses and a hotel, 
restaurant*, service establishments, snack 
bam, and stores featuring 'demonstrating* 
craftsmen and homemade crafts. In addition, 
as shown herein, there are tourist attractions 
and establishments featuring pottery and 
ceramics as well sa dolls and toys of all 
kinds. . . . Harpers Ferry is governed by a 
mayor and city council. Bolivar has the same 
type of government. The Harpers Ferry-Boli¬ 
var Sanitation Commission la Jointly owned 
by the two communities and furnishes sani¬ 
tation faculties for both communities. 
Harpers Ferry owns the water works which 
serves Harpers Ferry and Bolivar. Electric 
power is furnished to Harpers Ftorry and 
Bolivar by Potomac Edison.** • 

The area’s school system is described as 
are the area’s: police service. Are service, 
transportation, civic organizations and 
business developments. Elektra empha¬ 
sizes however, that the key fact about 


•Music Masters’ pleading Indicate© that it 
a *liar problem previously In connec¬ 
tion with providing Baltimore. Maryland, 
with its background music service. Music 
Masters docs not state the type of receiving 
equipment It employs, but it would appear 
that a highly directional lzed antenna would 
normally be utilized so that there would be 
adequate rejection of the undeslred signal 
especially where Berryvllle Is located north 
of the WRFL transmitter and Arlington to 
located east thereof. 

•Bolivar to a community of 943 residents 
situated approximately 2 miles southwest of 
Harpers Ferry which Elektra considers fun¬ 
damentally related to Harpers Ferry. 
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Harpers Feny itself Is the existence of 
the Harpers Ferry National Historical 
Monument. The Federal Government is 
presently undertaking a multi-million 
dollar expansion of the Monument which 
Includes 1.3 million dollars for land ac¬ 
quisition, adding 650 acres to Harpers 
Ferry National Monument for a total of 
2.000 acres of p&rk land. It also Includes 
an additional 8.6 million dollars for park 
development and Improvements. New fa¬ 
cilities are expected to be made up of a 
tenfold increase in the size of the park¬ 
ing facility; a major visitors' center with 
introductory movies and museums, locat¬ 
ed next to the new parking facilities; pic¬ 
nic-recreation areas on parkland along 
the Potomac River; and a continuous bus 
shuttle service to take people to points 
of Interest in the park. It is maintained 
that the National Park Service estimates 
that there will be a thirty percent In¬ 
crease In tourist visits in the next seven 
years to Harpers Ferry and surrounding 
area. In 1973 1.208.000 persons visited 
the Monument. Eight million Americans 
live within a three hour drive of the 
park._ 

9. WXVA Corp. points out In Its oppo¬ 
sition that Jefferson County and Harpers 
Ferry magisterial district are both shared 
by the communities of Harpers Ferry and 
Charles Town. West Virginia with 
Charles Town being the county seat and 
having their AM and FM facilities in it. 
Charles Town is located seven miles 
southwest of Harpers Ferry. It Is main¬ 
tained that its AM broadcast Station 
WXVA encompasses Harpers Ferry with 
its 2 mV/m contour and that its FM 
Station WZFM encompasses Harpers 
Ferry with its l mV/m contour. In light 
of the AM and FM services from Charles 
Town to Harpers Ferry, the decline of 
Harpers Ferry population, 26 percent be¬ 
tween 1960 and 1970, and the absence of, 
and desire for. a local station In Berry- 
vllle. Virginia, a county seat without an 
assignment, WXVA Corp. feels that an 
assignment of Channel 288A to Harpers 
Ferry rather than to Berryville would be 
both inefficient and Inequitable. It goes 
on to state: 

"Equally Important, the Harpers Ferry area 
and surrounding Jefforson Count [sic) have 
an eoonomy too precarious to support an¬ 
other local radio station. Understandably, 
perhaps. Elckira’s Petition for Rule Making 
generates a vastly distorted picture of Jef¬ 
ferson County's economic health and future. 
In truth, the County has been economically 
stagnant In recent years. According to Infor¬ 
mation supplied by the Jefferson County 
Chamber of Commerce retail sales in the 
County have barely outpaced the rate of 
inflation. Thus, real growth In retail sales 
has been negligible.** 


"In addition to WXVA, WZFM. and other 
previously existing stations, four new stations 
licensed since 1870 now compete for adver¬ 
tising revenues In Jefferson County and ad¬ 
jacent areas. They are WHMI-FM. Frederick, 
Maryland: WFFV(FM). Front Royal. Vir¬ 
ginia; WYniFM), Williamsport, Maryland; 
and WEEO. Waynesboro. Pennsylvania. More¬ 
over. WRNE, newly authorized In Mortlns- 
burg. West Virginia, la scheduled to com¬ 
mence operation in mid-1978. Already WXVA 
and WZFM, the only two stations licensed 


In Jefferson County, are able to derive only 
one-third or their gross revenues from their 
home county. Establishment of another sta¬ 
tion in the County would have disastrous 
consequences for these stations because the 
County simply cannot support three local 
stations. M 

In response Elektra charges that 
WXVA Corp. has a broadcasting monop¬ 
oly In Jefferson County which It wishes 
to protect. Too. it suggests that broadcast 
service originating in Charles Town is 
not local service for Harpers Ferry. In 
answer to economic figures cited by 
WXVA Corp. petitioner states: 

**• • • In 197$ retail sales In Jefferson 
Oounty totalled $41315.000. In 1974 retail 
sales Jumped to $48,578,000. • • • This rep¬ 
resents a 20 percent increase in retail sales 
for the year. The West Virginia State Cham¬ 
ber of Commerce attributes only half of this 
Increase to Inflation. This then shows an 
actual rotaU growth of 10 percent In Jeffer¬ 
son County,** 

Finally, petitioner advises us that 
Harpers Ferry will soon be gaining addi¬ 
tional economic strength through the 
establishment of The Bank of Harpers 
Ferry and a state park amphitheater 
seating 2,000 persons to cost $700,000 and 
host the dramatic production. "The John 
Brown Project". We must advise WXVA 
Corp. of our long standing policy against 
considering Carroll Issues in rule making 
proceedings. Hence, with respect to the 
information it has provided us as to the 
economic harm an additional broadcast 
competitor would do Its faculties in 
Charles Town and Jefferson County, we 
can only advise It to follow the normal 
procedure of raising it at the time of 
the application for a specific new sta¬ 
tion. if such an event occurs, for a Har¬ 
pers Ferry Service. On the other hand, 
with regard to the information WXVA 
Corp. has provided us concerning the 
competing needs in Berryviile, Virginia 
and Harpers Ferry, West Virginia, we 
can, and do. state that such information, 
along with other comparative facts pro¬ 
vided by the pleadings, will be given a 
careful examination and evalution In the 
rule making proceeding we are institut¬ 
ing. 

10. Our study indicates that the as¬ 
signment of Channel 288A to either 
BerryvUle, Virginia, or Harpers Ferry. 
West Virgina. would preclude its as¬ 
signment to the remaining named com¬ 
munity. Preclusion in either case occurs 
only on Channel 288A in an area south¬ 
west of the respective community. For 
the most part, the communities located 
within the precluded area which do not 
have FM assignments receive service 
from the communities which do. Six 
occupied FM assignments serve the pre¬ 
cluded area for a Harpers Ferry Channel 
288A assignment and ten serve a slightly 
larger precluded area for a BerryvUle 
Channel 288A assignment 

11. In view of the foregoing we find 
It in the public interest to explore the 
possible assignment of FM Channel 288A 
to BerryvUle, Virginia, or In the alterna¬ 
tive, to Harpers Ferry. West Virginia, 
in a rule making proceeding. 

12. With the foregoing pubUc interest 
finding before us, we propose the fol¬ 
lowing alternative revisions In our FM 


Table of Assignments ( 1 73 20*h> ^ I 
rules) with respect to 
below: 


City 




Barry viUe, V*. 


ilurmani 


Alums* n 


n&rpen Ferry, W. V#.. 


13. Authority for the action w** 
herein Is contained In section* 4(1), j 
and 307(b) of the Communication* I 
of 1934. as amended, and 10281 oM 
Commission's rules. 

14. Showings required. Proponent* of! 
either proposal are expected to file cog 
mentis indicating the public lntemtfi 
tors involved in the proposal they *- 
vance. In the event a proponent Is of 
the view that it has made a snffldsd 
public interest showing It should ratiti 
its intention to apply for the chum 
if it is assigned and, if authorized, i 
build the station promptly. Failure 
file may lead to denial of a request 

15. Cut-off procedures. The fd 
procedures wUl govern tlie c< 
of filings In this proceeding: 

(a) Counterproposal* advanced ta 
proceeding ltealf will be considered, if ad*| 
vanced in initial comments, so that pert* 
may comment on them in reply oocauoti 
They will not he considered It advanced it 
reply comments. See | 1.420 at the ( 
slon's rules. 

(b) With respect to petition* for run 
making which conflict with tbe propouh 
in this Notice, they will be coohdend a 
comments in the proceeding, and Pu‘“ 
Notice to this effect will be glvto. u 1 
as they are filed before the date for S 
Initial comments herein. If filed hU* ftdj 
that, they will not be coniidered In < 
nectlon with the decision in this doc IK. 

18. Pursuant to applicable pr- 

set out in 55 1.415 and 1.420 of the Coo- 
mission's Rules and Regulation infer* 
ested parties may file comment* oo cr 
before AprU 11, 1975 and reply com¬ 
ments on or before April 30.197 5. Al l f 
missions by parties to this proceed 
or persons acting on behalf of 
ties must be made in written cotn^ 
reply comments, or other appr 
pleadings. 

17. In accordance with the P^--, 
of S 1.419 of the Commissions raw 
regulations, an original and w* 
copies of all comments, reply com*-—. 
pleadings, briefs, or other 

shall be furnished the Coming 

18. All filings made in this 

lng wUl be available for ***®[~r- 
by interested parties during re«u 
ness hours In the Comml^on*^ 
Reference Room at It* headoujrt^" 
Washington, D C. (1919 M N 

Adopted: February 1®. 1975. 

Released: February 25. 1975. 

Federal Condom* 1 

COJAHISSIOK. 

IFR DOC.76-W7I riled S-»-T5:® « ** 
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[ 47 CFR Part 76] 

|Docl«t No. 90348] 

i4U0* MARKET CABLE TELEVISION 

**** SYSTEMS 

Proposed Rule Making 

is & suiter of amendment of Part 
I Ji ua commission's rule* and rcgu- 
JLqj rtliUve to postponing or con- 
^ the March 31.1977 date by which 
f Harket Cable Television Systems 
Drier to March 31. 1972. must 
MaCoopllance with 5 76.251(a)(1)- 

C)(D. 

L is i public notice dated May 17, 
>y\ tot Commission announced the 
IpilfcQ of a *1977 Task Force'* within 
fcfdte Television Bureau to study the 
posed for the Commission. 
|i rr —nf authorities, and the cable 
tirrtttc Industry by the March 31,1977 
l*£ne for achieving uniform compli- 
Bce «tth the Commission's new cable 
Stton rules. These rules presently 
jwVSe that by March 31. 1977. all cable 
fckrtban systems located In major tele- 
its^cn niikets, including those which 
iCTiooperation prior to March 31,1972, 
Sbe effective date of the new rules, must 
k In strict compliance with the Com- 
Make's franchise, channel capacity and 
toes requirements <|S 76 31 and 

51). 

1 Interested parties were Invited to 
opna their views, define problem 
jwa &cd make recommendations for 
s orderly and equitable period of tran- 
cai The Task Force has now received 
irieumlned the comments filed. 

I Many of the parties responding to 
cc inquiry urge the Commission to 
Karate the requirement that sys- 
fca complete whatever reconstruction 
wild be necessary to comply with the 
Jtend capacity and access provisions of 
IIJU51 by March 31, 1977, or, at least, 
kperipone the March 31, 1977 deadline 
S® 8 * k> that section. In support of 
«fcDQrttton, the parties argue that: 

Jty bidwtry-wio* operating revenues are 
iMuSdent to generate the neceeeary 
■V 5 *! *o woortruc*. plants and dlstrlbu- 
» ftrtiocti end provide the amplifiers, 
tTt” modulator* ncceeaary to bring 
into compliance by March 81, 

I) Atooitr time than the five-year pe- 
« Wvwa March 31. 1979 and March 81. 
^■required for system* to generate the 
ftteaua *nd economic strength 
J^ wr 7 for them to finance reconstruct 

J? lhc #tmt * °* the economy 

«i,w existing debt of most 

lli ^ TeftU nre unwilling to 
credit to meet what are 
« noR.revenue producing require- 

k for thc Commission 

^^^etiher financial interests or system 
necessary capital to 
b simultaneously requiring 

Skkt ^ *J2S** *° ot> taln n franchise 
with the Commission's 
^hlch entails a review 
<* system"® very 

the National Cable Tele- 
AS8 ochUon has presented a study 


which Indicates that It may cost approx¬ 
imately $430,000,000 (more than half of 
the entire total Investment to date In 
existing system plant) to bring systems 
Into compliance with the Commission's 
1977 rebuild requirements. NCTA fur¬ 
ther estimates that the cost of financing 
this endeavor would, when passed to the 
subscriber, result In a 65 percent increase 
in subscriber rates. 

4. We believe that the Information 
provided to the Task Force has raised 
substantial questions concerning the 
ability of those major market systems 
which were In operation prior to 
March 31, 1972 to comply by March 31, 
1977 with our channel capacity and ac¬ 
cess requirements (specifically 5 76.251 
(a)(l)-(a)(8)). Under the circum¬ 
stances, It is appropriate to consider post¬ 
poning or cancelling the March 31, 1977 
deadline relating to these provisions. Ac¬ 
cordingly. we are initiating this rule 
making proceeding to examine the ad¬ 
visability of adopting either of these ap¬ 
proaches. We specifically Invite com¬ 
ments on the amount of capital that 
typical cable systems of different sixes 
may require to meet our present rebuild¬ 
ing deadline and the availability of such 
capital. 

5. Suggestions have also been made 
concerning how we might reaffirm our 
commitment to access cablecasting while 
recognizing the economic realities of 
today's marketplace, for example, by re¬ 
quiring older systems to comply with our 
requirements upon "natural rebuild," or 
by permitting "composite" access chan¬ 
nels. We expect to Issue In the very near 
future an additional rule making notice 
in which we will explore these and other 
approaches. This forthcoming notice will 
also address other Commission require¬ 
ments triggered by the 1977 deadline, 
such as technical and franchise stand¬ 
ards. We urge, therefore, that comments 
which concern these more substantive 
matters be deferred until such time as we 
Issue the additional notice, and that 
views expressed In this proceeding be 
limited to the issue of the necessity of 
postponing or cancelling the March 31. 
1977 deadline for compliance with the 
provisions of f 76.251(a) (l)-(a) (8) of 
the rules. 

6. We reiterate that the proceeding 
which we are Initiating today affects only 
those major market cable systems that 
were In operation prior to March 31. 
1972. Should we, after analyzing the 
comments filed In this proceeding, de¬ 
cide to postpone or cancel the March 31. 
1977 deadline, this action will not alter 
the obligations imposed by I 76.251 upon 
major market systems that commenced 
operations on or after March 31. 1972. 

7. Authority for the rule making pro¬ 
posed herein Is contained in sections 2, 3. 
4 (1), (j). 301, 303, 307, 308, and 403 of 
the Communications Act of 1934, as 
amended. All Interested parties are In¬ 
vited to file written comments on or be¬ 
fore April 7, 1975, and reply comments 
on or before April 17,1975. In reaching a 
decision on this matter, we may take Into 
account any other relevant information 


before us. In addition to the comments 
invited by this Notice. The time by which 
systems must commence rebuilding, If 
they are to be In compliance by March 31, 
1977, to rapidly approaching. According¬ 
ly, we intend to act expeditiously on this 
matter and do not contemplate extending 
the period to file comments or replies. 

8. In accordance with provisions of 
11.419 of the Commission's rules and 
regulations, an original and 14 copies of 
all comments, replies, pleadings, briefs, 
or other documents filed In this proceed¬ 
ing shall be furnished to the Commis¬ 
sion. Responses will be available for 
public inspection during regular business 
hours in the Commission Public Refer¬ 
ence Room at Its Headquarters in Wash¬ 
ington, D.C. 

Adopted: February 19, 1975. 

Released: February 26.1975. 

Federal Communications 
Commission, 

[seal] Vincent J. Mullins, 

Secretary. 

IFR Doc.75-6073 Filed 3-5-75;8:45 am] 

NATIONAL CREDIT UNION 
ADMINISTRATION 
[12 CFR Parts 701,745 J 
PUBLIC UNIT ACCOUNTS 

Funds Invested In Federally Insured Credit 
Unions 

Notice Is hereby given that the Admin¬ 
istrator of the National Credit Union 
Administration, pursuant to the author¬ 
ity conferred by section 120, 73 8tat 635, 
12 UJ3.C. 1766. and section 209, 84 Stat 
1014,12 U.S.C. 1789. is proposing amend¬ 
ments to Part 701 (12 CFR 701) by add¬ 
ing a new f 701.32, and Part 745 (12 CFR 
745) by redesignating certain existing 
sections and adding a new f 745.10 as set 
forth below. 

The purpose of the proposed amend¬ 
ments is to implement the provisions of 
Pub. L. 93-495 which (1) amend the 
Federal Credit Union Act (12 UJ5.C. 1751, 
et seq.) to permit Federal credit unions 
to accept public unit funds, (2) provide 
for Insurance protection of such funds, 
and (3) limit the aggregate amount of 
funds that may be invested or deposited 
In federally-insured credit unions. 

Interested persons are invited to sub¬ 
mit written comments, suggestions, or 
objections regarding the proposed 
amendments to the Administrator, Na¬ 
tional Credit Union Administration, 2025 
M 8trect NW.. Washington. D.C. 20456. 
Comments received prior to April 4.1975. 
will be considered before final action Is 
token on this proposal. Copies of all writ¬ 
ten comments received will be available 
for public Inspection during normal busi¬ 
ness hours at the foregoing address. 

( Bee . 190. 73 8t*t. 635 (19 UJ5.C. 1756) and 
See 909, 84 Stat. 1014 (19 USD. 1789).) 

Herman Nickerson, Jr., 
Administrator. 


February 25. 1975. 

1. Part 701 of the rules and regulations 
relating to organization and operation of 
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Federal credit union* 1* amended by add¬ 
ing a new f 701.32 to read as follows: 

§ 701.32 Payments on •hares by public 
units. 

(a) A Federal credit union may re¬ 
ceive payments on shares from the fol¬ 
lowing member or nonmember units of 
Federal, state or local governments: 

(1) An officer, employee, or agent of 
the United States having official custody 
of public funds and lawfully investing 
such funds in a Federal credit union: 

(2) An officer, employee, or agent of 
any State of the United States or or any 
county, municipality, or political sub¬ 
division thereof having official custody 
of public funds and lawfully Investing 
the same In a Federal credit union; 

(3) An officer, employee, or agent of 
the District of Columbia having official 
custody of public funds and lawfully in¬ 
vesting the same in a Federal credit 
union; or 

<4) An officer, employee, or agent of 
the Commonwealth of Puerto Rico, of 
the Panama Canal Zone, or of any ter¬ 
ritory or possession of the United States, 
or of any county, municipality, or poli¬ 
tical subdivision thereof having official 
custody of public funds and lawfully In¬ 
vesting the same in a Federal credit 
union. 

(b) Withdrawal of shares held in pub¬ 
lic unit accounts may be subject to a 
requirement providing for written no¬ 
tice. not to exceed 30 days, of intention to 
withdraw the whole or any portion of 
such shares. In the event notice is re¬ 
quired, the Federal credit union shall 
communicate such requirement to the 
party having official custody of the funds 
prior to the acceptance of such funds 
by the Federal credit union. 

(c) The maximum amount of each 
account established pursuant to this 
section shall not exceed 5 per centum of 
the total assets of the Federal credit 
union at the time of the share payment 
and no share payments .shall be ac¬ 
cepted in an amount which would cause 
the aggregate amount of all such ac¬ 
counts to exceed 20 per centum of the 
total assets of the Federal credit union. 

(d) The term “public unit*’ mean s the 
United States, any state of the United 
States, the District of Columbia, the 
Commonwealth of Puerto Rico, the 
Panama Canal Zone, any territory or 
possession of the United States, any 
county, any municipality or political sub¬ 
division thereof. 

(e) The term “political subdivision** 
Includes any subdivision or principal de¬ 
partment of a public unit, (1) the crea¬ 
tion of which subdivision or department 
has been expressly authorised by state 
statute, (2) to which some functions of 
government have been delegated by 
state statute, and (3) to which funds 
have been allocated by statute or ordi¬ 
nance for its exclusive use and control. 
It also Includes drainage, irrigation, 
navigation, improvement, levee, sanitary, 
school or power districts, and bridge or 
port authorities and other special dis¬ 
tricts created by state statute or com¬ 
pacts between the states. Excluded from 


the term are subordinate or nonnutono- 
moiis divisions, agencies, or boards with¬ 
in principal departments. 

2. Part 746 of the rules and regula¬ 
tions relating to clarification and defini¬ 
tion of account Insurance coverage is 
amended as follows: 

§8 745.10, 743.11 and 745.12 (Redes¬ 
ignated] 

1. Sections 745.10, 745.11, and 745.12 
are redesignated as 11 745.11. 745.12, 
and 745.13 respectively. 

2. Section 745.10 is added to read as 
follows: 

§ 745.10 Public Unit Account*. 

(а) Public funds invested in Federal 
credit unions and federally-insured state 
credit unions authorized to accept such 
investments shall be insured as follows: 

(1) Each official custodian of funds 
of the United 8tales lawfully investing 
tite same in a federally-Insured credit 
union shall be separately Insured up to 
$ 100 , 000 . 

(2) Each official custodian of funds 
of any state of the United States or any 
county, municipality, or political sub¬ 
division thereof lawfully investing the 
same in a federally-insured credit union 
in the same state shall be separately In¬ 
sured up to $100,000. 

(3) Each official custodian of funds 
of the District of Columbia lawfully in¬ 
vesting the same in a federally-insured 
credit union in the District of Columbia 
shall be separately insured up to 
$ 100 , 000 . 

(4) Each official custodian of funds of 
the Commonwealth of Puerto Rico, the 
Panama Canal Zone, or any territory or 
possession of the United States, or any 
county, municipality, or political subdi¬ 
vision thereof lawfully investing the 
same in a federally-insured credit union 
in Puerto Rico, the Panama Canal Zone, 
or any such territory or possession, re¬ 
spectively, shall be separately insured up 
to $160,000. 

(5) Each official custodian referred to 
in paragraphs (a)(2), (3), and (4) of 
this section lawfully investing such funds 
in a federally-insured credit union out¬ 
side their respective Jurisdictions shall 
bo separately insured up to $40,000. 

(б) For purposes of this section, if the 
same person is an official custodian of 
more than one public unit, he shall be 
separately insured with respect to the 
public funds held by him for each such 
unit, but he shall not be separately in¬ 
sured with respect to all public funds of 
the same public unit by virtue of holding 
different offices in such unit or by holding 
such funds for different purposes. 

<b) With respect to public funds in¬ 
vested In federally-insured state credit 
unions, tiie maximum amount of each 
account shall not exceed 5 per centum 
of the total assets of the credit union at 
the time of the investment and no in¬ 
vestment shall be accepted In an amount 
which would cause the aggregate amount 
of all such accounts to exceed 20 per 
centum of the total assets of the credit 
union. 


the terms “public unit*’ mad 
subdivision*' have the same 
that stated in paragraphs 70 U 2 m^ 1 
(e). respectively. U2f(Ih 

f Fit Doc.75-5697 Filed 3~3-75*: tfttt j 

SECURITIES AND EXCHANGE 

COMMISSION 

[ 17 CFR Part 250 J 

(ltd cam No. 35-18811; File No 8?4|}j 

INSURANCE COMPANIES AND 
INVESTMENT BANKERS 

Distinction Clarification 

The Securities and Exchange 
slon is considering a proposal to u 
Rule 70 (17 CFR 250.70) under the f., 
lie Utility Holding Company Act oMsS 
(“Act'’). This amendment would k 
subdivision (ih) to Rule 70(c)(4). ] 
70(c) contains definitions of cer 
terms as used in section 17(c) of the/ 
The proposed amendment would i 
from the definition of an 
banker** an Insurance company 
wholly owned subsidiary company t 
of which acts in certain limited i 
tions as principal underwriter or l 
and is proposed pursuant to sectfoi 
(c) and 20(a) of the AcL 

It is also proposed to delete the i 
“the Reconstruction Finance Cor 
tlon. or*' from l 250 70(c) (3). Aside f 
the obsolescence of that exception, U ti 
plies that section 17(c) of the Act 
to an officer or representative of and 
governmental agency. 

Section 17(c) does not prohibit a din 
tor or officer of an insurance com; 
from being a director or officer \ 
registered holding company or i 
thereof. It does apply to a director oro 
fleer of an investment banker. Profck 
of interpretation have arisen fro® I 
development and sale by insurance ca 
parties of various forma of rarlaNeJ 
or annuity policies, and fro© a f ^ 
practice of ownership by an la 
company of a subsidiary registered j 
broker for the purpose of effecting ? 
folio transactions for its parent and 
soclates. The broad definition of ton 
ment banker contained in Rule 70 (eH* 
could be construed to transform i 
suranee company into an hives 
banker for purposes of section 
Such a construction would seem tobewj 
consistent with the purpose of to** J 
tlon. The securities activities loir 
here arc related to the insurance c 
and do not change the essential 
acter of an insurance company, 
would the amendment permit an I 
ance company to engage in the 1 
Investment banking activities J 
which section 17(c) was directed. 

Commission action . Pursuant w ■ 
thorfty in section 20(a) of the 
Utility Holding Company Acton*^ 
Securities and Exchange 
proposes to amend 9 250.70 to < 
of Title 17 of the Code of Federal 
ul&Uons as follows: 
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IAiwimWI 

1 , Mgn?h (c) (3) I* amended by de- 
LaS^rds “the Reconstruction FI- 
^Corporation or,**• 

« Pira*r»Ph <«> (4) 16 amended 10 Rdd 

■ i(Ul). 


! mmtmcnt banker* 4 means a per- 
icmed to business as an under- 
dealer, as these terms are de- 
d !n ike Securities Act of 1933 (48 
71 et «q.; 15 UBC. 77a-77s) or 
Ijjdoo a majority of whose stock 
tag the unrestricted right to vote for 
i election of directors Is owned by an 

_ t banker. It does not Include: 

,t, x bank trust company, banking 
UJon, or bonking firm which is pro- 
<L by statute or by rule or regula¬ 
te thereunder from underwriting or 
>l*rikk4tto& In the marketing of securi¬ 
ty i public utility or holding com- 


i pay, or 

Ii A person whose activities as a 
fekr are limited to dealing In evidences 


of Indebtedness secured by mortgage, 
deed of trust, or other lien upon real es¬ 
tate as such, as distinguished from usual 
corporate mortagage bonds and other 
types of corporate securities, or 

(ill) An Insurance company or a wholly 
owned subsidiary company thereof which 
acts In either or both of the following 
capacities: (A) As principal underwriter 
of variable life policies or of variable an¬ 
nuities issued by a separate account 
which Is a registered Investment com¬ 
pany, or of securities Issued by a regis¬ 
tered management Investment company 
for which such Insurance company or a 
wholly owned subsidiary company there¬ 
of Is the Investment adviser; or (B) as 
a broker solely for the purpose of effect¬ 
ing portfolio transactions for such insur¬ 
ance company, a subsidiary company all 
of whose common 6took It owns, such 
separate account and such Investment 
company, or any of the foregoing: Pro¬ 
vided, that none of such companies Is 
an affiliate of a registered holding com¬ 
pany or any subsidiary company thereof. 

As used in paragraph (c)(4) (111) of 
this section, “broker" "insurance com¬ 
pany," "Investment adviser," "principal 


underwriter." and "separate account" 
shall have the meaning as defined In the 
Investment Company Act of 1940 (54 
Stat. 789 et seq.; 15 U.8.G. 80a), as 
amended; "registered Investment com¬ 
pany" means a company registered as an 
Investment company pursuant to section 
8(a) of the Investment Company Act of 
1940, as amended; and "wholly owned 
subsidiary company" means a company 
all of whose outstanding securities arc 
owned by such Insurance company. 

All interested persons are Invited to 
submit their views and comments on the 
proposal in writing to George A. Fitz¬ 
simmons. Secretary, Securities and Ex¬ 
change Commission, Washington. D.C. 
20549, on or before April 7,1975. All such 
communications should be filed In tripli¬ 
cate and should refer to File No. 87-553. 
and will be available for public Inspec¬ 
tion. 

By the Commission. 

[sealI George A. Fitzsimmons, 
Secretary. 

February 13. 1975. 

[FR Doc.75-5089 Filed 3-3-75;8:45 am] 
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This section of ths FEDERAL REGISTER contain* documents other than rules or proposed rules that ere applicable to the pufcUcNa""* 

of hearings and Investigations, committee meetings, agency decisions and rulings, delegations of authority, filing of petition* »ryj 
and agency statements of organization and functions are examples of documents appeering la this section. 


DEPARTMENT OF THE TREASURY 
Bureau of Alcohol. Tobacco and Firearms 
FIREARMS 
Granting of Relief 

Notice Is hereby given that pursuant 
to 18 U.S.C., section 925(c). the following 
named persons have been granted relief 
from disabilities imposed by Federal laws 
with respect to the acquisition, transfer, 
receipt, shipment, or jxKsession of fire¬ 
arms incurred by reason of their convic¬ 
tions of crimes punishable by imprison¬ 
ment for a term exceeding one year. 

It has been established to my satisfac¬ 
tion that the circumstances regarding 
the convictions and each applicant** rec¬ 
ord and reputation are such that the ap¬ 
plicants will not be likely to act In a 
manner dangerous to public safety, and 
that the granting of the relief will not 
be contrary to the public Interest. 

Bassett, David French. 1387 Gambrell. Apt. 
F-102, Pontiac, Michigan, convicted on 
September 10, 1968. In the Gratiot County 
Circuit Court. Ithaca, Michigan. 

Blllott, Hose O., 18119 60th W.. Lynnwood, 
Washington, convicted on August 24. 1967. 
In the Municipal Court, Modesto Judicial 
District Court. Stanislaus. California. 
Christensen. Terry Lee. 607 Monroe Avenue, 
Woodbine. New Jersey, oonvlcted on Sep¬ 
tember 1, 1967, In the United State* Dis¬ 
trict Court for the District of New Jersey. 
Colbert. Steve. Westside Mobile Home Park. 
HR #2. ShelbyvUle. Illinois, convicted on 
November 13. 1968. in the Circuit Court, 
Shelby County, ShelbyvUle. Illinois. 
FarweU. Jerry D.. 2929 Lynn Street. Belling¬ 
ham. Washington, convicted on February 
25. 1972. in the Superior Court of the 
State of Washington for Whatcom County. 
Green. Freddie J„ 421 Garden Avenue. Stock- 
ton. California, convicted on March 6, 1967, 
in the Superior Court of the State of Cali¬ 
fornia, in and for the County of San 
Joaquin. 

Orovee. John L„ Route 2, Box 302B, Prosser, 
Washington, convicted on January 3. 1964, 
in the Superior Court of the State of Wash¬ 
ington. In and for Benton County. 
Bart. Donald B. 1047 Cloverdale Drive, 
Paducah, Kentucky, convicted on April 26. 

1973. In the McCracken Circuit Court, 
Paducah, Kentucky. 

Boupt. Eddie D., 7301 Japonic*. Houston. 
Texas, convicted on February 27, 1968. In 
the District Court, Matagorda County. 
Texan. 

Kclbe. Andrew B, 2066 East Hawthorne, 8t. 
Paul. Minnesota, convicted on April 26. 

1974. In the District Court, Secoud Judicial 
District. Ramsey. Minnesota. 

Mills, Archie R., 050 Park Avenue, Florence, 
South Carolina, convicted on or about 
October 23, 1961, In the Court of Oeneral 
Sessions. Florence County, 8outh Carolina. 
Pence. Donald Ervon, 108 Wlthey. 8.W„ 
Orand Rapids, Michigan, convicted on Sep¬ 
tember 13.1971, in the Kent County Circuit 
Court. Michigan. 


Phillip*. George H.. Jr.. 331 Bryan*tone Road, 
Reuters town. Maryland, convicted on Sep¬ 
tember 6. 1955, In the Corporation Court. 
Norfolk. Virginia; and on September 29. 
1955. In the Circuit Court of Mathews 
County. Virginia. 

Roftooe, George Arthur. 5024 Lakewood ApU 
20. Detroit. Michigan, convicted on Janu¬ 
ary 18. 1968. In the Common Pleas Court, 
Lucas County, Ohio 

SheofTor. Robert W„ 302 N. Bedford 8tre*t. 
Carlisle, Pennsylvania, convicted on Janu¬ 
ary 9. 1961. In the Cumberland County 
Criminal Court, Pennsylvania. 

8wenson. David Roy. 301 Crest Avenue. Ex ton. 
Pennsylvania, convicted on May 8, 1965. In 
the Court of Common Pleas. Criminal Divi¬ 
sion. Chester County. Pennsylvania; and 
on June 8, 1965, Court af Common Pleas, 
Criminal Division. Delaware County. Penn¬ 
sylvania. 

Van Eondt, Bruce A.. East 551 Euclid. 
Spokane. Washington, convicted on De¬ 
cember 18.1970. In the Walla Walla County 
Superior Court, Washington. 

Wheatley, Willard C„ Route I. Box 155. 
Chapm&nvllle. West Virginia, convicted on 
May 6. 1971. In the United States District 
Court. Southern District of West Virginia. 
Whlpp. James Lynn, Route 2. Ida. Wisconsin, 
convicted on February 24. 1969. In the 
United 8tatc* District Court, Phoenix, 
ArIrons; and on July 2.1971, In the County 
Court of Sauk County, Bamboo. Wisconsin. 

Signed at Washington. DC. this 18th 
day of February. 1975. 

Rex D. Davis. 

Director, Bureau of Alcohol, 
Tobacco and Firearms. 
fFR Doc. 75-5616 Filed 3-3-75;8:45 am] 

DEPARTMENT OF DEFENSE 

Department of the Navy 

NAVAL RESEARCH ADVISORY 
COMMITTEE 

Notice of Meeting 

Pursuant to the provisions of the Fed¬ 
eral Advisory Committee Act (5 US.C, 
App. 1), notice is given that the Naval 
Research Advisory Committee will hold 
a closed meeting on April 17 and 18. 
1975, at the Naval Undersea Center, San 
Diego, California. The agenda will con¬ 
sist of matters which are classified in 
the Interest of national security. Includ¬ 
ing various matters pertaining to the 
Committee's general mission to advise on 
whether research and development ef¬ 
forts being conducted by the Depart¬ 
ment of the Navy are adequate in rela¬ 
tion to the problems to be solved. The 
Secretary of the Navy for that reason has 
determined in writing that meetings of 
the Naval Research Advisory Committee 
should be closed to the public because 
they are concerned with matters listed 


in section 552(b) of UUe 5, UnlfcdSh* 
Code. * 

Dated: February 24, 1975 . 

William O. Main 
Rear Admiral . JAGC, U.S. A’oty 
Acting Judge Advocate Genera 

(FR Doc.75-5572 Fllvd 3 3-7S;l:4| ta| 

Office of the Secretary 
DEFENSE SCIENCE TASK F0«C£ 
Advisory Committee Meeting 

A Defense Science Board Tmk 1 
on "Net Technical Assessment” will a 
In closed session on April 1-3. 1975 i 
the Defense Advanced Research 1 
Agency. 1400 Wilson Boulevard, i 
ton, Virginia 22209. 

The mission of this Taa* Force 1 
advise the Secretary of Defense and I 
Director of Defense Research and \ 
gin coring on US/USSR overall i 
and engineering technology 
and to provide guidance for US. 1 
nology exploitation in these area*lot 
Department of Defense. 

The Task Force will examine In d 
the important problem of det4 
areas of technological exploitation i 
long range technological trend* 
will measurably help the Government r 
gar ding technology transfer iasws 
they relate to the Soviet Union and t 
rest of the World. 

In accordance with Pub. L. 
section 10, paragraph (d) it has been d 
termined that the Task Force 1 
concern matters listed In section 5521 
of Title 5 of the United States i 
particularly subparagraph (1> 
and that the public interest requires f 
meetings to be closed Insofar as the r 
quirements of subsections <a)(l> 
fa) (3) of section 10. Pub. I* 3 ait| 
concerned. 

Matoici W. Rood 
Director , Correspondence 
Directives , OASD < Comptrol¬ 
ler ). 

February 27, 1975. 

(FR Doc.75-5657 Filed 3-3-75:8:45 •■) 

DEFENSE SCIENCE BOARD TASK 
FOftCE ON ACCURACY 

Advisory Commute* Meet” 1 * 

The Defense Science BourdTwlt^ 
on Accuracy will meet ^ ‘l 

on March 19 and 20 at 
Space Park, Redondo Beach. C*«i 
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mission of the Defense Science 
.“5v) advise the Secretary of De- 
tfidtoe Director of Defense Re- 
SSh tol Engineering on overall re- 
engineering and to provide 
£7 nogc guidance In these areas to 
iw jvpartment of Defense. 

Tislc Force will undertake a re- 
JTo( the accuracy of UJ3. and Soviet 
Jie offensive system* to determine 
r^Mence hat can be placed to our 
“ t estimates of accuracy and It will 
y^mend an H4D program which can 
fed to improved accuracy. 

In accordance with Pub. L. 02-463. sec- 
egTjj paragraph (d), It has been deter- 
Baaed that Defense Science Board mcet- 
to» concern matter* listed in section 
W\» of Title 5 of the United States 
Qqfe particularly ikiragraph (1) thereof, 
ind ttot the public interest requires such 
***** to be dosed insofar as the re- 
rtnai&AB of section* (a)(1) and (a) 
0) d section 10. Pub. L. 92-463 are 
concerned. 

Dated: March 3, 1975. 

Maurice W. Roche. 
Director, Correspondence and 
Directives , OASD ( Comp - 

(roller). 

|TO Doe.76-6870 Piled 3-3-75:10:10 wn| 


DEPARTMENT OF THE INTERIOR 

Bureau of Indian Affairs 

CHIPPEWA TRIBAL RESERVATION. 

MINNESOTA 

Ordinance Legalizing the Introduction. 
Sale, or Possession of Intoxicants 

February 25,1975. 

Is accordance with authority dele- 
Pled by the Secretary of the Interior 
to the Commissioner of Indian Affairs 
*T 230 DM 2. and in accordance with 
the Act of August 15. 1953. Pub. L. 277. 
WnlCongress, 1st Session (67 Stat. 586). 
1 certify that the following ordinance 
c&ung to the application of the Federal 
todkn Liquor Laws on the Chippewa 
hibal Reservation. Minnesota, was 
•dotted on April 12, 1974. by the Chlp- 
Pm Tribal Executive Committee, which 
Jurisdiction over the area of Indian 
included in the ordinance, read- 
torufoBows: 


Wber rn. Public Law 277. 83rd Congrcai 
AuRu«t 15. 1053. And codified a 
IH il of TlU* 18 . United stale* Code, pro 
S^tlcHis 1154. 1156. 3113. 346 
£2 v®. 01 18 °f the United State 

*** *Pply within any area that 1 
Country, uoz to any act or tram 
jr 011 ® ^ Of Indian Countr 
*** or transaction is In con 
EJ* *** vlth the laws of the Bute l 
151 ** tranaactlon occurs an 
JnS??******* «2uly adopted by the Trth 
“l- over 8V, ch area of Ir 

t* iSl alnr ‘ CwtUW b 7 the Secretary c 
htara Jr k ^ pub,l4hed the Fedxiu 

*** <*<**• of the Mlnneaot 
tL™* 1 E*®cuttve Committee I 
the tnaS? JJhlinanoo regulating liquor J 
or !* Co ^^7 within the Jurudlctlc 
^iPP^wa Tribe: Nw 


Resolved. That the MlnneeoW Chippewa 
Tribal KxecuUre Oommittee wUl lnmu> per¬ 
mits for on and off aaie of In toxica ting bev- 
erogea and beer within the Indian Country 
under the Jurisdiction of the Minnesota 
Chippewa Tribe under the following condi¬ 
tions: 

1. AH applications for a permit must be 
submitted to the Minnesota Chippewa Tribal 
Executive Committee, in writing, setting 
forth die name, address, age and Tribal 
affiliation of the applicant (If any) as well 
as the legal description of the land where 
said sale of intoxicating beverages or beer U 
to take place. Said application form shall 
be supplied by the Tribal Executive Commit¬ 
tee and all permits shall be for one (1) year's 
duration. 

2. The Tribal requirements for a permit 
shall conform with the lawn of the State of 
Minnesota as they relate to the obtaining 
of liquor licenses elsewhere In the State of 
Minnesota. 

3. The following foe nhaU be paid to the 
Minnesota Chippewa Tribe: 

(a) Off sale beer, 860 quarterly. 

(b) Off and on sale beer, $100 quarterly. 

(c) Intoxicating beverages, off sale. $500 
semi-annually. 

(d) Intoxicating beverage*, off and on 
sale. $750 semi-annually. 

Be it further resolved . That all holders of 
Minnesota Chippewa Tribe intoxicating bev¬ 
erage or beer permits must conform their 
operations to those laws of the State of 
Minnesota relating to the sale or possession 
of Intoxicating beverages or beer as indicated 
in Minnesota Statutes Annotated: be it 
further 

Resolved, That the Minnesota Chippewa 
Tribal Executive Committee shall, in Ha dis¬ 
cretion. determine how many liquor permits 
it shall Usuo or have outstanding in any one 
year, and It shall be the sole Judge of the 
qualifications of any applicant for a permit: 
be it further 

Resolved, That the Minnesota Chippewa 
Tribal Executive Committee may suspend or 
revoke the permit Issued under this Ordi¬ 
nance for any violation of the provisions of 
this ordinance. 

The Tribal Executive Committee shall give 
tho permit holder written notice of any pro¬ 
posed suspension of revocation of any permit 
It has issued, by sending a notice, by mail, 
to the permit holder at the address of the 
permit holder as Shown on the application 
for a permit. Said notice shall specify the 
grounds for said proposed suspension or rev¬ 
ocation of said permit. A permit holder who 
receives nottce of a proposed suspension or 
revocation may request a bearing by the 
Tribal Executive Oommittee by sending a 
written request to the Tribal Executive 
Director at the Tribal Offices within seven 
(7) days of receipt of the Tribal Executive 
Committee's notice of proposed suspension 
or revocation of said permit. The Tribal 
Executive Committee shall set a date for 
said hearing, which shall be held within 
thirty (30) days of receipt of the permit 
holder's request for a hearing. 

The Tribal Executive Committee may af¬ 
firm its decision to suspend or revoke said 
permit after said hearing and Us decision 
shall be final: be it further 

Resolved. That tha Tribal Executive Com¬ 
mittee may reject any application for a per¬ 
mit under this Ordinance, or for a renewal 
of a permit for any violation of this Ordi¬ 
nance resulting In a suspension or revocation 
of said permit: be It further 

Resolved, That the Ordinance passed, ap¬ 
proved and published in the PaoessL Rkotstsji 
on November 25. 1953. (18 FR 7519) and the 
Ordinance presented, approved and enacted 
on March 19. 1955. and all other Tribal laws, 
resolutions or Ordinances heretofore enacted 


which prohibit, regulate or otherwise oontrol 
the sale, introduction or poseeaalon of In¬ 
toxicating beverage* be and are hereby 
repealed. 

Morris Thompson. 

Commissioner of Indian Affairs . 

|Fit Doc.75-6601 Filed 3-8-75:8:46 amj 


Bureau of Land Management 

[KM 24806. 24819 and 24822] 

NEW MEXICO 
Applications 

February 24. 1975. 

Notice la hereby given that, pursuant 
to section 28 of the Mineral Leasing Act 
of 1920 (30 UJB.C. 185). as amended by 
the Act of November 16. 1973 (87 Stat. 
576). El Paso Natural Oas Company has 
applied for one 6^a inch and three 4 Vi 
inch natural gas pipelines rights-of-way 
across the following lands: 

NSW Mexico Peincipal Meridian. Nxw Mexico 
T. 91 5.. R 26 K.. 

Bee. 9. SWViBBf*. 

T. 25 S.. R. 29 B.. 

Sec, 14. SK^8W!4. SWViSE%: 

Bee. 22. BViNE%. NEftSWV*. NW^SEViJ 

Sec 23. N%NW& and SWftNW‘4. 

T. 25 8., R 34 E.. 

Sec. 23. W«4SE«4: 

See 26. WV^BH: 

See. 35. W^E^. 

T. 28 8 . R 34 E.. 

Bee. 11. NW^NEVL 

These pipelines will convey natural gas 
across 4.180 miles of national resource 
lands In Eddy and Lea Counties, New 
Mexico. 

The purpose of this notice Is to inform 
the public that the Bureau will be pro¬ 
ceeding with consideration of whether 
the applications should be approved, and 
If so, under what terms and conditions. 

Interested persons desiring to express 
their views should promptly send their 
name and address to the District Man¬ 
ager. Bureau of Land Management. PO 
Box 1397. 1717 West Second Street. Ros¬ 
well. NM 88201. 

Raul E. Martinez. 

Acting Chief, Branch of 
Lands and Minerals Operations . 

|FR Doc.75-8695 Fllad 3-3-75.8:45 am| 


(NM 24821 and 248411 
NEW MEXICO 
Applications 

February 25, 1975. 

Notice is hereby given that, pursuant 
to section 28 of the Mineral Leasing Act 
of 1920 i30 UAC. 185). as amended by 
the Act of November 16. 1973 (87 Stat. 
576). Northwest Pipeline Corporation 
has applied for two 4% Inch natural gas 
pipelines rights-of-way acroc* the fol¬ 
lowing lands: 

Nxw Mkxico Principal Mm id lab ,Kxw Mexico 

T. 29 N. R. 5 W . 

Sec 26. NW%8W%. 

T. 30 N., R 14 W.. 

Soc. 81. Loti. 

These pipelines will convey natural gas 
across .091 miles of national resource 
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lands in 8an Juan and Rio Arriba Coun¬ 
ties, New Mexico. 

The purpose of this notice is to Inform 
the public that the Bureau will be pro¬ 
ceeding with consideration of whether 
the applications should be approved, and 
If so, under what terms and conditions. 

Interested persons desiring to express 
their views should promptly send their 
name and address to the District Man¬ 
ager, Bureau of Land Management, 3550 
Pan American Freeway, NE, Albuquer¬ 
que, NM 87107. 

Raul E. Martinez, 

Acting Chief, Branch of 
Lands and Minerals Operations. 

IPS Doc.75-6894 Piled 3-3-75; 8:45 am] 


(NM 24516 and 24517] 

NEW MEXICO 
Applications 

February 25, 1975. 

Notice Is hereby given that, pursuant 
to section 28 of the Mineral Leasing Act 
of 1920 (30 U.8.C. 185), as amended by 
the Act of November 16, 1973 <87 8tat. 
576), Southern Union Gas Company has 
applied for two 4 Inch natural gas pipe¬ 
lines rights-of-way across the following 
lands: 

New Mexico Principal Meridian, 

New Mexico 

T. 26 N.RIW, 

Sec. 5. Lot® 1.2, 8W*NE*; 

Sec. 3, NVb8W j 4. 

T. 27 N., R 6 W„ 

Sec. 83. W*8W*. 

These pipelines will convey natural gas 
across .531 miles of national resource 
land In Rio Arriba County, New Mexico. 

The purpose of this notice Is to Inform 
the public that the Bureau will be pro¬ 
ceeding with consideration of whether 
the applications should be approved, and 
If so. under what terms and conditions. 

Interested persons desiring to express 
their views should promptly send their 
name and address to the District Man¬ 
ager. Bureau of Land Management, 3550 
Pan American Freeway. NE, Albuquer¬ 
que, NM 87107. 

Raul E. Martinez, 

Acting Chief, Branch of 
Lands and Minerals Operations. 

[PR Doc.75-5713 Filed 3-3-75:8:45 am) 


[Wyoming 47907) 

WYOMING 

Application 

February 25, 1975. 

Notice is hereby given that, pursuant 
to section 28 of the Mineral Leasing Act 
of 1920, as amended (30 U 8.C. 185), 
Western Nuclear, Inc., has applied for 
a natural gas pipeline right-of-way 
across the following lands: 

Sixth Principal Meridian, Wyoming 

T. 28 N.. R. 92 W . 

8ec.21,NE*8E*4 andSViSE*: 

Sec. 28, NW*8E*. 


The pipeline will provide natural gas to 
the applicant's 8heep Mountain n Mine 
In Fremont County. Wyoming. 

The purpose of this notice is to Inform 
the public that the Bureau will be pro¬ 
ceeding with consideration of whether 
the application should be approved and, 
if so, under what terms and conditions. 

Interested persons desiring to express 
their views should send their name and 
address to the District Manager, Bureau 
of Land Management, P.O. Box 670, 
Rawlins, WY 82301. 

Philip C. Hamilton, 

Chief, Branch of 
Lands and Minerals Operations. 

|FR Doc.75-5714 Plied 3-3-75;8:45 am) 


Geological Survey 
CALIFORNIA 

Known Geothermal Resources Area 

Pursuant to the authority vested in the 
Secretary of the Interior by sec. 21(a) of 
the Geothermal Steam Act of 1970 (84 
8tat. 1566, 1572; 30 UJB.C. 1020), and 
delegations of authority in 220 Depart¬ 
mental Manual 4.1 H, Geological Survey 
Manual 220.2.3, and Conservation Divi¬ 
sion Supplement (Geological Survey 
Manual) 220.2.1 G, the following de¬ 
scribed lands are hereby defined as an 
addition to the Lake City-Surprise Valley 
known geothermal resources area, effec¬ 
tive February 1, 1974: 

(5) California 

LAKE CTTT—SURPRISE VALLTT KNOWN GEO¬ 
THERMAL RESOURCES AREA MT. DIABLO MERI¬ 
DIAN, CALIFORNIA 

T. 44 N., R. 16 E.. 

Bee. 1. Rll: 

8*c. 2. lots 1 through 5. 8E*NE*. E* 
BE*; 

Sec. II. lots 1 through 4; 

Sec*. 12. 13: 

8*c. 14. lots 1 through 4: 

Bee. 23, lots 1 through 4; 

Sec* 24, 25. 36. 

T. 45 N.. R. 16 E., 

Sec. 26. lots 1 through 4, E*NE*. NW* 
NE*, SB*; 

Sec. 35. lot 1; 

Sec. 36. lots 1 through 3. E*. B*8W*. 
6W*SW*. 

T. 41 N., R. 17 E„ 

Seca. 3, 4; 

Bees. 5. 6. 7. 0. all protracted lands as per 
Calif. Protraction Diagram 166; 

Secs. 9.10. 16; 

8ccs. 16, 21. all protracted lands as per 
Calif. Protraction Diagram 166; 

Secs. 22, 27. 

Sec. 26. all protracted lands as per Calif. 
Protraction Diagram 166. 

T. 42 N.. R. 17 E., 

Secs. 4, 6. 6; 

8ec. 7. lot® 1 through 5, Eft, E*NW*; 
Secs. 8. 9. 16.17; 

Sec. 18, lots 1 through 3, E*; 

Sec. 19. loU 1 through 3. NB*NE*; 

Secs 20. 21; 

Sec. 33. lots 1 through 4; 

Sec. 34. lots 1 through 8. 

T. 43 N.. R. 17 E., 

Secs. 4. 5. 8.8. 17,19. 20; 

8ec. 28. W*. E*SE*. SW*8E*; 

Secs. 29.30. 31,32. 33. 

T.44N..R. 17 E . 

Secs 6, 7,18.19. 30. 31. 32, 33. 


T. 45 N.. R. 17 E„ 
Sec. 29. Wft; 
Secs. 30,31, 32. 


The area described aesrregate* S}*, 
acres, more or less. * 


Dated: December 20. 1974 . 

Hillary A. Odxb 
Acting Conservation Manager, 
Western Region, 
I PR Doc.75-5605 Piled 3-3-75:8:40 ugj 


IDAHO 

Known Geothermal Resources Area 

Pursuant to the authority vested In the 
Secretary of the Interior by sec. 21(a) of 
the Geothermal 8team Act of 1970 <S4 
8tat. 1566, 1572: 30 U.S.C. 1020), tod 
delegations of authority in 220 Depart¬ 
mental Manual 4.1 H, Geological Survey 
Manual 2202.3, and Conservation Di¬ 
vision Supplement (Geological Surrey 
Manual) 220.2.1 G, the following de¬ 
scribed lands are hereby defined aa the 
Bruncau Known Geothermal Resources 
Area, effective February 1, 1974: 

(12) Idaho 

RRUNEAU KNOWN CODOTBERMAI. lXSOtlCt* UU 
BOISE MERIDIAN. IDAHO 

T Sec®. * 14 ? 15, 21. 22. 23, 26. 27. 28. 

The area described aggregates 5.124 

acres, more or less. 

Dated: February 10.1975. 

Hillary A. Odw, 
Acting Conservation Manager , 
Western Region. 

|PR Doc.75-5604 Filed 3-3-75.8:43 ®n| 


NEW MEXICO AND UTAH 
Known Geothermal Resources Areas 
Pursuant to the authority vested to toe 
Secretary of the Interior by sec. lift) 
the Geothermal Steam Act of 1970 
Stat. 1586, 1572, 30 UJ8.C. 1020), and 
delegations of authority In 220 Depart¬ 
mental Manual 4.1 H. Geological Survey 
Manual 220.2.3, and Conservation vi¬ 
sion Supplement (Geological Survey 
Manual) 220.2.1 G, the follovin* de¬ 
scribed lands are hereby defined^ 
known geothermal resources areas. eff«* 
tive February 1, 1974: 

(31) New Mexico 

KILBOURNR HOLE KNOWN CTOTH **** 1 
RESOURCES ARIA 

NEW MEXICO nUNCITAL 


1 S-, R. 1 W.. .. .. <w) top 

c« 4 to 7. tactual**. 9. 10. ~ 

elusive, 37 to 31, tncluM**. 

Inclusive. 

) S„ R. 1 W„ it 12 17 to 31. 

c*. 1. S to 9. tachulvc, n. **j * 
larluxlvo, and 3$ to 31. lnotu*lT«, 

he area described apgresaU* »* 
77 acres, more or less. 
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(44) 

a*.jo«r» know* axomattAj. 

g£6Ot T KC*» AOKA 
f nT LAKJS MERIDIilf 


’mUMi«. 14. U. M. as. ae. «. *3. 

U.4JK14S. 

a 

5*14,5.3. and 9. 

lViV M. 23, 24. 26. and 27. 


A* ait* described aggregates 16.- 
$$$ acres, more or less. 


gited: February 12. 1975. 


William H. Feldmiller. 
Acting Conservation Manager 
Central Region . 


{F8DOC.75-5603 FUed 3~3-75;8:45 am] 


OKLAHOMATEXAS 

Dtfimbon of Known Geologic Structure of 
Producing Oil and Gas Field 

Pnaanl to 43 CFR 3100.7 and delega¬ 
tes of authority in 220 Departmental 
Kina] 410. Geological 8urvey Manual 
8U3B(2). and Conservation Division 
fcpkraeiit (Geological Survey Manual) 
miP'D, notice la hereby given that 
6eknown geologic structure of a produc- 
fcltf ud gas field has been defined as 
Wfcwr. 


tine oj Field, Etfectfue Date, Acreage 

IN)(43) Oklahoma-Texas 

IUbTc-Saurh«Mt Feldman Field. May 0. 

un, 45 038 icros. 

Kip and diagram showing the boundary 
K tfc* defined structure has been Wed 
the appropriate land office of the 
ostaa of Land Management. Copy of 
fee diagram and the land description 
my be obtained from the Regional Con- 
Manager. U.8. Geological 
Building 25. Federal Center. 
DttVfT, Colorado 80225. 

°u«i: January 3, 1975. 

Oeorge H. Horn. 
Conservation Manager, 
Central Region, 

\H Doc75-5506 FUed 3-3-75,8:45 ami 


National Park Service 

|5 uS 5 £c B !£. R , wnes national 
UKKHORE ADVISORY COMMISSlOf 

Notice of Meeting 

*4°iSiL ,18r f by * lven ,n acc °rdar 
S , AdvUor r Committee t 

Dos, X25* of «* Sleeping Be 
Lakeshore Advise 
ot 1 p * m ‘ (c d -‘ 

Sfcwd Kt^iri_ Prontonac Room, 1 
^““kfort. Michigan, 
fjj l on was established 

ttc Secn>t.ri? °. 1 !', eCt nnd consult wl 
etl 1116 latcrtor on ge 

to Stsldmi^f? 'bpdfle matters relat 
<tf U* g£S <traUon and developme 
Bcar Dunes Natlor 

thta® 01 ol the Commission s 


Mr. John B. Daugherty. Chairman 

Mr. Noble D. Trart* Vico Chairman 

Mr. William B Bolton 

Mr. Samuel Eberly 

Mr. Carl T. Johnson 

Mr. John A. Stahlin 

Mr. John D. Stans 

Mr. Louie F. Twardalk 

Mr* Charles R Williams 

Mr. Charles H. Yea tee 

The matters to be discussed at this 
meeting include: 

1. Status of land acquisition program. 

2. Identification of new Commission 
members. 

3. Superintendent’s report. 

4. Proposed transfer of State of Michi¬ 
gan lands to National Park Service. 

5. Advisory Commission Committee 
reports. 

6. Proposed 1975 seasonal operation. 

The meeting will be open to the pub¬ 
lic. It Is expected 40 members of the pub¬ 
lic will be able to attend the session. Any 
member of the public may file with the 
Commission a written statement con¬ 
cerning the matters to be discussed. 

Persons wishing further information 
concerning this meeting, or who wLsh to 
submit written statements, may contact 
J. A. Martinek. Superintendent. Sleeping 
Bear Dunes National Lakeshorc, Frank¬ 
fort, Michigan at 616-352-9611. Minutes 
of the meeting will be available for pub¬ 
lic inspection four weeks after the meet¬ 
ing at the office of the Superintendent. 
Sleeping Bear Dunes National Lake- 
shore. 400*4 Main Street. Frankfort. 
Michigan 49635. 

Dated: February 19.1975. 

Merrill D. Beal. 

Regional Director, 
National Park Service, 
(PR Doc.75-5607 Filed 3-3-75;8:45 am] 


Office of the Secretary 
NATIONAL PETROLEUM COUNCIL 
Notice of Meeting 

Pursuant to the provisions of the Fed¬ 
eral Advisory Committee Act (Pub. L. 
92-463, 86 Stat. 770), notice is hereby 
given of the following meeting: 

The National Petroleum Council will 
meet at 9 a m. on March 18. 1975 in the 


Department of the Interior Auditorium, 
18th and C Streets. NW„ Washington. 
D.C. The agenda will include final and 
progress reports on current studies 
relating to the following topics: 

1. The possibilities for energy conserva¬ 
tion In the United Stale* and the Impact of 
such measure* on the future energy posture 
of the nation. 

2. Emergency preparedness (Impacts of 
interruptions of ofl import* into the United 
States). 

3. Petroleum resources under the ocean 
floor. 

The meeting will be open to the public 
to the extent that space and facilities 
permit. Any member of the public may 
file a written statement with the Coun¬ 
cil either before er after the meeting. 
Interested persons who wish to speak at 
the meeting must apply to the Council 
and obtain approval in accordance with 
Its established procedure. 

The purpose of the National Petroleum 
Council is to provide advice, information 
and recommendations to the Secretary of 
the Interior, upon request, on any mat¬ 
ter relating to petroleum or the petro¬ 
leum industry. 

Further Information with respect to 
this meeting may be obtained from Ben 
Tafoya, Office of the Assistant Secretary- 
Energy and Minerals, Department of the 
Interior, Washington, D.C., telephone 
number 343-7976. 

Dated: February 27,1975. 

C. K. Mallory. 

Deputy Assistant Secretary 
of the Interior, 

|FR Doc.75-5720 Filed 2-3-75:8:45 am] 


DEPARTMENT OF AGRICULTURE 

Farmers Home Administration 

| Designation Number A1571 

MINNESOTA 

Designation of Emergency Areas 

The Secretary of Agriculture has found 
that a general need for agricultural cred¬ 
it exists in ten counties in Minnesota as 
a result of various adverse weather con¬ 
ditions. The following chart shows the 
counties, natural disasters, and dates on 
which the disasters occurred. 


Minna**, JO owfi tit*-toil 


County Ku** 4 v* B*low normal Drought Froa: aod/or (root* Hall 

rainfall t<imp«r*tttnM 


Brown.........Jane 10 to Sept. 1. Sept. 8,15, 72 . 

Caa. Mar 1 to Juu» 10... July 1 to Au*. 15.. S*pt. 

CSraut. May 8 to May 17. . May 1 to May 31. . Jtme 11 to July It. BepC. 

Hubbard...July I to An*. I... Be pi. 

Lincoln..June 10u> Au«. 10. Sept. 

McLeod..*..Sept. 

Meeker.Apr. 1 to Sent. 30.. Sept. 

Sherborne. Auf 1 to An*. 81. July 1 to July 21_ScpL 

Washington_____,_June 13 to Au*. 1.. Kept. 

_S+PL 


iEE 

2. 33. 

2, 23.. 

1,3, 22..., 
2,2, 23.._ 
2 , 2 . 22 , 22 . 


July 2A 


Therefore, the Secretary has desig¬ 
nated these areas as eligible for Emer¬ 
gency loans, pursuant to the provisions 
of the Consolidated Farm and Rural De¬ 
velopment Act, as amended by Pub. L. 
93-237. and the provisions of 7 CFR 
1832.3(b) including the recommendation 


ot Governor Wendell R. Anderson that 
such designation be made. 

Applications for Emergency loans must 
be received by this Department no later 
than April 24. 1975, for physical losses 
and November 24. 1975, for production 
losses, except that qualified borrowers 
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who receive initial loans pursuant to this 
designation may be eligible for subse¬ 
quent loans. The urgency of the need for 
loans in the designated areas makes It 
Impracticable and contrary to the public 
interest to give advance notice of pro¬ 
posed rule making and Invite public par¬ 
ticipation. 

Done at Washington, D C., this 25th 
day of February. 1975. 

Frank B. Elliott. 

Administrator # 

Farmers Home Administration . 

I PR Doc.75-6065 Piled $-3-75:8:45 ami 


(Designation Number A082, Arndt, 1] 

MISSOURI 

Designation of Emergency Areas 

The Secretary of Agriculture has 
found that an additional general need 
for agricultural credit exists in the fol¬ 
lowing counties In Missouri: 

Charlton Ralls 

Daviess Vernon 

The Secretary has found that this ad¬ 
ditional need exists as a result of a 
natural disaster consisting of freeze 
October 1 and 2 in Charlton and Daviess 
Counties, freeze September 30 and Octo¬ 
ber 1 and 2 in Ralls County, and exces¬ 
sive rainfall and flooding with sleet and 
snow November 2 to December 31, 1974. 
in Vernon County. 

Therefore, the Secretary has designat¬ 
ed these areas as eligible for Emer¬ 
gency loans, pursuant to the provisions 
of the Consolidated Farm and Rural De¬ 
velopment Act, as amended by Ru b. L. 
93-237, and the provisions of 7 CFR 
(b) Including the recommendation of 
Governor Christopher S. Bond that such 
designation be made. 

Applications for Emergency loans 
must be received by this Department no 
later than April 21, 1975. for physical 
losses and July 18. 1975. for production 
losses, except that qualified borrowers 
who receive initial loans pursuant to this 
designation may be eligible for subse¬ 
quent loans. The urgency of the need 
for loans in the designated areas makes 
It Impracticable and contrary to the pub¬ 
lic Interest to give advance notice of pro¬ 
posed rule making and invite public 
participation. 

Done at Washington. D C., this 25th 
day of February. 1975. 

Frank B. Elliott. 

Administrator . 

Farmers Home Administration . 

(PR Doc.75-8000 Filed 3-5-75:8:45 ami 


(Designation Number A083. Arndt. 1] 

MISSOURI 

Designation of Emergency Area 

The Secretary of Agriculture has 
found that an additional general need 
for agricultural credit exists In Ran¬ 
dolph County. Missouri, as a result of a 
natural disaster consisting of freeze 
October 1 and 2. 1974. 


Therefore, the Secretary has desig¬ 
nated this area as eligible for Emer¬ 
gency loans, pursuant to the provisions 
of the Consolidated Farm and Rural De¬ 
velopment Act, as amended by Pu b. L. 
93-237. and the provisions of 7 CFR 
1832.3(b) Including the recommenda¬ 
tion of Governor Christopher 8. Bond 
that such designation be made. 

Applic&tious for Emergency loans 
must be received by this Department 
no later than April 21. 1975. for physical 
losses and July 24. 1975. for production 
losses, except that qualified borrowers 
who receive initial loans pursuant to this 
designation may be eligible for subse¬ 
quent loans. The urgency of the need for 
loans In the designated area makes it 
impracticable and contrary to the public 
interest to give advance notice of pro¬ 
posed rule making and invite public 
participation. 

Done at Washington. D.C., this 25th 
day of February. 1975. 

Frank B. Elliott, 
Administrator . 

Farmers Home Administration . 

(PR Doc.75-5001 Filed 3-3-75:8:45 am] 


(Designation Number A154] 

SOUTH DAKOTA 
Designation of Emergency Areas 

The Secretary of Agriculture has found 
that a general need for agricultural cred¬ 
it exists in five counties in South Dakota 
as a result of drought and frost. The fol¬ 
lowing chart shows the counties and the 
Incidence periods of the disasters. 


Coant y 

Drought-IVTI 

Fnef— 

1974 

Aaron . 

June lH to Nov. 10....... . 

_ Sept 

4 

Fluff* to.. 

July 1 to Nov. I.—.. 



Dough*..... 
Hyd*. 

July I to Sept 10. 

Jut hi IS to Dec. 27... 

...! Sept. 

I 

Jerauld.._ 

Jane 29 to Nor. >0. 

. SepL 

8 


Therefore, the Secretary has desig¬ 
nated these areas as eligible for Emer¬ 
gency loans, pursuant to the provisions 
of the Consolidated Farm and Rural De¬ 
velopment Act, as amended by Pu b. L. 
93-237, and the provisions of 7 CFR 
1832.3(b) including the recommendation 
of Governor Richard F. Kneip that such 
designation be made. 

Applications for Emergency loans must 
be received by this Department no later 
than April 21. 1975, for physical losses 
and November 21. 1975, for production 
losses, except that qualified borrowers 
who receive initial loam pursuant to this 
designation may be eligible for subse¬ 
quent loans. The urgency of the need for 
loans In the designated areas makes It 
impracticable and contrary to the public 
interest to give advance notice of pro¬ 
posed rule making and invite public par¬ 
ticipation. 

Done at Washington. DC., this 25th 
day of February, 1975. 

Frank B. Elliott, 
Administrator, 

Farmers Home Administration, 
(PR Doc 75-5602 Filed 3-3-75:8:45 am] 


[Designation Number AIM] 
TENNESSEE 

Designation of Emergency Areas 
The Secretary of Agilcultuiehajfoe* 
that a general need for agricultural credit 
exists In the following counties t 


Tennessee: 

CorroU 
Chester 
Crockett 
Payette 
Gibbon 


Hardeman 

Haywood 

Uudardak 

ModUon 

Tipton 


The Secretary has found that this need 
exists as a result of natural disasters con¬ 
sisting of: 

Excessive rainfall—April i to Jut* n WL I 
August 6 to September 30. 1974, Deci 
to 14. 1974. 

Below normal temperatures—Juae 2 to Oc¬ 
tober 26. 1974. with freezing and tow-1 
November 10 through 15 and November IS 
through 28, 1974. 

Flooding—June 1-17, 1974. 

Dry weather—July l to Augmt 5,1W4 

Early frost—October 3, 1974. 

Therefore, the Secretary has decii- 
nated these areas as eligible for Emer¬ 
gency loans, pursuant to the proriftow 
of the Consolidated Farm and Rural 
Development Act, as amended by Pub. L 
93-237. and the provisions of 7 CFR 
1832.3(b) Including the recommendattoM 
of former Governor Winfield Dusa 
and Governor Ray Blanton tbit sob 
designation be made 

Applications for Emergency iota 
must be received by this Department M 
later than April 21, 1075. for phyiiai 
losses and November 20. 1975, for produc¬ 
tion losses, except that qualified borrow¬ 
ers who receive initial loans pursuant to 
this designation may be eligible for 
sequent loans. The urgency of tb* 
for loans in the designated ireoi mil* 1 
it impracticable and contrary to tbe 
public interest to give advance notice cf 
proposed rule making and invite 
participation. 

Done at Washington, DC., this 25th 
day of February. 1975. 

Frank B. Etnon. 

Administraicr* 

Farmers Home Administrator 
(PR Doc 75-5063 Filed 3-3-75:045 *o1 


nlgnatlon Number A140! 

WISCONSIN 

^nation of Emergency A*** 
ecretary of AgrlculWrt ^ 
it a general need ^ 
lit exists in six counties^ 
a result of various 
he following chart 
natural disasters, and 
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Wbeomst*, 9 m rnntl m 1*1 



_H»ylloJun«30 

(omO. 


\ /tine 10 to Auf. II. 

Inly 1 to Oei. 0 
(cool)j 


June 14,1®, July 1, 8rpt I U> 4,11. end 21 

* * ^ U» 

......Sept, n end 22. 

.. June 14, », end 29, Sept, 1 to 4, 21, end 

Atif. 2 end 1A a. Ooi. 1. 2, end r 

> .SOpL 1. I. 4. Hid I A 

t U.lt 4 « i I 4>) 


Sept, c 3. 4 ; I. a. 
and 23. 

Sept. 21 end 22. 


Therefore, the Secretary has deaig- 

T .w areas as eligible for Emer- 
lf r -y Joins, pursuant to the provisions 
j consolidated Farm and Rural 
Dfttfocment Act, as amended by PubJL. 
U_ 237 , and the provisions of 7 CFR 
HjU^b) including the recommendation 
4 GoTrraor Patrick J. Lucey that such 
fcimstton be made. 

Applications for Emergency loans must 
received by this Department no later 
tin April 18. 1975. for physical losses 
cd November 18. 1975. for production 
tea except that qualified borrowers 
ibc receive initial loans pursuant to this 
iecjmtlOQ may be eligible for subse¬ 
rve: toms. The urgency of the need for 
tea tn the designated areas makes it 
tzpictlcable and contrary to the public 
swot to give advance notice of pro¬ 
pped rule making and invite public 
pKttapattoo. 

Dx* at Washington. D.C., this 25th 
dtf of February. 1975. 

Frank B. Elliott, 
Administrator , 
Farmers Home Administration . 


loans, pursuant to the provisions of the 

Consolidated Farm and Rural Develop¬ 
ment Act, as amended by Pub. L. 93-237, 
and the provisions of 7 CFR 1832.3(b) 
including the recommendation of Gover¬ 
nor Patrick J. Lucey that such designa¬ 
tion be made. 

Applications for Emergency loans must 
be received by this Department no later 
than April 18, 1975, for physical losses 
and July 11, 1975, for production losses, 
except that qualified borrowers who re¬ 
ceive initial loans pursuant to this des¬ 
ignation may be eligible for subsequent 
loans. The urgency of the need for loans 
In the designated area makes it imprac¬ 
ticable and contrary to the public inter¬ 
est to give advance notice of proposed 
rule making and invite public participa¬ 
tion. 

Done at Washington, D.C., this 25th 
day of February. 1975. 

Frank B. Elijott. 

Administrator. 

Farmers Home Administration . 


fft Doc 75-5664 FU«3 3-3-75;8:4S am) (FR Doc.75-5664 Piled 3-3-75; 8:45 am J 


IDttJfnitton Number A076, Amdt 21 
WISCONSIN 

Dttfgnition of Emorgoncy Area 

Tbe Secretary of Agriculture has found 
an additional general need for agri- 
«wil credit exists in Sauk County, 
•wain, as a result of a natural dls- 
consisting of killing frost Septem- 
^21 wd 22.1974. 

the Secretary has desig- 
atd to area as eligible for Emergency 


|Notice of Designation Number A153) 
SOUTH DAKOTA 
Designation of Emergency Areas 
The Secretary of Agriculture has 
found that a general need for agricul¬ 
tural credit exists in 12 counties in South 
Dakota as a result of various adverse 
weather conditions. The following chart 
shows the counties, natural disasters and 
dates on which the disasters occurred: 


Booth Dakota— 12 eoaotfes 


Catty 


Dnjoibt, 1074 


Hailstorm, 1974 


Frost, 1974 


Bllitard, 1975 


• I to Sept, ».Juno 21.___ 

"uI’Trvn-*.....—..Jtn. 10 to 12. 

. Jot» I to Not. 1.8*pt. 3... Da 

' 25!! t f T Aa * «.— Jan. 10 to 11. 

. rum 1, Not. 1.fiopu 3.Jan. 10 to 12. 

.......Jan. 9 to 11. 

............M .... ........ .................. a .... ....MM Jin. 10 to 11. 

“*•••—.... Jin. 9 to 12. 

*—...........Jin. 10 to 1L 

——..—..Jan. 9 to 12. 


a*’*! tw’. 0 *® Secrcta i7 has desig¬ 
ner area * M eligible for Emer- 
< toe^^n? lr,luant to the provisions 
Farm and Rural De- 
as amended by Pub. L. 
«U3,Vr7n r iI^ Provisions of 7 CFR 
deluding the recommendation 


of Gov. Richard P. Knelp that such 
designation be made. 

Applications for Emergency loans must 
be received by this Department no later 
than April 21 for physical losses and No¬ 
vember 21, 1975, for production losses, 
except that qualified borrowers who re¬ 


ceive Initial loans pursuant to this des¬ 
ignation may be eligible for subsequent 
loans. The urgency of the need for loans 
in the designated areas makes It im¬ 
practicable and contrary to the public 
Interest to give advance notice of pro¬ 
posed rule making and invite public par¬ 
ticipation. 

Done at Washington, D.C., this 25th 
day of February. 1975. 

Frank B. Elliott, 
Administrator . 

Fanners Home Administration . 

|FR Doc.75-5494 Filed 3-3-75;8:45 amj 


Soil Conservation Service 

CENTRAL SONOMA WATERSHED 
PROJECT, CALIFORNIA 

Negative Declaration 

Pursuant to section 102(2X0 of the 
National Environmental Policy Act of 
1969, and 40 CFR 1500.6(e) of the Coun¬ 
cil on Environmental Quality Guidelines 
(38 FR 20550) August 1, 1973 ;and 7 CFR 
650.8(b) (3) of the 8oil Conservation 
Service Guidelines <39 FR 19651) June 3, 
1974; the Soil Conservation Service, UB. 
Department of Agriculture, gives notice 
that an environmental impact statement 
is not being prepared for Brush Creek— 
Channels 43 and 43A of the Centra! 
Sonoma Watershed Project In eastern 
Sonoma County, California. 

Tlie environmental assessment of this 
federal action Indicates that the project 
will not create significant adverse local, 
regional or national impacts on the en¬ 
vironment and that no significant con¬ 
troversy is associated with the project. 
As a result of these findings, Mr. G. H. 
Stone. State Conservationist. Soil Con¬ 
servation Service. USDA, P.O. Box 1019, 
Davis. California 95616, has determined 
that the preparation and review of an 
environmental Impact statement is not 
needed for this project. 

The project concerns a plan for water¬ 
shed protection and flood prevention. 
The remaining planned works of im¬ 
provement described in the negative dec¬ 
laration include 0.5 miles of channel 
modification on Brush Creek—Channels 
43 and 43A in the City of Santa Rosa, 
Sonoma County. California. 

The environmental assessment file is 
available for Inspection during regular 
working hours at the following locations: 

2544 Cleveland Avenue, Suite 3-A. Santa 

Rosa. CA 95401. 

2828 Chiles Rood. Davis, CA 05616. 

Requests for the Negative Declaration 
should be sent to the above addresses. 

No administrative action on imple¬ 
mentation of the uncontracted project 
work will be taken until March 19, 1975. 

(Catalog of Federal Domestic Assistance Pro¬ 
gram No. 10.904, National Archives Reference 
Services) 

Dated: February 24,1975. 

William B. Davry, 
Deputy Administrator for Water 

Resources Soil Conservation Service. 

[FR Doc.75-5568 Filed 3 3-75;8:45 am) 
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LITTLE YADKIN RIVER WATERSHED 
PROJECT, NORTH CAROLINA 

Negative Declaration 

Pursuant to section 102(2X0 of the 
National Environmental Policy Act of 
1969; 40 CFR 1500.6(e) of the Council 
on Environmental Quality Guideline s (36 
FR 20550) August 1, 1973; and 7 CFR 
650.8(b)(3) of the 8oil Conservation 
Service Guidelines (39 FR 19651) 
June 3. 1974; the Soil Conservation 
Service, UJS. Department of Agriculture, 
gives notice that an environmental im¬ 
pact statement is not being prepared for 
installation of land conservation meas¬ 
ures, 251 acres of critical area stabilisa¬ 
tion and floodwater retarding structures 
Nos. 2 and 6 of the Little Yadkin River 
Watershed Project, Forsyth, Stokes and 
Surry Counties, North Carolina, 

The environmental assessment of this 
federal action Indicates that the project 
will not create significant adverse local, 
regional, or national impacts on the en¬ 
vironment and that no significant con¬ 
troversy Is associated with the project. 
As a result of these findings. Mr. Jesse I* 
Hicks, State Conservationist. Soil Con¬ 
servation Service, USDA, 310 New Bern 
Avenue, Raleigh. North Carolina 27611, 
has determined that the preparation and 
review of an environmental Impact state¬ 
ment is not needed for this project. 

The project concerns a plan for wa¬ 
tershed protection and flood prevention. 
The remaining planned works of im¬ 
provement described in the negative dec¬ 
laration Include conservation land treat¬ 
ment, stabilization of 251 acres of 
critically eroding areas, supplemented by 
two single purpose floodwater retarding 
structures. 

The environmental assessment file Is 
available for inspection during regular 
working hours at the following location: 

Boll ConsenrRtlcm Service, USD A, Room 624 
Federal Building. 310 New Bern Avenue 
Raleigh. North Carolina 27611 

Requests for the Negative Declaration 
should be sent to the above address. 

No administrative action on Imple¬ 
mentation of the proposal will be taken 
until March 19,1975. 

(Catalog of Federal Domestic Assistance Pro* 
gram No. 10.904. National Archives Reference 
Services.) 

Dated: February 20. 1975. 

William B. Davzy, 
Deputy Administrator lor Water 
Resources , Soil Conservation 
Service . 

(FR Doc.75-6570 Filed 3-5-76:8:45 ami 


THREE MILE CREEK WATERSHED 
PROJECT, IOWA 

Negative Declaration 

Pursuant to section 102(2) (C) of the 
National Environmental Policy Act of 
1969 : 40 CFR 1500.6(e) of the Council 
on Environmental Quality Guidelines (38 
FR 20550) August 1, 1973; and 7 CFR 
650.8(b)(3) of the Soil Conservation 


Service Guidelines (39 FR 19651) June 3. 
1974; the Soil Conservation Service, XJJB, 
Department of Agriculture, gives notice 
that an environmental impact statement 
is not being prepared for that portion of 
the Three Mile Creek Watershed Project. 
Adair and Union Counties. Iowa, con¬ 
taining the eleven remaining grade sta¬ 
bilization structures. 

The environmental assessment of this 
federal action Indicates that the project 
will not create significant adverse local, 
regional, or national impacts on the en¬ 
vironment and that no significant con¬ 
troversy is associated with the project. 
As a result of these findings, Mr. Wilson 
T. Moon, State Conservationist, Soil Con¬ 
servation Service. USDA, 823 Federal 
Building. 210 Walnut Street, Dcs Moines, 
Iowa 50309. has determined that the 
preparation and review of an environ¬ 
mental impact statement la not needed 
for this project. 

The project concerns a plan for water¬ 
shed protection, flood prevention, munic¬ 
ipal and industrial water supply and 
recreation. The remaining planned works 
of improvement include 11 grade stabili¬ 
zation structures. 

The environmental assessment file is 
available for Inspection during regular 
working hours at the following location: 

Soil Conservation Service. USDA, 823 Federal 

Building 

210 Walnut Street. Dee Moines, Iowa 60309 

Requests for Negative Declarations 
should be sent to the above address. 

No administrative action on imple¬ 
mentation of the proposal will be taken 
until March 19. 1975. 

(Catalog of Federal Domestic Assistance Pro¬ 
gram No. 10.904, National Archive* Reference 
8ervlcea.) 

Dated: February 20.1975. 

William B. Davey, 
Deputy Administrator for Water 
Resources , Soil Conservation 
Service . 

|FR Doc.75-6569 Filed 3-3-75:8:46 am) 


SHAWNEE ROAD PROJECT. ILLINOIS 
Negative Declaration 

Pursuant to section 102(2) (O of the 
National Environmental Policy Act of 
1969. and 40 CFR 1500.6e of the Council 
on Environmental Quality Guidelines 
(38 FR 20550), August 1. 1973; and 7 
CFR 650.8(b)(3) of the Soil Conserva¬ 
tion Service Guidelines (39 FR 19651), 
June 3.1974; the Soil Conservation Serv¬ 
ice, UB. Department of Agriculture, 
gives notice that an environmental im¬ 
pact statement Is not being prepared for 
the Egyptian School Flood Prevention 
Measure, Alexander County, HL 
The environmental assessment of this 
Federal action indicates that the project 
will not create significant adverse local, 
regional, or national impacts on the en¬ 
vironment and that no significant con¬ 
troversy is associated with the project. 
As a result of these findings, Mr. Daniel 
E. Holmes, State Conservationist, 8oi! 
Conservation Service, USDA. Federal 


Building. 200 West Church 
Champaign. HI. 61820. has detent 
that the preparation and reviewed 
environmental statement is not 
for this project. 

The project concerns a plan foe 
servation land treatment supplement 
by a flood prevention levee for the Em! 
tlan School Building, the adjacentieT 
age lagoon and aeration unit and cay 
ground. ,# 

The environmental assessment file u 
available for inspection durin* rerular 
working hours at the following location: 

Soil Conservation 8errtc*. USDA. Tritm 

Building, 200 West Church Street, rw. 

palgn. IUlnota 61820. 

No administrative action on tefc. 
mentation of the proposal will be teten 
until March 19. 1975. 

(Catalog of Federal Domestic AnUtaocf Pso- 
gram No. 10SOI, National Archlna Rrfcrtau 
Services.) 

Dated: February 24.1975. 

Victor H. Bawt. Jr„ 
Deputy Administrator /or Field 
Services . Soil Conservation 
Service. 

| FR Doc.76-6567 Filed 3-3-75:8:45 aa) 

DEPARTMENT OF COMMERCE 

Foreign Trade Zones Board 

(Docket No. 1-75J 

DORCHESTER COUNTY, SOUTH 
CAROLINA 

Application for a Foreign-Trade Zone; 
Public Hearing Scheduled 

Notice is hereby given that in appli¬ 
cation has oeen submitted to the For¬ 
eign-Trade Zones Board (the Board! tT 
the South Carolina State Porte Author¬ 
ity, Charleston. South Carolina, reqwsv 
ing a grant of authority for the estab¬ 
lishment of a foreign-trade rone in Dor¬ 
chester County, South Carolina, whkh k 
adjacent to the Charleston port of «&7- 
•Hie application was submitted pursuit 
to the provisions of the Fortign-Trwe 
Zones Act of 1934. as amended (19 U.6C. 
81), and the regulations of the Boarf 
(15 CFR Part 400). Under South Caw- 
lina law (section 54-23. Code of Uvsw 
South Carolina) the applicant to 
powered to seek authority to estewiA 
operate and maintain foreign-uv* 
rones within the State. 

The proposal calls for a foreign-tow* 
none of 20 acres within the 200 -acrcTr* 
County Industrial Park located --5 
west of Summerville, South Carolina, 
Dorchester County. The site to on*** 
way 78.16 miles from the South 
State Ports Authority terminal to* 1 
Charleston and 12 miles Iron i 
Charleston Municipal Airport An _ ^ 
warehouse complex covering 
square feet will be the first bufl^g . 
s true ted within the gone. 
facilities will be provided based on 
Southern Railway tracks run ^ 
the industrial park and Inters ^ 

icrsccts Highway 78 one mile m 
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.. nodcr a 20 year lease agreement 
5* taTeouth Carolina State Ports Au- 
SSwthe Carolina Trade Zone, a part- 
^Offsntoed under South Carolina 
kf fill operate the zone. 

Tbe application Includes economic 
J- and information concerning the 
Jar a none to serve the area's busi¬ 
ng community. Surveys conducted by 
aTipolicant disclosed the Interest of 
firms in the special Customs pro- 
^ offered by foreign-trade zones, 
gone of the firms requesting this serv- 
wur a bearing manufacturer which 
w the zone as a distribution cen- 
ier lor imports and exports, an engine- 
Ksrator firm which would add domes¬ 
tic re&fnktors to imported engines and 
inert about 40 percent of the finished 
jnduct, a textile manufacturer, a paper 
pnducU manufacturer, and, an lm- 
perter of marble and ceramics. 

The proposal Is port of the State's ef- 
fcm to bolster the economy of the tri- 
uBsty area in which the zone will be 
bcittL The area has been designated 
la EDA redevelopment district and the 
gpEkant feds the zone will help create 
job and Jibe tax revenue. 

In accordance with the Board’s regu¬ 
lars an examiners committee has been 
ippomted to investigate the application 
tad report thereon to the Board. The 
committee consists of: 


It Dofcn, CbAlntLAn. Office of the Secre¬ 
tory, Department of Commerce, Washing¬ 
ton, DjC. 20230 

Ihtid C, Humphrey*. District Director. US. 
Oatom Sendee. US. Customhouse, 
CUrketoa. South Carolina 21)402. 

Ootooet lUrry 8. Wilton. District Engineer, 
CS. Anny Engineer District. Charleston. 
TO. Bos 019. Charleston. South Carolina 


la connection with Its investigation of 
to proposal the examiners committee 
a public hearing beginning at 
J^LSL, local time. March 26. 1975, at 
“ south Carolina State Ports Authority 
■“to Office Building, Room 212,176 Oon- 
Jro Street, Charleston. South Carolina. 
•7 P^Pose of the hearing is to help 
Interested persons on the pro- 
to provide an opportunity for their 
J^on of views, and to obtain ln- 
useful to the examiners com- 


pcreon5 are invited to pre 

S^M*^ a w the he * rin « Such per- 
totSHS&J* March 21. 1975, nottfj 
2?*™* Btfcuuve Secretary In writ 
below of thclr dcsln 
tfcewSSr ?° Ucu of *n oral presonta 
ruT.Vf2.f UtCTncnti mft y be submitter 
E**ruth?Sll?*? C0I nmiUec through th< 
SMS?** al an >' llme from th< 

We «t«tolfof 0 th C< K ntl | 15 dttyS aftCr th< 
ivum? 0 ' toe hearing. A copy of th< 

»ffllie»TSi.M?^ ac i ompany,n * exhibit 
Ik during this time for pub- 

“ each of toe followlnj 

'*%**** “xctor. OB. Custom 
l Bit 8 . ' Ji 1 ' Vs - Customhouse, 201 

»Ua. • Chsrleston. South CaroUm 


South Carolina State Porta Authority. Main 
Office BuUdlng. Reception DesX, 176 Con¬ 
cord Street, Charleston. South Carolina 
29402. 

Office of the Executive Secretary, Foreign- 
Trade Zones Board. Room 0880B. UjB. De¬ 
partment of Commerce. 14th and E Streets, 
NW . Washington. DC. 20230. 

Dated: February 26.1975. 

Johk J. Da Ponte, Jr., 
Executive Secretary , 
Foreign-Trade Zones Board. 

|PR Doc,75-5699 Filed 3-3-75;8:45 am) 


Office of the Secretary 

[Order 10-3; Admin. 1) 

ASSISTANT SECRETARY FOR DOMESTIC 
AND INTERNATIONAL BUSINESS 

Department Organization 

Tills order, effective February 11,1975. 
amends the material appearing at 39 FR 
27484 of July 29. 1974. 

Department Organization Order 10-3 
of July 5. 1974 Is hereby amended as 
follows: 

1. 8ec. 1. Purpose. Paragraph .02 Is 
deleted. 

2 . 8ec. 3. Scope of authority. Subpara¬ 
graph .03g. is deleted. 

3. Sue. 4. Delegation of authority, a. 
Subparagraph .01 r. is revised to read as 
follows: 

"r. The Export Administration Act of 
1969 (50 U.S.C. App. 2401 ct seq.), as 
amended and extended by the Equal Ex¬ 
port Opportunity Act (Pub. L. 92-412, 86 
Stat. 644), and the Export Administra¬ 
tion Act Amendments of 1974 (Pub. L. 
93-500. 88 Stat. 1552) and the authority 
under those Acts delegated to the Secre¬ 
tary' of Commerce by Executive Order 
11533 of June 4. 1970 as continued in 
effect by Executive Orders 11683 of 
August 29. 1972, 11798 of August 14.1974. 
and 11818 of November 5. 1974. except 
that the following power, authority, and 
discretion shall be reserved to the Secre¬ 
tary: 

M l. Tlie determinations required by 
section 7(c) with respect to the publica¬ 
tion or disclosure of confidential infor¬ 
mation obtained under the provisions of 
the Act. and 

"2. The submission of reports to the 
President and to the Congress required 
by section 10 of the Act: 

b. Delete the word “and" at the end of 
subparagraph .01 u. 

c. Delete the period at the end of sub- 
paragraph . 01 v. and add a semicolon. 

d. New' subparagraphs .01w. and .01x. 
are added to read as follows: 

"w\ The Foreign Investment Study Act 
of 1974 (Pub. L. 93-479. 88 Stat. 1450), 
which provides for a comprehensive, 
overall study of foreign direct invest¬ 
ments in the United States. The func¬ 
tions thereunder shall be carried out In 
close coordination with the Administra¬ 
tor. Social and Economic Statistics Ad¬ 
ministration (Department Organization 
Order 35-4A, paragraph 3.01f.), including 
thereunder to the extent feasible the 
division or assignment of responsibilities. 


Any regulations established to carry out 
functions under the Act and reports to 
be submitted to the Congress are to be is¬ 
sued by the Secretary: and 

"x. Section 6 of the Federal Water 
Pollution Control Act amendments of 
1972 (Pub. L. 92-500: 86 Stat. 816. 33 
U.S.C. 1251 nt. (Supp. ID 1973)) relating 
to the preparation of a report from the 
Secretary of Commerce to the President 
and to the Congress on the effects of 
pollution abatement on international 
trade." 

4. Sec. 5. Functions, a. Subparagraph 
c. is revised to read as follows: 

"c. Conduct Commerce programs In¬ 
volving the expansion of International 
commerce. Including research, analysts 
and the development of program and 
policy initiatives in the areas of inter¬ 
national trade, finance and investment: 
expansion of East-West trade and other 
commercial relations; promotion of 
business-consumer relations: competitive 
assessment; domestic and International 
labor-management relations; energy 
programs; import quota administration; 
export administration: trade adjustment 
assistance; the collection, analysis and 
dissemination of selected information on 
various industries, commodities and 
markets; the preparation and execution 
of plans for industrial mobilization readi¬ 
ness; and participation in domestic and 
international trade fairs and exhibitions 
as is necessary to the performance of 
DIBA ’8 functions." 

b. Add the word "and" at the end of 
subparagraph e. 

c. Delete the semicolon and the word 
"and" at the end of subparagraph f. and 
add a period in their place. 

d. Delete subparagraph g. 

Effective date: February 11,1975. 

Fredrick B. Dent, 
Secretary of Commerce. 

Guy W. Chamberlin, Jr., 

Acting Assistant Secretary 
for Administration . 

[FR Doc.75-5728 Filed 3-3-75:8:45 am] 


CTAB PANEL ON SULFUR OXIDE 
CONTROL TECHNOLOGY 

Notice of Establishment 

In accordance with the provisions of 
the Federal Advisory Committee Act (5 
U.S.C. App. I— 8 upp. II 1972) and Office 
of Management and Budget Circular A- 
63 of March 1974, and after consultation 
with OMB, the Secretary of Commerce 
has determined that the establishment of 
the CTAB Panel on Sulfur Oxide Control 
Technology is in the public Interest in 
connection with the performance of 
duties Imposed on tile Department by 
law. 

The Panel will advise the Secretary, 
through the Assistant Secretary for Sci¬ 
ence and Technology, on how the utility 
industry in the Northeastern United 
8 tatcs can best utilize sulfur-bearing Ap¬ 
palachian coal In meeting energy needs 
while complying with the Clean Air Act 
of 1970. 
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The Panel will consist of no more than 
twenty (20) members. To insure balanced 
representation, we shall seek members 
representing utilities, pertinent desul¬ 
furization systems suppliers, state en¬ 
vironmental agencies, academic experts 
and at least one environment oriented 
citizen's group. 

The Panel will function solely as an 
advisory body, and in compliance with 
the provisions of the Federal Advisory 
Committee Act. Its Charter Is being filed 
under the Act, concurrent with the pub¬ 
lication of this notice. 

Interested persons are invited to sub¬ 
mit comments regarding the establish¬ 
ment of the CTAB Panel on Sulfur Oxide 
Control Technology. 8 uch comments, as 
well as inquiries, may be addressed to the 
Commerce Technical Advisory Board 
(CTAB). UB. Department of Commerce. 
Washington, D.C. 20230. 

Dated : February 27.1975. 

Otrr W. Chamberlin, Jr.. 

Acting Assistant Secretary 
tor Administration. 

[FR Doc.75-5700 Filed 3-3-75,8:45 am) 


|Order 40-11 

DOMESTIC AND INTERNATIONAL 
BUSINESS ADMINISTRATION 

Department Organization 

This order, effective February 11. 1975, 
supersedes the material appearing at 
39 FR 1871 of January 15. 1974; 39 FR 
13015 of April 10. 1974; 39 FR 27337 of 
July 26. 1974; and 39 FR 40600 of No¬ 
vember 19. 1974. 

Sec. 1. Purpose. .01 This order pre¬ 
scribes the organization and assignment 
of functions within the Domestic and 
International Business Administration 
< DIBA). Department Organization Or¬ 
der 10-3 proscribes the functions of 
DIBA and the scope of authority of the 
Assistant Secretary for Domestic and 
International Business. 

.02 This revision—reflects the trans¬ 
fer of the Domestic Business Policy 
Analysis Staff to the Departmental Office 
of Policy Development;—adds the func¬ 
tion of carrying out a study of foreign 
direct investment in the United States in 
1974 to the Office of International 
Finance and Investment:—revises the 
functions of the Office of Ombudsman 
for Business. Office of Business Re¬ 
search and Analysts, and the renamed 
Office of Business and Legislative Issues 
(formerly Office of Policy Research), of 
the Bureau of Domestic Commerce, 
and—incorporates the provisions of all 
prior amendments. 

Sec. 2. Organization and Structure. 
The principal organization structure and 
line of authority of DIBA shall be as 
depicted In the attached organization 
chart (Exhibit 1>. A copy of the or¬ 
ganization Chart Is attached to the 
original of this document on file in the 
Office of the Federal Register. 

8ec. 3. Office of the Assistant Secretary 
for Domestic and International Busi¬ 
ness. .01 The Assistant Secretary for 


Domestic and International Business 
determines policy, directs the programs 
and Is responsible for all activities of 
DIBA. 

.02 The Deputy Assistant Secretary 
for Domestic and International Business 
shall perform such duties as the Assist¬ 
ant Secretary shall assign; shall carry 
out the Assistant Secretary's respon¬ 
sibilities in connection with the Defense 
Production Act of 1950 as amended and 
extended: and shall assume the duties of 
the Assistant Secretary during the lat¬ 
ter’s absence. 

Sec. 4. Staff Offices. .01 The Office of 
Field Operations shall serve as the De¬ 
partment's principal medium of contact 
with the business community at local 
levels for the functions listed below, most 
of which will be performed through Re¬ 
gional Offices and subordinate District 
Offices located throughout the country 
(Exhibit 2). A copy of Exhibit 2 Is at¬ 
tached to the original of this document 
on file in the Office of the Federal 
Register. 

a. Ascertaining the needs and desires 
for information and assistance relevant 
to the private economy that fall within 
the scope of Commerce’s responsibilities, 
arranging or participating In the effec¬ 
tive delivery of Commerce’s business- 
related information products, and as¬ 
sisting in the planning and design of 
additional business information; 

b. Providing local assistance and serv¬ 
ice to business communities in utilizing 
information and related business aids of 
Commerce and of other agencies, and 
performing the field work and services 
Involved in the programs of DIBA, and 
for other organizations of Commerce as 
may be arranged from time to time; 

c. Promoting participation of the gen¬ 
eral business community In the resolu¬ 
tion of economic and business problems 
of the Nation; 

d. Publishing the '’Commerce Business 
Dally”; 

e. Through the Regional or District 
Offices located In the ten Uniform Fed¬ 
eral Regional Council Cities, serving as 
the Department's principal coordinator 
at the regional level for Federal Pre¬ 
paredness Planning, Crisis Management 
and Emergency Operations. Accordingly, 
the Office Directors in the ten cities (l.e. v 
Boston. New York. Philadelphia. Atlanta, 
Chicago. Dallas, Kansas City, Denver. 
San Francisco and Seattle) • having been 
designated Regional Emergency Coordi¬ 
nators. acting in accordance with in¬ 
structions and guidance issued by the 
Director. Departmental Office of Emer¬ 
gency Readiness, through the Office of 
Field Operations, shall represent the 
Secretary and shall be the principal ad¬ 
visory and contact point for the Depart¬ 
ment for emergency readiness matters in 
their respective areas; and 

f. The DIBA field structure shall be as 
depicted in Exhibit 3 to this order. A 
copy of Exhibit 3 Is attached to the orig¬ 
inal of this document on file In the Office 
of the Federal Register. 

.02 The Office of Public Affairs shall 
advise DIBA officials and organizational 
elements on all public affairs and infor¬ 


mation service matters; provide 
trallzed Information services tor DIM- 
conduct and be responsible for all Dm* 
publications programs, consonant 
the provisions of Department Omnia! 
Uon Order 20-9, "Office of PuMicatw^ 
provide speech writing and scheduling 
services for DIBA; and maintain 
for DIBA with the Departmental 
of Publications, the Departmental office 
of Communications, and the newi uA 
trade media consonant with the pen¬ 
sions of Department Organization Order 
15-3. "Office of Communications.” 


Sec. 5. Deputy Assistant Secretary for 
International Economic Policy and fc. 
search. The Deputy Assistant Secretary 
for International Economic Policy 014 
Research who shall head the Inter*- 
tional Economic Policy and Research 
staff shall assist and advise the Assisted 
Secretary in the research, analyst* ud 
formulation of international kooobJc 
and commercial programs and pobdei 
relating to trade, finance and lira*, 
ment, and competitive assessment; ihsS 
initiate and review research studies cr. 
developments affecting US. trade tod 
commercial Interests abroad and proride 
statistical Information and analysis to 
the foreign trade of the US. and 0 1 for¬ 
eign countries; shall be responsible for 
development and coordination 0 1 policy 
formulation within DIBA: represent the 
Department In international trade and 
other negotiations; and supervise tbe 
Department's interagency policy role to 
such organizations as the National Seen- 
rity Council, the Council on Interna¬ 
tional Economic Policy, the Office of the 
Special Trade Representative, and the 
National Advisory Council on Interna¬ 
tional Monetary and Financial PoUctea. 
The Deputy Assistant Secretary dull be 
assisted by a Deputy Staff Director *bo 
shall perform the functions of the Dep¬ 
uty Assistant Secretary' in the Utter*! 
absence. The Deputy Assistant Secrete! 
shall direct the activities of the foUovtai 
organizational units: 


.01 The Office of International Trade 
Policy shall be responsible for the devel¬ 
opment and Implementation of the De¬ 
partment’s positions on all aspects olV& 
international trade policy, lndudtal 
trade legislation and Tariff Commkw» 
findings, trade negotiations, cowulto- 
tions with Industry, and trade 
mercial policy relations with lndivkwfc 
countries, regional economic groupWj 
and international organizations. For w 
such trade policy matters, the Office 
represent the Department on lnteragffi^ 
committees, and in international bw* 
ings on trade policy matters; 
and comment on relevant leglsUttytpffV' 
posals; prepare the Dc P :ut ^;* 
dons on Tariff Commission flow ■ 
lateral trade policy Issues ana mu 
trade negotiations; manage, 
sulta tions with U. 8 . industry in 
of multilateral trade negotiation*;*^ 
lyze and act on international transpo^ 
Uon and insurance problem* 

DA business: maintain rriatJonsW- 
and representation with busto ^Lj,t* 
trade groups; and. through appropri* 
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. ^ ciake representation* to for- 
chtf ^ nifl3 enu on behalf of U. 8 . busi- 
^ maintenance of their full 

Suunfcr the term* of treaties and 
2£Lfend agreements of the United 
carrying out these rosponsl- 
fa, office shall coordinate Inter- 
JJSll trade policy Issues among the 

^T^oStcc of International Fi- 
Jtfcsd Investment shall be rcsponst- 
* ♦or the development and lmple- 
Z^Mtm of the Department's policies 
fjtont to International investment, fl- 
xiocf monetary affairs, O S. and foreign 
tattoo, standards, patent and copy- 
protection, and related matters 
airtl from the international commer- 
(*1 tod investment operations of UB. 
m The Office shall also carry out 
OBA'i responsibilities for the conduct 
[ of Bitody of foreign direct investment In 
! ar United States In 1974. 

U The Office of Competitive Assess- 
anf shall assess the competitiveness of 
| industry tn domestic and In- 
senAUoiul markets. This shall Include 
*a£a of specific industries, sectors, and 
I tartans of the American economy and 
Kjor foreign economies for the purpose 
i lahdpaUng shifts In competitive eon- 
tixxwi analyses of key competitive 
bdon within and across Industries In 
| tlxUS and abroad 

N The Otflce of Economic Research 
[ dull conduct research studies on de- 
I wJspnsfntA affecting UB. trade and com- 
aerriai interests abroad; shall be re- 
woibie for the development and coor- 
tntrn of econometric models con- 
«wd with longer-term US. trade and 
tawanent projections; and shall serve 
i ulUlfoo with U S. Government research 
«d tBtdUgence agencies as well as with 
kin* research groups. 

Bee 1 Directorate of Administrative 
Tiwprmenf. The Deputy Assistant Sec - 
rtvj /or Admintdroffae Management, 
BfBA. shall be the principal assistant 
«d tfrisor to the head of DIBA on ad- 
■todmive management matters and 
™ tort the activities of the Dlrec- 
5*** Administrative Management 
•wi shall provide administrative man- 
»ervlces for all DIBA organlza- 
components. The Deputy Assistant 
I shall be assisted by a Deputy 
shall perform the functions 
Jo* Deputy Assistant Secretary In the 
I rS fV “ 5cntt ' The functions of the 
I shall be carried out through 

w™pal organizational elements as 
*^nkd below: 

I aiii 7? ?^ ce of Pcr *onnel shall de- 
^wdadminister personnel manage- 
I lncl udtng recruitment, 

employee development, cl&s- 
eeai J!*“w-managemeni relations. 

I opportunity. and em- 

5 £I~i Uon5 provide liaison with 
[ , ! ™ nental <* Personnel. 

Management and 
management, or- 
ana *y»ls. includ- 
studies and surveys and 
1 button Hr plttrmln g studies; conduct 
Beate \np^!i?f ement Program; coor- 
lystetns development and 


the DIBA program management Infor¬ 
mation system; perform the committee 
management, directives management, 
records disposition management, forms 
management, files management, and re¬ 
ports management functions for DIBA; 
coordinate OAO and Departmental au¬ 
dits within DIBA: and provide Ualson 
with the Departmental Office of Organi¬ 
sation and Management Systems. 

.03 The Office of Administrative Sup¬ 
port shall provide administrative and 
support services Including personnel, 
physical, and document security; safety: 
correspondence control; parking and 
space management; shall provide pro¬ 
curement Ualson: and shall coordinate 
and process communications between the 
Department of Commerce and poets 
abroad, consistent with any administra¬ 
tive agreements between the Assistant 
Secretary for Domestic and International 
Business and the Assistant Secretary for 
Administration. 

.04 The Office of Budget shall develop 
the DIBA program structure and pro¬ 
gram memorandum; assess program ef¬ 
fectiveness; formulate, present, and exe¬ 
cute the budget for DIBA; effect finan¬ 
cial and budgetary controls; prepare 
budget reports; and provide liaison with 
the Departmental Office of Budget and 
Program Analysis. 

Sec. 7. Bureau of International Com¬ 
merce (BIC). The Deputy Assistant Sec¬ 
retary for International Commerce shall 
assist and advise the Assistant Secretary 
on expo t expansion, and shall serve as 
National Export Expansion Coordinator. 
Within the framework of overall DIBA 
goals, the Deputy Assistant Secretary 
shall determine the objectives of the Bu¬ 
reau—a mainline component of DIBA— 
formulate pollclee and programs for 
achieving those objectives, and direct the 
execution of Bureau programs. The Dep¬ 
uty Assistant Secretary shall be respon¬ 
sible for representing the Interests of the 
Department to other agencies with re¬ 
gard to the official representation of U. 8 . 
commercial interests abroad. The Deputy 
Assistant Secretary shall be assisted by a 
Deputy Director who shall perform the 
functions of the Deputy Assistant Sec¬ 
retary tn the latter’s absence. The func¬ 
tions of the Bureau shaU be carried out 
through its principal organizational ele¬ 
ments as prescribed below: 

.01 The Office of Market Planning 
shall provide principal planning and 
strategy development for the Bureau, 
shall develop and review Bureau role, 
objectives, and operating plans on a 
worldwide basis, shall identify those sec¬ 
tors of UB. industry with the greatest 
export growth potential and examine for¬ 
eign markets offering the greatest export 
opportunities to UB. Industry; shall de¬ 
velop guidelines for allocation of re¬ 
sources for DIB A-sponsored export pro¬ 
grams; shall establish "intensive promo¬ 
tion cycles" for BIC export expansion 
activities; shall measure and evaluate 
Bureau programs, and shall coordinate 
the development of Bureau publications, 
communications programs. Information 
systems, country commercial programs. 


and the Office of Pleld Operations/BIC 
agreement. 

.02 The Office of Export Development 
shall conduct activities in the United 
States designed to stimulate export mar¬ 
keting In all segments of the domestic 
economy which have the capability to 
export: shall develop promotional activi¬ 
ties for Increasing national awareness of 
export potentials and benefits, and for 
improving Government/business coop¬ 
eration in export development; shall be 
the focal point for the export expansion 
activities involving DIBA district offices; 
shall provide information on commercial 
participants tn world trade and furnish 
specific trade investment opportunities to 
UB. businessmen: shall assist qualified 
UB. firms In achieving maximum par¬ 
ticipation In major systems and develop¬ 
ment projects abroad: shall provide coor¬ 
dination for DIBA participation in 
domestic trade fairs; shall encourage 
foreign direct capital Investments and 
licensing by foreign firms In the United 
States: and shall provide Information 
and other services conslstant with U 8 . 
balance of payments policies and objec¬ 
tives. to UB. firms undertaking Invest¬ 
ments overseas. 

.03 The Office of International Mar¬ 
keting shall provide overseas marketing 
assistance to UB. companies through 
a variety of informational and promo¬ 
tional techniques: shall plan and imple¬ 
ment individual country programs to 
support the marketing needsof UB. busi¬ 
ness on a targeted Industry, product, and 
market basis, and shall maintain appro¬ 
priate information services for all such 
activtles; shall direct the exhibitions 
program at commercial trade fairs and 
UB. trade centers; and shall have re¬ 
sponsibility for carrying out any activi¬ 
ties resulting from the participation of 
the United States in the International 
Exposition on the Environment at 
Spokane. Washington. 

Sec. 8 . Bureau of Resources and Trade 
Assistance. The Deputy Assistant Secre¬ 
tary for Resources and Trade Assistance 
shall determine the objectives of the 
Bureau—a mainline component of 
DIBA—formulate the policies and pro¬ 
grams for achieving those objectives, and 
direct execution of the programs. The 
Deputy Assistant Secretary shall be as¬ 
sisted by a Deputy Director who shall 
perform the functions of the Deputy As¬ 
sistant Secretary In the latter's absence. 
The functions of the Bureau shall be car¬ 
ried out through Its principal organiza¬ 
tional elements as prescribed below: 

.01 The Office of Import Programs 
shall deal with import problems involv¬ 
ing Industries experiencing difficulties 
from import competition and on prob¬ 
lems In the field of International trade 
In primary commodities. For such im¬ 
port-impacted Industries, and as other¬ 
wise required. It shall maintain Inter¬ 
agency relationships and coordinate 
legislative comment. International nego¬ 
tiations. and representation with busi¬ 
ness and trade groups. It shall process 
applications for duty free importation of 


FEDERAL REGISTER, VOL 40. NO. 43—TUESDAY, MARCH 4, 1975 





$980 


NOTICES 


educational* scientific and cultural mate¬ 
rials; process applications to Import for¬ 
eign excess property Into the United 
States; perform staff work pertaining to 
the allocation of watches and watch 
movements among producers In the Vir¬ 
gin Islands. Guam, and American Samoa; 
provide executive secretarial services and 
administrative support to the Foreign- 
Trade Zones Board; analyze Information 
pertaining to International trade In 
selected Industrial products and analyze 
developments affecting UB. imports of or 
international trade in primary commodi¬ 
ties; and represent the Department in 
UB. Government participation in Inter¬ 
national agreements and arrangements 
on commodities and Industrial products. 

.02 The Office of Textiles shall con¬ 
duct studies and analyses of the fiber, 
textile and apparel sector of the indus¬ 
trial economy; provide interpretive data 
on trends affecting the sector's economic 
stability, and recommend appropriate 
Government action to Improve the eco¬ 
nomic position of the sector; participate 
in administration and negotiation of In¬ 
ternational and bilateral textile agree¬ 
ments; and coordinate Interagency rela¬ 
tions, legislative comment, and liaison 
with relevant Industry and trade groups. 

.03 The Office of Trade Adjustment 
Assistance shall recommend policies and 
procedures concerned with trade adjust¬ 
ment assistance matters and implemen¬ 
tation of applicable provisions of the 
Trade Expansion Act of 1962; recom¬ 
mend policies and procedures of adjust¬ 
ment assistance to minimize the adverse 
effects of Import competition on Indus¬ 
try; and administer the Trade Adjust¬ 
ment Assistance program. 

.04 The Office of Energy Programs 
shall be responsible for the Department's 
energy programs Including energy policy 
development, comment on legislative pro¬ 
posals. and coordination of existing and 
proposed Commerce energy programs; 
shall be the principal point of contact for 
development of policy and programs for 
the stimulation of domestic energy pro¬ 
duction and the development of new 
energy resources; provide staff assistance 
to the Department's representative on the 
Oil Import Appeals Board; and shall 
monitor certain energy-related commodi¬ 
ties for short supply export controls. 

Sec. D. The Bureau of Domestic Com¬ 
merce . The Deputy Assistant Secretary 
for Domestic Commerce shall determine 
the objectives of the Bureau—a main¬ 
line component of DIBA—formulate 
policies and programs for achieving those 
objectives, and direct execution of the 
Bureau's programs. The Deputy Assistant 
Secretary shall be assisted by a Deputy 
Director who shall perform the functions 
of the Deputy Assistant Secretary in the 
latter's absence. The functions of the 
Bureau shall be carried out through its 
principal organizational elements as pre¬ 
scribed below: 

.01 The Office of Industrial Mobiliza¬ 
tion shall perform national defense and 
industrial mobilization functions, as fol¬ 
lows: assist In achieving, through ad¬ 
ministration of priorities and allocations 
and other means, an adequate supply of 


strategic, critical, and other products and 
materials for defense and defense-sup¬ 
porting activities and essential civilian 
needs, including the timely completion of 
current military, atomic energy, and 
space programs for production, construc¬ 
tion. and research and development; and 
participate in the development of na¬ 
tional plans to assure maximum readi¬ 
ness of the Industrial resources of the 
United States, including the means for 
administering them, to meet any future 
demands of any national emergency. 

.02 The Office of Business and Legis¬ 
lative Issues shall provide analyses and 
quantitative assessments of domestic 
business and legislative issues that sup¬ 
port, supplement or complement activi¬ 
ties of other elements of the Domestic 
and International Business Administra¬ 
tion. the Department, or other agencies 
of the Government engaged in develop¬ 
ing and evaluating domestic business 
policy options. 

.03 The Office of Business Research 
and Analysis shall collect, maintain, and 
analyze domestic and international data 
on individual commodities and indus¬ 
tries. such as production, pricing, inven¬ 
tories. marketing, labor, financing, taxa¬ 
tion. and location and size of companies, 
exclusive of data related to the fiber, 
textile, and apparel sector of the indus¬ 
trial economy, which shall be the re¬ 
sponsibility of the Bureau of Resources 
and Trade Assistance. (The fiber, textile 
and apparel sector of the Industrial 
economy shall be the responsibility of 
the Bureau of Domestic Commerce in¬ 
sofar as required for the administration 
of the Defense Production Act of 1960, 
as amended.) This information will be 
used In support of policy decisions and 
program actions by the Bureau of Do¬ 
mestic Commerce, the Department of 
Commerce, and other areas of the Gov¬ 
ernment The Office shall monitor prob¬ 
lem commodities for short supply export 
controls. 

The Office shall also certify UJS. firms 
as "bona fide motor-vehicle manufac¬ 
turers" qualified to trade under the pro¬ 
visions of the UB.-Canadian Automo¬ 
tive Agreement, and prepare the Presi¬ 
dent’s Annual Report to Congress con¬ 
cerning implementation of the Automo¬ 
tive Products Trade Act of 1965. 

.94 The Office of Ombudsman for 
Business shall serve as a focal point for 
business assistance, consultation, and 
advice; receive and respond to Inquiries 
from business and Industry, the Con¬ 
gress. other agencies of the Government, 
and the public; Identify and take action 
to clarify business concerns Involving 
Government policies and programs; 
serve as the Department contact In con¬ 
sumer affairs matters with other Gov¬ 
ernment agencies, business and public 
organizations. In carrying out Its func¬ 
tions. the Office shall not represent, 
intervene on behalf of. or otherwise 
seek to assist business and individuals 
on specific matters, cases, or Issues be¬ 
fore Federal regulatory agencies or be¬ 
fore Federal departments exercising a 
regulatory function with respect thereto; 
nor shall it participate in. Intervene In 


regard to, or in any way setk ♦ 
ence, the negotiation or " 
of the terms of contracts t 
n css and the Government. 

_ S< ?' Bureau of Bait*** I 

Trade. The Deputy Asslstan* £1**1 
/or East-West Trade. *3, SfCr '^' 
the objectives of the Bureau¬ 
line component of DIBA- 
policies and programs for achk^l 
those objectives and direct execrate* 1 
the programs. The Deputy Asatatintil? I 
retary shall be assisted ^s *21 
Director who shall perform the 1 
of the Deputy Assistant Secretary 1 
latter's absence. The objective, w 1 
and programs of the Bureau of j 
West Trade shall related to the US5 
People's Republic of China, Poland, i 
mania. Czechoslovakia. Hungary j*. 
garla, Albania. East Germany, the Sc-1 
vlct zone of Berlin, and certain other! 
areas of the world with similar eco-fl 
nomic/political structures, and. t^I 
necessary for export control purpc^l 
shall relate to other countries. The tone- 1 
tions of the Bureau shall be carried ett 
through its principal organizatioml ele¬ 
ments as prescribed below: 

.01 The Office of East-West Trtit 
Development shall, with regard to t2* 
countries and areas specified, be respar I 
sible for the development and bc^e- 
mentation of policy and program recom¬ 
mendations with regard to trade tad 
other commercial relations; gatheficfl 
information bearing on commercial reh-1 
tions and providing advisory senlcessnd I 
information for UB. firms or industrial I 
groups; developing and dlssemirsdni I 
studies of market potential for U.8 tnd* [ 
with these countries and areas; develop¬ 
ing and executing programs, In coopera¬ 
tion with the Bureau of Internahoial 
Commerce and, as appropriate, otia 
parts of the Department, for UJ8 tndi 
promotional events and trade miistonsfc 
the specified countries and situ; co¬ 
ordinating activities relating to fereip 
commercial services and commercial rep* 
resentatlon In these countries; and pro* 
viding country and area information tx I 
advice on trade and relations with nam 
areas for the UB. co-chairmen of )oio I 
trade commissions. 1 

.02 The Office of East-West Tr& 
Analysis shall, with regard to the Un¬ 
ified countries and areas, cany o» 
economic analyses of trade and 
commercial relationships with «*- 
countries; provide analytical 
the development of trade policy 
conduct of trade negotiations; WH 
operations and systems 
lqucs to the problems faced by 
States in its trade with 
countries and areas and * ^ 
third country economic aaiviues o 
trade; provide for the coilecttoa * 
lng, and retrieval of relevantBj^^ 
trade Information: anti 
monitor contracts for studies I* 
to East-West trade. I 

.03 The Office of the ^ « 

Sion Secretariat 

secretariat services toU.fi ngfilU I 
cial commissions with w® 

Poland, and as may be estaWL 
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... Muntrtes; maintain broad East- 
££ £2 contracts and two-way In- 
!*£?*>* vB *** forei *? to - 
-2J jxtjups. trade associations. univer- 
other non-governmental or- 
^Oioos; develop and maintain In 
^ZT ^th applicable department 
with the assistance of the 
of East-West Trade Analysts, 
tnd retrieval systems for ln- 
Wiuo m the Bureau’s areas of in- 
JL, gnd propose contracts for such 
Irina' and provide coordination of 
^.’related publications. legislative 
1 it sad interagency studies. 

i TheO^ice o/ Export Administra - 

CfluiuJl administer and. tn conjunction 
i<ih tbt Departmental Office of the Gen- 
enlOonnsel enforce the regulations and 
r&ims required to carry out Depart- 
KCUI responsibilities under the Export 
|^olatrsUon Act of 1969, as amended: 
dcTtbp policies and measures for the 
itetolstotloa of U S, exports of com- 
Issues sad technical data; seek, in 
! eedaboratlon with other Federal agen¬ 
da the adoption by foreign countries 
[of »xh controls over their exports as 
[ ra ustst the policies of the United 
vtlh respect to trade between the 
I ir* world snd the specified countries 
; vd ina and with such other areas as 
[ntMoii security and foreign policy may 
; require; and provide secretariat and sup- 
| pert unices to the Advisory Committee 
« Erport Policy, the Export Adminls- 
Wlon Review Board, and Technical Ad- 
tiwT Committees established under the 
hpert Administration Act of 1969 as 
needed. 

Tilton H. Dobbin, 
Attirfanf Secretary far Do- 
mettic and International 
Btsinm. 

Orr W. Chamberlin. Jr. f 
Ictmg Assistant Secretary 
/or Administration . 

ini Ooc.TM732 Filed 3-3-75;8:45 am] 

[Oder 3S4A; Attain. 9] 

WCttL AND ECONOMIC STATISTICS 
ADMINISTRATION 

^•pwtment Organization 
.Tranter, effective February 11.1975, 
^ mtttcrla l appearing 
01 February 16. 1972; and 
2 L- ilofAprU I 6 -1M3. 

4 u5*T“ Wl1 Organization Order 3 5-4 A 
1, 1972. is hereby fur- 
[**WM«1m1oUow8: 

of Au Morit V . A new 
^ ^£r*t* ,ou. is added to read: 

*3? *)**ip> Investment Study Act 

*3-479). 88 Stat. 
It* tc * a compreben- 

Pr^SPL**** °* !ort?i ^ n dlrwl ln- 
Unlt€d State* The 
■9# tn ** carried 

ior r>0<ne8 tic and In- 
Waao Q oJuT. 1 ^ < Department Orga- 
PWSSLSii P^^aph 4.01WJ. 

10 *** exfccnt fea&i- 
t kdbues. ** •^smnent of respon- 
Aay regulations established to 


carry out functions under the Act and 
reports to be submitted to the Congress 
are to be Issued by the Secretary. 

Frederick B. Dent. 
Secretary of Commerce. 

Gut W. Chamberlin. Jr., 

Acting Assistant Secretary 
for Administration . 

]FR Doe.75-5721 Filed 3-3-75;6:45 ami 


DEPARTMENT OF HEALTH, 
EDUCATION. AND WELFARE 
Office of Education 
BILINGUAL VOCATIONAL TRAINING 

Closing Date for Receipt of Applications 

Notice is hereby given that, pursuant 
to the authority contained in section 194 
(a) of Part J of the Vocational Education 
Act, as added by section 841 (a) 7 of the 
Education Amendments of 1974. Pub. L. 
93-380, applications are being accepted 
for bilingual vocational training project 
grants and contracts. Processing of these 
applications will be subject to the avail¬ 
ability of funds. 

Applications must be received by the 
U. 8 . Office of Education. Application 
Control Center on or before April 11,1975. 

A. Applications sent by mail An appli¬ 
cation sent by mail should be addressed 
as follows: U. 8 . Office of Education. Ap¬ 
plication Control Center, 400 Maryland 
Avenue, 8 W.. Washington. D.C. 20202, 
Attention 13.558. An application sent by 
mail will be considered to be received on 
time by the Application Control Center 
if: 

(1) The application was sent by regis¬ 
tered or certified mail not later than 
April 7, 1975, as evidenced by the U.S. 
Postal Service postmark on the wrapper 
or envelope, or on the original receipt 
from the U.S. Postal Service: or 

(2) The application is received on or 
before the closing date by either the De¬ 
partment of Health. Education, and Wel¬ 
fare. or the U 8 . Office of Education mail 
rooms In Washington, D.C. (In establish¬ 
ing the date of receipt, the Commissioner 
will rely on the time-date stamp of such 
mall rooms or other documentary evi¬ 
dence of receipt maintained by the De¬ 
partment of Health. Education, and Wel¬ 
fare. or the U.C. Office of Education.) 

B. Hand delivered applications. An ap¬ 
plication to be hand delivered must be 
taken to the U. 8 . Office of Education Ap¬ 
plication Control Center. Room 5673. 
Regional Office Building Three, 7th 9s D 
Streets. 8 W., Washington, D.C. Hand 
delivered applications will be accepted 
dally between the hours of 8 am. and 
4 p.m. Washington. D.C. time, except on 
Saturdays. Sundays, or Federal holidays. 
Applications will not be accepted after 
4 p m. on the closing date. 

C. Program information and forms. (1) 
Information and application forms may 
be obtained from the Division of Re¬ 
search and Demonstration. Bureau of 
Occupational and Adult Education. U.S. 
Office of Education. Regional Office 
Building Three, Room 5020. 7th and D 
Streets, SW„ Washington, D.C. 20202. 


(2) To be eligible for review by the 
U.S. Office of Education, applications 
shall be submitted to the State Board for 
Vocational Education, for comment and 
should include the comment of that 
State board or agency with the applica¬ 
tion as required by Section 196(b) of 
Fart J (20 UB C. 1261). All applications 
must be submitted in accordance with 45 
CFR. Part 103, Subpart E. of the pro¬ 
gram regulations. 

D. State Board for Vocational Educa¬ 
tion comment. An application received by 
the VJJ3. Office of Education in accord¬ 
ance with the notice of closing date and 
time requirement, not containing com¬ 
ments of the State Board for Vocational 
Education will be eligible for review. 
However, this does not waive the State 
Board for Vocational Education com¬ 
ment requirement. Therefore, all appli¬ 
cants have ten ( 10 ) calendar days fol¬ 
lowing the first State Board meeting 
held, after the application was submitted 
to the UJ3. omce of Education, to submit 
comments only of the State Board for 
Vocational Education to the UJ3. Office 
of Education. State Board for Vocational 
Education comments submitted apart 
from the application are to be submitted 
to the Division of Research and Demon¬ 
stration, Bureau of Occupational and 
Adult Education, Office of Education, 
Regional Office Building Three, Rohm 
5020, 7th 9s D Streets, SW., Washington, 
D.C. 20202. An application submitted 
not containing comments of the State 
Board for Vocational Education shall in¬ 
dicate the date of the State Board for 
Vocational Education meeting when the 
application will be reviewed for com¬ 
ment. In the event the State Board for 
Vocational Education is reluctant in 
providing timely comment on the appli¬ 
cation, the applicant shall notify the 
Demonstration Branch. Division of Re¬ 
search and Demonstration, Bureau of 
Occupational and Adult Education, U.S, 
Office of Education. Regional Office 
Building Three. Room 5020. Washington. 
D.C. 20202. (202-245-2614) of the cir¬ 
cumstances. Upon such notification UJS. 
Office of Education officials will intervene 
and follow-up in obtaining State Board 
for Vocational Education comments. 

E. Eligible applicants. The following 
are eligible for grants or contracts, as 
set forth tn section 194(a) of the Act 
and § 103.43 of the regulations: 

(1) State agencies: (2) Local educa¬ 
tional agencies: (3) Postsecondary edu¬ 
cational institutions: (4) Private non¬ 
profit vocational training Institutions; 
and (5) Nonprofit educational or train¬ 
ing organizations especially created to 
serve a group whose language as nor¬ 
mally used Is other than English (sub¬ 
stantiate eligibility). 

Private for-profit agencies and orga¬ 
nizations are only eligible for contracts. 

F. Awards. Maximum award shall not 
exceed 12 months. 

G. Applicable regulations. The regula¬ 
tions applicable to this program include 
the Office of Education General Provi¬ 
sions Regulations (45 CFR 100a) and the 
regulations on Bilingual Vocational 
Training (45 CFR Part 103 Subpart E) 
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published In the proposed rules section 
of this issue of the Federal Register. 

(20 U.8.C. 1303-18030 

(Catalog of Federal Domestic Assistance 
Number 13 558; Bilingual Vocational Train¬ 
ing). 

Dated: February 24,1*75. 

T. H. Bell, 

U.S. Commissioner of Education . 
[FR Doc.75-5706 Filed 3-3-75; 8:45 amj 


EDUCATION AMENDMENTS OF 1974 
Notice of Conferences 

Notice is hereby given that the Bureau 
of School Systems is sponsoring four 
conferences in the following cities on 
the dates specified: 

San Joae, California, March 13-14, 

Dallas, Texas. March 17-18. 

Atlanta. Oeorgla. March 20-21. 

Washington. D C., March 24-25. 

The primary purpose of these confer¬ 
ences is to discuss Implementation of the 
•'Education Amendments of 1974" (Pub. 
L. 93-380) and those regulations which 
have been published in the Federal Reg¬ 
ister prior to the conferences. There 
will be discussions to plan for specific 
actions essential to the implementation 
of the legislation. Assistance will be given 
to State educational agency personnel 
and other Interested parties in resolving 
specific questions and concerns with re¬ 
gard to Pub. L. 93-380. Also, material 
will be provided which will be of assist¬ 
ance to 8EA personnel and others in car¬ 
rying out programs relative to imple¬ 
mentation of the Amendments in their 
own 8tate. 

Signed at Washington. D.C. on Febru¬ 
ary 27.1975. 

Robert R, Wheeler. 

Acting Deputy Commissioner, 
Bureau of School Systems . 

[FR Doc.75-5701 FUod 3-3-75.8:45 am] 


National Institutes of Health 

AUTOMATION IN THE MEDICAL LABORA¬ 
TORY SCIENCES REVIEW COMMITTEE 

Meeting 

Pursuant to Pub. L 92-463, notice to 
hereby given of the meeting of the Auto¬ 
mation in the Medical Laboratory 
Sciences Review Committee. April 23-24, 
1975. 9 am.. National Institutes of 
Health. Building 31A. Conference Room 
5. This meeting will be open to the public 
on April 23 from 9 a.m. to 12 noon for 
opening remarks and general discussion. 
Attendance by the public will be limited 
to space available. In accordance with 
the provisions set forth in sections 552 
(b) (4) and 552(b) (6). Title 5. UJB. Code 
and section 10(d) of Pub. L. 92-463, the 
meeting will be closed to the public on 
April 23 from 12 noon to 5 pjn., and 
April 24 from 9 am to 5 pm., for the 
review, discussion, evaluation, and rank¬ 
ing of individual contract proposals. The 
proposals contain Information of a pro¬ 
prietary or confidential nature, includ¬ 
ing detailed research protocols, designs, 


and other technical information; finan¬ 
cial data, such as salaries; and personal 
Information concerning individuals as¬ 
sociated with the proposals. 

Mr. Paul Doming, Research Reports 
Officer. NIOMS, Building 31, Room 
4A46. Bethesda, Maryland 20014, Tele¬ 
phone: 301—498-5676, will provide a 
summary of the meeting and a roster of 
committee members. 

Dr. Robert 8. Melville. Executive Sec¬ 
retary, Automation in the Medical 
Laboratory Sciences Review Committee, 
Westwood Building, Room 954. Bethesda, 
Maryland 20014. Telephone: 301-496- 
7081. will furnish substantive program 
Information. 

Catalog of Federal Domestic Assist¬ 
ance Program No. 13-860, National In¬ 
stitute of General Medical Sciences, 
National Institutes of Health. 

Dated : February 21,1975. 

Suzanne L. Fremeau, 
Committee Management Officer, 
National Institutes of Health, 

IFB Doc.75-5600 Filed 3-3-75;8:45 am] 


BOARD OF SCIENTIFIC COUNSELORS 
Meeting 

Pursuant to Pub. L. 92-463, notice is 
hereby given of the meeting of the 
Board of Scientific Counselors, National 
Institute of Allergy and Infectious Dis¬ 
eases, May 23-24. 1975, National Insti¬ 
tutes of Health, Building 31-C, Confer¬ 
ence Room 8. This meeting will be open 
to the public from 9 am. to 5 pm. on 
May 23-24. to review selected research 
activities of the intramural program of 
the National Institute of Allergy and 
Infectious Diseases. Attendance by the 
public will be limited to space available. 

Mr. Robert L. 8chreiber, Chief, Office 
of Research Reporting and Public Re¬ 
sponse, National Institute of Allergy and 
Infectious Diseases, National Institutes 
of Health, Building 31, Room 7A34. 
Bethesda. Md. 20014. telephone 496- 
5717, will provide summaries of the meet¬ 
ing and rosters of the Board members. 

Dr. John R. Seal. Executive Secretary. 
Board of Scientific Counselors. National 
Institute of Allergy and Infectious Dis¬ 
eases. National Institutes of Health, 
Building 5. Room 137, Bethesda, McL 
20014. telephone 496-2144, wifi provide 
substantive program information. 

Catalog of Federal Domestic Assist¬ 
ance Program No. 13-301, National In¬ 
stitutes of Health. 

Dated: February 21,1975. 

Suzanne L Fremf.au, 
Committee Management Officer, 
National Institutes of Health, 

[FR Doc.75-5598 Filed 3-3-75;S:45 am) 


BLOOD DISEASES AND RESOURCES 
ADVISORY COMMITTEE 

Meeting 

Pursuant to Pub. L. 92-483, notice to 
hereby given of the meeting of the Blood 
Diseases and Resources Advisory Com¬ 


mittee. National Heart and Lum v-J 
tutc. May 19 and 20, 1975. Bulldhr: 
Conference Room 7. National" 
of Health. 

The entire meeting will be open to i 
public from 9 a.m.-5 p_m M m* 
and May 20,1975. to discuss thestTuiof I 
the Blood Diseases and Resource* pjo-l 
gram, needs and opportunities Awl 
tendance by the public will be limited u 
space available. I 

Mr. York Onncn, Chief, Public In. 
qulries and Reports Branch, N'aUxol 
Heart and Lung Institute. Building JU 
Room 5A21, National Institutes cf 
Health, Bethesda. Maryland 20414 , 
phone: (301) 496-4236. wfll providerj:- 
marics of the meeting and rosters of 
committee members. 

Dr. Fann Harding, Special Assistant to | 
the Director, Division of Blood 1 
and Resources, National Heart and Leg I 
Institute. Building 31. Room 4AD5, N*.| 
tlonal Institutes of Health. Beth 
Maryland 20014, phone: (301) 494-59111 
will furnish substantive program to] 
formation. 

Dated: February 24,1975. 

Suzanne L Frxmzaij. 

Committee Management Offloer, 
National Institutes of HcaWt. 

[FR DOC-75-5594 Filed 3-3-75:8:45amj 


CLINICAL APPLICATIONS ANO 

PREVENTION ADVISORY C0MMITTU 

Meeting 

Pursuant to Pub. L 92-463. notice % 
hereby given of the meeting of the Coni¬ 
cal Applications and Prevention AdvtttfT 
Committee. National Heart and Lmf In¬ 
stitute, April 17 and 18. 1975, 
Institutes of Health. Building 31 Q& 
ference Room 4. . . ^ 

This meeting will be open to thepu&J* 
on April 17 and 18. 1975. from 3:301^ 
to 9:30 am. to discuss the cuirotw 
of progress of the Multiple 
Intervention Trial and the Hyperwoflw 
Detection and Follow-Up PropT^j^ 
tendance by the public will be 
space available. In accoidanrt ) » 

provisions set forth in section* 552 • 

and 552(b)(6). Title 5. VS. CoA 
section 10(d) of Pub. L W-w- ^ 
meeting will be closed to tlj 
April 17 and 18 1975. 
adjournment, for the review <> 

cusslon of contract 
ordlnattng Center of 
Factor Intervention Trial propose 
the Hypertension Detection and^ 
Up Program contracts Tliesep ^ 
contain Inf ormatlon of a confld®^ ^ 
ture, Including details of the 
results and other technic^ l^ornu^ 
financial data, auch os 
sonal Information concernlnj^^ 
associated with the contrac. 
being reviewed. mqaP 

Mr. York Onnen. Chw.***, H( *t 
lea and Reporta Braiwh. 
and Lung Institute. BuUdmg* ^ 
5A21, National Institutes of B ^ (J# „ 
thesda. Maryland 

498-4236. will provide 

meeting and rosters of the 
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Dr. William J. Zukel Executive 
. J the Committee, LandoW 
ilM Room C809. phone (301) 496- 
ril furnish substantive program 

of Federal Domestic Ass is t- 
, Pwnun No, 13.837, National Insti- 
sti Health. 

February 21, 1975. 

Suzanne L. Fremeau. 
Cynmittee Management Officer , 
National Institutes of Health . 
7BD0C.7V4M5 Filed 3'3-75;8:45 iunl 

_trials committee a and 

^CVaOPMENTAL THERAPEUTICS COM 
HTTEEA 

Nobee of Establishment 

Tbe Director. National Institutes of 
I announces the establishment on 
an 11915 of the advisory commit- 
sadicjued below by the Director, Na- 
iCiDcer Program, National Cancer 
btiKle under the authority of section 
Btii iV of the Public Health 8ervicc 
to (It U&C. 286d >. Such advisory com- 
\ shill be governed by the provi¬ 
so* the Federal Advisory Committee 
t (Pub L. 92-483) setting forth stand- 
lifovirtung the establishment and use 
fitasory committees. 

Clinical Trials Commute© A. De- 
I Tbrr&peutlcs Committee A 

Fcpofie: These committee* provide to 
foittrector, NCI and the Director, Divi- 
i of Cancer Treatment, NCI, advice 
*lbe technical competence of contract 
s submitted to the National Can- 
rlMttute In the areas of clinical trials 
[dntlopmental therapeutics for the 
a of the Division of Cancer Treat- 
■Qt Authority for these committees 
^oplre February 6,1977. 

fcd: Ptbruary 25. 1975. 

R W. Lamont-Havers. 

Acting Director , 
National Institutes of Health. 
WDoc75-45M Wed 3-3-75; 8:45 am] 

COK 22SKl!y E VALUATION RESEARCH 
COffrRAC T REYIEW COMMITTEE 

Meeting 

L5?“* to Pub- I* 92-463, notice Is 
meeting of the Con- 
^vjEniuaUon Research Contract 
OoMUttee, National InsUtute 
and Human Develop- 
18 'J 975 * Budding 31. Wing 
3 * National Insti¬ 
ll Bethesda, Maryland. 

Wk £L ****** Will be open to the 
fcrS5?J 10 5 P-»- April 16 

^ currcnt program and 

^ 1976 budget and 
Attendance by 
ibfcw ** ** limited to space avail- 
Neff * Committee 
hjSto^ °® c ». NICHD. Landow 
5 w!°uu C ^ 03 ' National Instl- 
fjn B<th esda, Maryland. 

9 • *96-1756, will provide 


summaries of the meeting and rosters 
of the committee members. 

Dr. Heins W. Be rend es, Chief. Con¬ 
traceptive Evaluation Branch. Center 
for Population Research, NICHD Landow 
Building, Room A-714, National Insti¬ 
tutes of Health, Bethesda, Maryland. 
Area Code 301, 490-4924, will provide 
substantive program information. 

Catalog of Federal Domestic Assist¬ 
ance Program No. 13.832, National In¬ 
stitutes of Health. 

Dated: February 21.1975. 

Suzanne L. Fremeau. 

Committee Management Officer. 

National Institutes of Health. 

| FR Doc.75-6599 Filed 3-3-75;8:46 am] 


LIPID METABOLISM ADVISORY 
COMMITTEE 

Notice of Meeting 

Pursuant to Pub. L. 92-463. notice is 
hereby given of the meeting of the Lipid 
Metabolism Advisory Committee. Na¬ 
tional Heart and Lung Institute on 
March 24-25, 1975, from 8:30 a.m. to 
5 p.m.. in Building 31. Conference Room 
3, Bethesda. Maryland. This meeting will 
be open to the public from 8:30 a.m. to 
1 p.m. on March 24, 1975, to discuss 
administrative reports. Attendance by 
the public will be limited to space avail¬ 
able. 

In accordance with the provisions set 
forth in sections 552(b)(4) and 552(b) 
(6). Title 5. U.8. Code and section 10(d) 
of Pub. L. 92-463. the meeting of the 
Committee will be closed to the public 
on March 24 from 1 pm. to 5 p.m. and 
on March 25, 1975, from 8:30 a.m. to 
5 p.m., for the review, discussion and 
evaluation of renewal proposals of ap¬ 
proximately 15 Lipid Research Clinic 
Program contracts. The contract pro¬ 
posals contain information of a pro¬ 
prietary or confidential nature, includ¬ 
ing detailed research protocols, designs, 
and other technical Information: finan¬ 
cial data, such as salaries: and personal 
information concerning Individuals as¬ 
sociated with the contracts. 

Mr. York Onnen. Chief, Public In¬ 
quiries and Reports Branch, NHLI, 
National Institutes of Health, Building 
31. Room 5A21, Bethesda, Maryland 
20014, (301) 496-4236, will provide sum¬ 
maries of the meeting and rosters of the 
committee members. 

Dr. Basil M. Rifkind, Chief, Lipid 
Metabolism Branch. NHLI, Building 31. 
Room 4A18, (301) 496-1681, will furnish 
substantive program information. 

Date: February 19.1975. 

Suzanne L. Fremeau, 
Committee Management Officer , 
National Institutes of Health . 

(FR Doc.75-5597 Filed 3-3-75;8;45 am] 


PULMONARY DISEASES ADVISORY 
COMMITTEE 

Meeting 

Pursuant to Pub. L. 92-463, notice Is 
hereby given of the meeting of the Pul¬ 


monary Diseases Advisory Committee, 
National Heart and Lung Institute, on 
April 25 and 26, 1975 in Conference 
Room 5. Building 31. National Institutes 
of Health. Bethesda, Maryland. 

The entire meeting will be open to the 
public on April 25. 1975. from 8:30 a.m. 
until 6 p.m. and on AprU 26. 1975, from 
8:30 a.m. until 4 p.m. to discuss the 
Division of Lung Diseases programs rela¬ 
tive to Pulmonary Academic Awards. 
Contracts and Specialized Centers of Re¬ 
search. Attendance by the public will be 
limited to space available. 

Mr. York Onnen, Chief. Public In¬ 
quiries and Reports Branch, National 
Heart and Lung Institute, Building 31. 
Room 5A21, National Institutes of 
Health. Bethesda. Maryland 20014, phone 
(301) 496-4236, will provide summaries 
of the meeting and rosters of the com¬ 
mittee members. Dr. Malvina Schweizer. 
Executive Secretary of the Committee. 
Westwood Building, Room 6A18, National 
Institutes of Health, Bethesda. Maryland 
20014. phone (301) 496-7208, will furnish 
substantive program information. 

Catalog of Federal Domestic Assistance 
Program No. 13.838, National Institutes 
of Health. 

Dated: February 12, 1975. 

Suzanne L. Fremeau, 
Committee Management Officer . 

National Institutes of Health. 

|FR Doc.75-5596 Filed 3-3-75.8:46 am] 


DEPARTMENT OF 
TRANSPORTATION 

Federal Highway Administration 
DARIEN GAP HIGHWAY 

Availability of Statement on Environmental 
Impact Assessment 

The Federal Highway Administration 
hereby gives notice that pursuant to 40 
CFR 1500.11 It forwarded a final state¬ 
ment of its Environmental Impact As¬ 
sessment on the environmental impact of 
the Darien Gap Highway, to the Council 
on Environmental Quality on Febru¬ 
ary 19,1975. Copies of this document may 
be obtained from the Office of Engineer¬ 
ing and Traffic Operations, HEO-1, Fed¬ 
eral Highway Administration, 400-7th 
8treet SW., Washington, D.C. 20590. 

Issued on February 24, 1975. 

Nor bert T. Tiemann, 
Federal Hightcay Administrator. 

|FR Doc.75-5615 Filed 3-6-75;8:46 am| 


Federal Railroad Administration 

l FRA Waiver Petition No. R3T-75-2) 

VERMONT 

Petition for Waiver of Track Safety 
Standards 

Notice is hereby given that the State 
of Vermont has petitioned the Federal 
Railroad Administration (FRA) for a 
temporary waiver of compliance with the 
requirements for track structure con¬ 
tained in 4$ 213.103-213.143 of the FRA 
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Track Safety Standards (49 CFR 213) 
for a period to terminate no later than 
November 1,1976. 

The trackage for which the waiver Is 
requested was previously owned by the 
Saint Johnsbury and Lamoille County 
Railroad Company. The tracks involved 
in the petition extend from Saint Johns - 
bury to Swanton. Vermont, a distance of 
approximately 96 miles. 

This trackage was purchased by the 
State of Vermont In late 1973 after the 
original owners had sought to abandon 
the line. After acquiring the property 
the State of Vermont established a re- 
liabilitation program, implementation of 
which was begun in May of 1974. Under 
this program approximately 56.000 cross- 
ties have been installed and 36.000 tons 
of ballast and seven miles of rail have 
been replaced. In addition, repair work 
on seven bridges and culverts has been 
accomplished to date. 

In spite of the completion of this work, 
portions of the trackage involved do not 
conform to the requirements for Class I 
track established by FRA. In the next 
phase of this rehabilitation program the 
installation of 17,000 crossties. 16 sets of 
switch ties, 20.000 tons of ballast and two 
miles of rail Is scheduled to be accom¬ 
plished during 1975. The 8late of Ver¬ 
mont believes that this program will 
bring the trackage into compliance with 
FRA requirements for Class I track with 
the possible exception of the condition of 
some segments of the rail. 

In order to permit operations to con¬ 
tinue during the restoration program 
this year and. if necessary, during part 
of 1976. the Btate of Vermont Is seeking 
this temporary waiver. The petitioner 
notes that only limited traffic moves over 
this line and that the commodities nor¬ 
mally carried are asbestos, talc, grain 
and lumber. Present train movements 
consist of only one trip in each direction 
over this line and that these operate only 
six days each week. 

Interested persons are Invited to par¬ 
ticipate In these proceedings by sub¬ 
mitting written data, views, or com¬ 
ments. FRA does not anticipate schedul¬ 
ing an opportunity for oral comment on 
these petitions since the facts do not ap¬ 
pear to warrant It. An opportunity to 
present oral comments will be provided 
however. If requested by any interested 
person prior to March 18. 1975. All com¬ 
munications concerning these petitions 
should Identify the appropriate Docket 
Number (FRA Waiver Petition Docket 
Number RST-75-21 and should be sub¬ 
mitted In triplicate to the Docket Clerk, 
Office of Chief Counsel. Federal Railroad 
Administration. Nasslf Building, 400 
Seventh Street. BW., Washington. D.C. 
20590. Communications received before 
April 15. 1975 will be considered by the 
Federal Railroad Administration before 
final action Is taken. Comments received 
after that date will be considered so far 
as practicable. All comments received 
will be available, both before and after 
the closing date for communications, for 
examination by Interested persons dur¬ 
ing regular business hours In Room 5101, 


Nasslf Building. 400 Seventh Street, 
SW, Washington, D.C. 20590. 

This notice is Issued under the au¬ 
thority of 45 UJS.C. 431; and fi 1.49(n) of 
the regulations of the Office of the Sec¬ 
retary of Transportation, 49 CFR 1.49 
cn). 

Issued in Washington. D.C. on Febru¬ 
ary 26.1975. 

Donald W. Bennett, 
Chief Counsel 

(PR Doc.75-5658 Piled 3-6-75;8;45 am] 


AMERICAN REVOLUTION 
BICENTENNIAL ADMINISTRATION 

BICENTENNIAL PROJECTS 

Guidelines for FY 1975 Revenue Funds 

Matching Grant Assistance to Non-Profit 

Organizations 

At Its meeting of February 25. 1975. 
the American Revolution Bicentennial 
Board on the basis of a recommenda¬ 
tion by the Administrator approved the 
following policy on American Revolution 
Bicentennial Administration (ARBA) 
use of non-appropriated revenue funds 
through the end of the fiscal year end¬ 
ing June 30. 1975. 

Policy Statement 

Section 2(f), section 8. and section 9 
(a) (2) of Pub. U 93-179 relate to the au¬ 
thority of the Administrator to use non- 
appropriated funds. Action is required by 
the Board for the establishment of a 
policy governing the use of such funds. 
Accordingly, the Administrator recom¬ 
mends that revenues available to the 
ARBA from the sale of PNC’s, commem¬ 
orative medals and the licensing of 
commemorative items as authorized un¬ 
der Pub. L. 93-179 be used for the fol¬ 
lowing purposes: (1) Matching grants to 
State Bicentennial Commissions and 
non-profit entities as provided in section 
9(a) (2) of the Act; (2) transfers to other 
Federal departments and agencies for 
purposes relating to or in furtherance 
of the Bicentennial commemoration as 
authorized In section 8 of the Act; and 
(3) expenditures by contract or other 
means in furtherance of the purposes of 
the Act pursuant to section 2(f) of the 
Act. 

The amount of revenue funds allo¬ 
cated for each category of use shall be 
determined by the Board based on recom¬ 
mendations of the Administrator de¬ 
pendent upon availability thereof. For 
purposes of initial allocations through the 
fiscal year ending June 30. 1975. an 
amount not to exceed the amount allo¬ 
cated to State Bicentennial Commissions 
($2.2 million) be available for recom¬ 
mendation by the Administrator to tho 
Board for matching grants for projects 
of special national or international sig¬ 
nificance. and for ARBA obligation by 
contract or other means to facilitate na¬ 
tional program initiatives of the ARBA. 

Introduction. Also, at its meeting of 
February 25. 1975. the American Revolu¬ 
tion Bicentennial Board approved guide¬ 
lines for ARBA FY 1975 revenue funds 


matching grant assistance to non« 
organizations for Bicentennial i 
which are of special national or L*r, 
tlonal significance and authored 
following notice thereof to be i 
in the Federal Reciste*. 

Guidelines 

The American Revolution_ 

nlai Administration has beendbededh 
the Congress In Pub. L. 93-178 to “lumi 
late and encourage" projects !n each« 
the 50 States, the District of Co'umi 
the Commonwealth of Puerto Rico i 
the Territories, as well as project* of a, 
tlonal and International Mgniflonctl 
the extent funds are available, eili 
from Congressional appropriation 
from commemorative sales. ARBA hail 
responsibility to provide financial i 
ance to States as well as to national i 
international programs. 

In compliance with those 
sional directives pertaining to ] 
and international Bicentennial j 
ARBA is initiating a new program I 
matching grants to assist non-profit o 
sanitations sponsoring program* 
special interest and need. Funding oft 
program is authorized by law only 1 
non-appropriated revenues. ■ I 

Interested persons should contact t 
ARBA, Office of States, Programs i 
Master Calendar. 2401 E Street 
Washington, D C. 20278. telephone 3 
634-1771 for further Information i 
application forms. 

General Information . As directed 1 
the ARBA Board, ARBA will 
matching grant awards under this i 
program for Bicentennial projects 1 
special national or international! 
cance sponsored by non-profit on 
lions, subject to the availability of f 
therefor, through the end of the i 
year, June 30. 1975. Such grant* wffll 
made from among application* 
are received within 40 days fo. 
publication of this notice. 

Tills program will be funded^ _ 
with non-appropriated revenue* 
from the sale of commemorative r 
and the licensing of comment 
items as authorized under TO. 
93-179. These sales generate limited r 
enues and are being allocated durtn* \ 
75 by the ARBA Board, between W* 
program, the on-going IWJ® * ^ 

slstance to 8tate Bicentennial 
slons, and for ARBA dbJJgttoJJ “ \ 
cheated In the ARBA Policy sute^ 
above. . , 

The ARBA Board has dlrtcteflw^ 
mlnistrator to review all P**}* 
tions received within the D 

to advise the Board at each «<*“•, 

plications which he recomoeoo 
grant approval. . 

The completed applicant® _ 
ali required accompan.ylng^ro^ ^ 
must be submitted in dJ ’. " , u!joD g. 
Administrator, American Re™ g 

centennial Administration. 

Street NW* Washington. •** 
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Purpose. The purpose of this 
vZa to ( 1 > assist the development 
fcaoort of Bicentennial programs 
Seu of special national and in- 
significance 1 within the 
uoi Heritage 76. Festival USA, and 
75 u referred to In section 
JVifllpub L.93—179; (2) encourage an 
[ balanced program for the Bi- 
cul commemoration within such 
e*. reographically across the Nation, 
L to tbe extent possible, abroad; (3) 
i K*cial emphasis u> the ideas asso- 
^vtth the Revolution which have 
important in the development of 
^United Suites In world affairs and in 
quest for freedom as provided 
KcSoJi4(d) of Pub. L. 93-179; (4) en- 
maximum Interest and par- 
tn the Bicentennial by citizens 
d institutions; and (5) give special 
ition to projects relevant to or 
rparticlpatlon of youth, women, 
ethnic groups and native 

BrMty. ARBA support Is limited to 
B-jcofl; organizations which meet the 
l criteria: 

L Tb be eligible to receive grant funds, 
(mc-pfoflt organization must be deter- 
1 to be tax exempt by the Internal 
Service Non-profit organiza- 
, which have been so determined. 
& submit copy of the IRS letter of 
xwapt status with their application. 
I Anon-profit organization which has 
t jet been determined to be tax ex- 
; by the Internal Revenue Service 
7 submit applications for grant asslst- 
t However, in the event of approval 
(the ipphcatoon by the Board, no funds 
be disbursed to the applicant until 
A copy of an IRS letter of tax exempt 
»h submitted to ARBA. 
t OrpLuixations must meet the re¬ 
nt of Tide VI of the Civil Rights 
1 i 1344 for the duration of any proj- 
“ wppOTted in whole or in part by the 
-E&i 

i An organization shall not be a le- 
WteUtuted government entity— 
or municipal 
tom Application. The grant appll- 
^^cocstnof the following, sub- 
in duplicate: 

executed '’Application for 
(Short form. Part I). 
1^7™^ for Federal Aasistanca" 
iT"3. Budget Data). 

tu r/SS!!L XmftUve s ^^«mezvt which 
>* Xh * "P** provided on 
tet for Federal Aasletance" 

*• Budget Data) or tn 
[ 1 “P** u neceeaary. 

* Intomai Revenue Service de- 
**** ot *** ®x«mpt status. If 

°* organization In- 
t ^ °f the Board and officials 

Rft&ci ® on ' ^th brief biographical 

* a PP !J oant has been 

• *od where applicable, a sum- 

***" m%7 13101 
N to OT Projects which 

** v proU)l n>«e or models 

throughout the Nation. 


mary of most recent operations and pro¬ 
grams including Income and budget data 
and potential source of proposed matching 
funds. 

7. Such additional Information as you may 
wish to submit or ARBA may request. 

Criteria for Application Review. 1. 
Applications will be reviewed according 
to the following criteria: 

(a) Furtherance of the purposes of Pub. 
L. 93-170 and the Grant Program; 

(b) Soundness and quality of project; 

(c) Potential Impact of the project— 
nationwide, worldwide maximum Impact in 
relation to ARBA statutory objectives; 

(d) Organizational stability and qualifi¬ 
cations and experience of managerial per¬ 
sonnel; 

(e) Feasibility of project; Project must 
bear a direct relation to, but Is not confined 
to the period between March 1975 and 
December 31. 1976; 

(f) Reasonableness of estimated costa In 
relation to anticipated results. 

2. Any grant application which meets 
the above criteria and is awarded a grant 
shall be accorded Official ARBA Recog¬ 
nition .since it will have also met all cri¬ 
teria for such Recognition. 

Grant Provisions. (Notz.—F ederal 
Management Circular (FMC) 74-7 ref¬ 
erenced herein has replaced OMB Circu¬ 
lar A-102. No substantive changes have 
been made to Circular A-102 (Revised).) 

1. Provisions for Inclusion in grants 
under this program arc set forth below. 
The Board may modify or Include such 
other provisions as in its sole discretion 
it may determine. 

2. Purpose of the grant is to assist the 
non-profit grantee organization (herein¬ 
after referred to as the "Grantee”) in 
developing and supporting Bicentennial 
programs and projects of special national 
and international significance which 
meet the announced general purposes of 
the program. 

3. To be eligible to receive grant funds, 
a nonprofit organization must be deter¬ 
mined to be tax exempt by the Internal 
Revenue Service. Non-profit organiza¬ 
tions, which have been so determined, 
must submit a copy of the IRS letter of 
tax exempt status with their applica¬ 
tion. 

4. A non-profit organization which 
has not yet been determined to be tax 
exempt by the Internal Revenue Serv¬ 
ice may submit applications for grant 
assistance. However. In the event of ap¬ 
proval of the application by the Board, 
no funds will be disbursed to the ap¬ 
plicant until a copy of an IRS letter of 
tax exempt status is submitted to ARBA. 

5. Grants will be made up to 50 per¬ 
cent of the total cost of the project to be 
assisted. A minimum of 50 percent of the 
Grantee's matching-share requirement 
shall be In non-Federal dollars. The re¬ 
mainder of the matching-share require¬ 
ment may, in the Grantee's discretion, 
be "In-kind.” (Reference: FMC 74-7 
Attachment F—Matching Share) 

6 . A Bicentennial project must be op¬ 
erational or completed during or before 
1976, and have some residual value where 
appropriate. 

7. The Grantee will assure that grant 
funds will be disbursed for the ARBA 


approved project in accordance with the 
provisions of the Grant Agreement. 

8 . A Oran tee must have reasonable as¬ 
surance that it can meet the matching 
share requirement for the project. ARBA 
funds will not be disbursed until the 
Grantee provides written certification to 
ARBA that the matching share require¬ 
ment has been met. Such certification 
must be submitted within six months of 
date of grant award. Where no certifica¬ 
tion is received within such period, grant 
funds shall cease to be available to the 
Grantee and any funds disbursed by 
ARBA to the Grantee and not otherwise 
disbursed pursuant to the Grant Agree¬ 
ment shall be returned Immediately to 
ARBA. 

9. The application for grant shall in¬ 
clude a time schedule for completion of 
the project, detailed cost data, a narra¬ 
tive description of the project, an ex¬ 
planation as to how the project con¬ 
tributed to the overall Bicentennial ob¬ 
jectives of the ARBA and a plan for rais¬ 
ing funds required for completion of the 
project (If not already available) Includ¬ 
ing potential sources of funding. Each 
application shal l also include a com¬ 
pleted "BINET” form describing the 
project. (Reference: FMC 74-4 Attach¬ 
ment B—Standards for Selected Items of 
Cost) 

10. The Bicentennial project to be as¬ 
sisted need not be capable of completion 
with the grant funds and matching share 
requirement: howewer, it must be demon¬ 
strated to the ARBA that a reasonable 
expectation exists that additional fund¬ 
ing can be raised to complete the project 
In a timely fashion. 

11. To apply for a grant, the applicant 
shall use the "Application for Federal 
Assistance (Short Form)” Parts I 
through IV. and shall be filed by the 
Grantee with the Administrator, ARBA. 
2401 E Street NW.. Washington. D.C. 
20276. 

12. Award of a grant for a Bicenten¬ 
nial project shall be construed as con¬ 
stituting official ARBA recognition 
thereof and use of the ARBA logo Is. 
authorized In accordance with the ARBA 
Graphics Standards Manual. 

13. Grantee shall establish and main¬ 
tain a separate bank account for deposit 
of grant funds and establish and main¬ 
tain a separate grant account reflecting 
all receipts, obligations, and disburse¬ 
ment of grant funds. Financial records, 
including substantiating documentation 
<e.g., payroll, vouchers, invoices, bills) 
must be maintained. (Reference: FMC 
74-7 Attachment A—Cash Depositories 
and Attachment G—Standards for 
Grantee Financial Management System) 

14. No grant funds may be used for 
any costs which were incurred or for 
which commitment was made, before the 
effective date of the grant award. 

15. Financial reports and descriptive 
project reports will be required as ARBA 
may specify. As a minimum. Grantee 
shall submit financial and descriptive 
reports semi-annually and within 90 cal¬ 
endar days after the completion of the 
project. Financial reports shall be In 
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duplicate on the •'Report of Federal Cash 
Transactions" form. The descriptive 
project reports will include a comparison 
of project accomplishments to goals es¬ 
tablished at Inception, notable successes, 
reasons for not meeting goals, if appli¬ 
cable, and other pertinent information. 
(Reference: FMC 74-7 Attachment H— 
Financial Reporting Requirements and 
Attachment I—Monitoring and Report¬ 
ing of Program Performance) 

In addition to the above reports, the 
Grantee shall Inform AREA as soon as 
known of: 

(a) Significant accomplishments which re¬ 
late to project objectives, 

(b) Significant problems, delays or Adverse 
conditions, actual or anticipated, which will 
materially affect the project objectives or 
prevent the meeting of time schedules. If 
any of these conditions change the budget 
estimates by more than $1,500 or 10 percent 
of the total grant amount, whichever Is the 
greater, a request for approval must be sub¬ 
mitted to ARBA in accordance with appli¬ 
cable provisions hereof. 

(c) Steps taken or contemplated to resolve 
the situation enumerated In (b) above. 

(d) Other developments or events which 
may have a significant Impact upon the ac¬ 
complishment of project objectives. 

(Reference: FMC 74-7 Attachment I— 
Monitoring and Reporting of Program 
Performance) 

16. Grantee will maintain records re* * 
garding obligation and disbursement of 
grant funds for a period of three years 
following the completion of the project. 
Such records shall be available for review 
by the GAO and the ARBA. (Reference: 
FMC 74-7 Attachment C—Retention and 
Custodial Requirements for Records) 

17. The grant may be terminated by 
ARBA In whole or in part, after consul¬ 
tation with the Grantee, at ARBA's dis¬ 
cretion. Such termination shall not af¬ 
fect any Grantee commitments which in 
Judgment of ARBA became firm prior to 
effective date of termination. Grantee 
shall not incur new obligations for the 
project after the effective date of ter¬ 
mination and shall cancel as many out¬ 
standing obligations as possible. The 
Grantee shall promptly make a full ac¬ 
counting to ARBA and refund to ARBA 
any grant funds not otherwise legally 
available to the Grantee pursuant to the 
terms of the Grant Agreement. (Refer¬ 
ence: FMC 74-7 Attachment L—Grant 
Closeout Procedures) 

18. Grantee shall request ARBA ap¬ 
proval for budget revisions which: 

(a) Result from changes in the scope or 
Objective of the grant-supported project. 

(b) Result In cumulative transfers of 
amounts among direct budget categories In 
excess of $1,500 or 10 percent of the total 
grant amount, whichever la the greater. 

(Reference: FMC 74-7 Attachment I— 
Monitoring and Reporting of Program 
Performance) 

Nome.—For grant revisions or changes, the 
standard form which la used for the grant 
appUcation shall be used when requesting 
approvals. 

19. Grant funds which are not used In 
accordance with the approved grant ap¬ 
plication shall be refunded to the ARBA. 
In addition. If the final project cost is 


less than the amount estimated at the 
inception of the grant, ARBA funds may 
not exceed 50 percent of the final cost 
and any grant funds exceeding 50 percent 
of the final project cost must be returned 
to the ARBA. (Reference: FMC 74-7 At¬ 
tachment L—Grant Closeout Proce¬ 
dures) 

20. Grant funds will be advanced by 
UJ3. Treasury check as needed to meet 
current disbursement needs for a forth¬ 
coming period not exceeding 90 days, or 
in the full amount for grants of $2,500 
or less. Each request for advance shall be 
submitted in duplicate on the "Request 
for Advance or Reimbursement" form. 
(Reference: FMC 74-7 Attachment J— 
Grant Payment Requirements) 

21. Grantee U required to return to the 
ARBA interest earned on advances of 
funds, if Any. Other program income 
earned during the grant period may be 
either added to the project and used for 
further eligible program objectives, if 
any. or deducted from the program cost. 
(Reference: FMC 74-7 Attachment E— 
Program Income) 

22. Real or Personal property, if any. 
acquired under the grant may be used 
for other eligible programs, if any. or 
treated in accordance with FMC 74-7 
Attachment N —Property Management 
Standards. 

23. The Grantee shall select subcon¬ 
tractors (including suppliers) on a com¬ 
petitive basis to the maximum practi¬ 
cable extent consistent with the objec¬ 
tives of the grant program. (Reference: 
FMC 74-7 Attachment O—Procurement 
Standards) 

John W. Warner. 

Administrator , 

February 27. 1975, 

(FR Doc.75-5727 Wed $-8-75:8:45 am] 

CIVIL AERONAUTICS BOARD 

| Docket 27234; Order 75-2-103] 

ALLEGHENY AIRLINES, INC. 

Order to Show Cause 

Adopted by the Civil Aeronautics 
Board at its office in Washington. D C. 
on the 26th day of February, 1975. 

Application of Allegheny Airlines. Inc., 
for amendment of its certificate of public 
convenience and necessity for route 97 so 
ns to delete Lafayette. Ind. 

By application filed December 24.1974. 
Allegheny Airlines. Inc. (Allegheny), re¬ 
quests an amendment to its certificate of 
public convenience and necessity for 
route 97 so as to delete Lafayette. Ind.. 
therefrom, by show-cause procedures. 

In support of Its deletion application. 
Allegheny alleggs, intar alia , that: It has 
been operating an experimental service 
at Lafayette consisting of a single daily 
BAC-111 round trip between Lafayette 
and New York via Pittsburgh; 1 based on 


* Allegheny woe authorized to operate the 
experimental service pattern at Lafayette by 
order 73-9-115, 8ept. 28, 1973. Thereafter, 
service began on Oct. 1, 1073, but was tem¬ 
porarily discontinued on Jan. 7.1974 because 
of the fuel crisis (order 74-1-3. Jan. 2. 1974). 
The service was recommenced on June 1, 1074 
and was to continue for a minimum of 6 
months or until Nov. 30. 1074. 


results through November 30 W 4 a 
gheny has concluded that It would be? 
tile to continue the experimental i 
beyond the 6-month test period k 
upon with the city: # consequent? 1 : 
carrier determined to discooUine’' 
Lafayette-Plttsburgh round trip effer 
January 7. 1975, and to replace It i 
a single CV-580 round trip in the 1 
a polls market, the minimum neu^ 
to satisfy Its certificate requirement- thi 
experimental service foiled despite con* 
corted efforts by Allegheny and theecc- 
munlty to achieve sucres, including n* 
tensive advertising and promotions] 
grams; continuation of service at Isfiw 
ette would result In a net loss of $10* g 
after allowance for return and tax: del 
tion of Allegheny's service at Ufaye 
will not leave the city isolated from u 
air transportation system, since Air Wii* 
consin provides ample commuter i 
In the city's two major markets. ( 
and Indianapolis. 1 and substantial l_ 
service is available at Indianapolis' Weir 
Cook Airport located only 65 mfl« i 
east of Lafayette via Interstate l 
and deletion will result In an annua] t 
savings of 100.000 gallons. 

No answers to Allegheny’s ap 
have been received. 

Upon consideration of the 
and all the relevant facts, we have < 
elded to issue an order to show an 
proposing to grant the requested < 
lion at Lafayette/ Wc tentatively! 
and conclude that the public convei 
and necessity require the amendment d 
Allegheny's certificate for route 17 »i 
to delete Lafayette, Ind , therefrom.! 
fads and circumstances which we bm 
tentatively found to support our 
mate conclusion are as follows. 

In terms of total passengers* 
Lafayctte-Chlc&go market was at 
time Lake Central’s largest market, to¬ 
taling 43,000 passengers in 1967/ Howl 


• Allegheny and Lafayette mutually L 
a prescribed standard of 86 P*®* 0 **” 5 
parture as the break -even pstroajl* 
ilrcd to sustain the experimental 

j. producing a load factor of 45 P****^! 
rtlea determined that If. after s 
Lai period, the service did not 
qulred posset)gem, then It . 

lued. Allegheny indicates t hoUg* , 
rlod June-November 1974v ps****~\ j 
parture averaged under ». 

ontto—Augu»t—expcr'enrln^mow 

34). Thu*, the HlKhU Tell •*«*“ 

R * break-e»en operation bj aert 
•winter* per departure on 
•Air Wisconsin presently 
illy round trip* between US »£»•* - 
«o and three dally round*'?* ^ 
rfayetto and Indianapolis (Jan- • 

lO) • . ^ rMUlt $ 6 

• Our proposed action will 
ajor Federal action 

e quality of the enviranmwl^^ 
eanlng of the ^ 

>Ucy Act of 1906. Our cH 

1st ling air taxi operations mor.^, 

reeled, but would *od I 

Allegheny's ** 

gs at Lafayette, with son* fvaAu 

ivlronmenUl effect. . trTf x 

•Allegheny and Lake Central w* 

6#* AAFrl^P Ifl 1968- 
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* AflesbW * trafflc tecU*** 

% Darth because of Air Wisconsin’s 
fJjo the market and portly because 
terming use being made of the 
? IndUnapoUs aln>ort. As a result, 
gradually reduced service In 
Jtytrt from four round trips daily 
ao round trips These flights pro- 
Mibcwi 11 passengers per departure 
CV-5S0 aircraft. Thus, service 
2*OiteM° market became uncco- 
. in an effort to attract additional 
n, Allegheny and ofllclals at 
,_i agreed to an experimental Jet 
J* puts bur eh and New York for 
^Jmum of 6 months 'see footnote 1, 
rt>. Bower, the results of the ex¬ 
ited* have proved that there is little 
riteri that the Pittsburgh /'New York 
ticrlce could achieve a break-even 
; tethin the foreseeable future. 
j,Alk<heny has attempted to pro- 
iiiuhlc service In Lafayette's three 
j markets without success, 
fix tow traffic levels Allegheny has 
snpedendng at Lafayette have re- 
l In uneconomic operations for the 
(f. Continuation of Its services dur- 
I ID nil result In a net economic loss 
[tgrafcnately $100,000. There Is no 
m to believe that the traffic expert- 
find the financial results of Alle- 
i Lafayette services have any rea- 
i dance of meaningful improve- 
1 tn the foreseeable future, especially 
•kht of the ample and convenient air 
■abon alternatives available to 
travelers. Indianapolis' Weir 
tAirport k located only 65 miles and 
Iteaitefrom Lafayette via Interstate 
l Alr Wisconsin's commuter services at 
ire substantial and have been 
r tacreasing Thus, the city Is not 
4from the air transportation sya- 
thniHy, the absence of civic opposi¬ 
te Allegheny's application lends 
1 to our decision that the show- 
J procedure Is appropriate. 

“fctjted persons will be given 30 
*h fcaowing the date of adoption of 
■ wfcMoihow cause why the tenta- 
1 and conclusions set forth 
J® would not be made final. We ex- 
]**» Pc«ons to support their objec- 
with detailed answers, $pe- 
«7 letting forth the tentative ftnd- 
»ifid conclusions to which objection 
®|®J$uch objections should be ac- 
^ arguments of fact or law 
“ 1 ** supported by legal prece- 
detailed economic analysis. If an 
Tttu? hwring Is renuested. the ob- 
f iboukl state in detail why such a 
“•h considered necessary and 
»relevant and material facts he 
r*pect to establish through such 
hT* be established In 

General, vague. 
obJ<c,Jons will not 

“■Wiled, 

tt ft ordered. That: 1. AU 
three ted to show 

tilr RhouI< > Issue an 
*1®$ final the tentative findings 
stated herein and 
wjOttUflcate of pubUc con- 
*** necessity of Allegheny 


or 

be 


Airlines. Inc., for route 97 so as to delete 
Lafayette. Ind„ therefrom; 

2. Any Interested persons having ob¬ 
jections to the Issuance of an order mak¬ 
ing final any of the proposed findings, 
conclusions, or certificate amendments 
set forth herein shall, within 30 days 
after the date of adoption of this order, 
file with the Board and serve upon all 
persons listed in paragraph 6 a state¬ 
ment of objections together with a sum¬ 
mary of testimony, statistical data, and 
other evidence expected to be relied upon 
to support the stated objections; • 

3. If timely and properly supported 
objections are filed, full consideration 
will be accorded the matters and Issues 
raised by the objections before further 
action Is taken by the Board; 

4. In the event no objections are filed, 
all further procedural steps will be 
deemed to have been waived and the 
Board may proceed to enter an order In 
accordance with the tentative findings 
and conclusions set forth herein; and 

5. A copy of this order shall be served 
upon Allegheny Airlines. Inc.; Governor, 
State of Indiana; Mayor. City of La¬ 
fayette; Indiana Aeronautics Commis¬ 
sion; Airport Director. Purdue University 
Airport; and the UB. Postal Sendee. 

This order will be published in the 

FEDERAL REGISTER. 

By the Civil Aeronautics Board: 

tSEALl Phyllis T. Kaylor. 

Acting Secretary. 

|PR Doc.76-6718 Plied $-6-75:8:46 «ira| 


ENVIRONMENTAL PROTECTION 
AGENCY 

| OPT*-32000/198 & 190. PUL 640-41 

RECEIPT OF APPLICATIONS FOR 
PESTICIDE REGISTRATION 
Data To Be Considered in Support of 
Applications 

On November 19, 1973, the Environ¬ 
mental Protection Agency (EPA) pub¬ 
lished In the Federal Register (38 FR 
31862) Its interim policy with respect to 
the administration of section 3(c) (1) (D) 
of the Federal Insecticide, Fungicide, and 
Rodenticide Act (FIFRA), as amended. 
This policy provides that EPA will, upon 
receipt of every application for registra¬ 
tion, publish In the Federal Register a 
notice containing the information shown 
below. The labeling furnished by the ap¬ 
plicant will be available for examination 
at the Environmental Protection Agency. 
Room EB-31, East Tower, 401 M Street, 
SW. Washington DC 20460. 

On or after May 2, 1975, any person 
who (a) Is or has been an applicant, (b) 
believes that data he developed and sub¬ 
mitted to EPA on or after October 21. 
1972, Is being used to support an appli¬ 
cation described In this notice, (c) de¬ 


• All motions and/or petitions for recon¬ 

sideration shall be filed within tho period al¬ 
lowed for filing objections, and no further 

motions, requests, or petitions for reconsid¬ 
eration of this order will be entertained. 


sires to assert a claim for compensation 
under section 3(c)(1)(D) for such use of 
ills data, and (d) wishes to preserve his 
right to have the Administrator deter¬ 
mine the amount of reasonable compen¬ 
sation to which he Is entitled for such use 
of the data, must notify tire Administra¬ 
tor and the applicant named In the 
notice In the Federal Register of his 
claim by certified mall. Notification to the 
Administrator should be addressed to the 
Information Coordination Section, Tech¬ 
nical Services Division (WH-569), Office 
of Pesticide Programs. 401 M Street, SW, 
Washington DC 20460. Every such claim¬ 
ant must include, at a minimum, the In¬ 
formation* listed tn the Interim policy of 
November 19. 1973. 

Applications submitted under 2(a) or 
2'b) of the interim policy will be proc¬ 
essed to completion In accordance with 
existing procedures. Applications sub¬ 
mitted under 2'c) of the Interim policy 
cannot be mode final until the 60 days 
period has expired. If no claims are re¬ 
ceived within the 60 day period, the 2(c) 
application will be processed according to 
normal procedure. However, if claims are 
received within the 60 day period, the ap¬ 
plicants against whom the claims are 
asserted will be advised of the alterna¬ 
tives available under the Act. No claims 
will be accepted for possible EPA ad¬ 
judication which are received after 
May 2.1975. 

Dated; February 26.1975. 

Joint B. Ritch, Jr.. 

Director . Registration Division. 

APPLTCAnows Rebtid (OPP-32000/198] 

KPA File Symbol 11329-0. Aladdin Cbcm. Co . 
Highway 162. PO Box 244. Rogers MN 
66374. JUMBO CHLORINE TABLETS. 
Active Ingredlenta: Trichloro-S-Trlaalne- 
trlone 996%. Method of Support: Appli¬ 
cation proceeds under 2(b) of Interim 
policy. PM34 

EPA File Symbol 7718RL. Bcaco Carp., 200 

N. Myrtle St.. McUlrio LA 70004. BE5CO 
*100 ALOICIDE INHIBITOR Active In¬ 
gredient*: Alkyl (C14 68%. C18 28%. C12 
14%) dtmethy) benzyl ammonium chloride 
10%. Method of Support: Application pro¬ 
ceeds under 2(c) of Interim policy. PM3I 

EPA FUe 8ymbol 6248 HO. Blsck Magic Co , 
PO Box 16463. Jacksonville PL 32216. 
BLACK MAGIC DIAZINON PLUS. Active 
Ingredients: O.O-dlethyl 0-( 2-Isopropyl-8- 
methyl - 4-pyrimldlnyl) phoephorothloate 

O. 60%; 2j2-dlchlorovlny1 dimethyl phos¬ 
phate 0.46%; related compounds 0 04%: 
Aromatic petroleum derivative solvent 
6.87%; Petroleum distillate 92.00%. Method 
of Support: Application proceeds under 
2(o) of Interim policy. PM14 

KPA File Symbol 11004 AG. Dymon, Inc., 
PO Box 6235. $401 Kansas Ave„ Kansas 
City KS 66106 CTTIOR-A-FOO INSECTI¬ 
CIDE CONCENTRATE KILLS FLIES AND 
MOSQUITOES. Active Ingredients: Aro¬ 
matic Petroleum Derivative Solvent 
$500%: Methoxychlor Technical (11.19% 
2.2-bis (p-methoxypheny!) -1.1,1 -trichloro- 
cthane and 181% related compounds) 
1250%: 2.2-Diehlorovinyl Dimethyl Phos¬ 
phate 252%; Related compounds 0.10%. 
Method of Bupport: Application Proceeds 
under 2(c) of Interim policy. PMI3 
EPA File 8ymbol 35380-B. Elston CO-, Inc.. 
815 E 79th 8t.. Minneapolis MN 56420. 
ELSTON STRYCHNINE. Active Ingredi¬ 
ents: Strychnlno Alkaloid 965%. Method 
of 8upport: Application proceed* under 
2(c) of Interim policy. PM11 
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EPA File Symbol 168-LNA. Entrada Indus¬ 
tries. Inc.. Wasatch Chem. Dir, PO Bos 
0210. 1979 8. 700 W. Salt Lake City UT 
04100. WASCO MINT KLEAN II. Active 
Ingredients: Octyl Decyl Dimethyl Am¬ 
monium Chloride 3 750%; Dioctyl Dimethyl 
Ammonium Chloride 1.875%; Dldecyl 
Dimethyl Ammonium Chloride 1.875%; 
Alkyl (C14 50%. C12 40%. CIO 10%) 
Benzyl Dimethyl Ammonium Chloride 
5.000%; Tetrarodlum Ethylcncdtamlne 
Tetraacetate 3.430%: Isopropyl Alcohol 
3.000%; Ethyl Alcohol 1.000%. Method of 
8upport: Application proceeds under 2(b) 
of Interim policy PM31 

EPA Pile Symbol 11497-RU. Enviro Chem. 
Oorp., 11262 Leo Lane. Dallas TX 75329. 
PURR BACTERIOSTATIC LAUNDRY 
SOFTENER CONCENTRATE. Active Ingre¬ 
dients: Octyl Decyl dimethyl ammonium 
chloride 15.0%; Dioctyl dimethyl ammo¬ 
nium chloride 7.5%; Dldecyl dimethyl am¬ 
monium chloride 7.5%. Method of Support: 
Application proceeds under 2(b) of Interim 
policy. PM31 

EPA File Symbol 2596-LT. The Hart* Moun¬ 
tain Corp, 700 S. 4th 8t.. Harrison NJ 
07039. HARTZ DOO FLEA A TICK KILLER. 
Active Ingredients: Pyrethrlns 0.050%; 
Technical Ptperony! Butoxlde 0.100%; N- 
Octyl Blcydohcptene Dlcar box imide 

2 167%; N.N-dlethy 1 • m - toluamlde 0 650%; 
Other lsomem 0.350%; 2.3:4 r 5-BLs (2- 

butylene) tetrahydro - 2 - (uraldehyde 
0.500%; IM-n-propyl Isocinchoraeronate 
0500%; Petroleum distillate 4083%. 
Method of Support: Application proceeds 
under 2(c) of interim policy. PM17 

EPA File Symbol 2596-LI. The HarU Moun¬ 
tain Corp. 700 S. 4th St.. Harrison NJ 
07029. HARTZ INSECT REPELI.ENT FOR 
DOOS #1. Active Ingredients: N.N- 
dlethyi-m-toluamlde 6.65%; Other Isomers 
0.35%: N-Octyl Blcycloheptene dlcarboxi- 
mide 2.00%; 2J 4.5-BU (2-butylene) tetra- 
hydro-2-f uraldehyde 0.50%; Di-n-propyl 
Isoclnchomeronate 0.60%; Petroleum 
Distillate 6.00%. Method of Support: Ap¬ 
plication proceeds under 2(c) of Interim 
policy. PM 17 

EPA File Symbol 8780-UU. High Point Mills, 
Inc, 1225 Lehigh Station Rd.. Henrietta 
NY 14467. TURF LINE X-ANTHIC LAWN 
WEED KILLER PLUS TURF FERTILIZER. 
Active Ingredients: Dimethylamtne salt of 
2-(2-methyl-4-chlorophenoxy) propionic 
add 0.85%: 2.4-dIchlorophenoxyacetlc add, 
sodium salt monohydrate 087%. Method 
of Support; Application proceeds under 
2(c) of Interim policy. PM23 

KPA File 8ymbol 10145 RA. Nationwide 
Chem. Oo.. Inc.. 56 N. 1st 8t„ Brooklyn 
NY 11211. COMPACTOR AND KITCHEN 
AQUEOUS SPRAY #4005. Active Ingredi¬ 
ents: Pyrethrlne 0 12%; Plperonyl Butox¬ 
lde, Technical (086% (butylcarbltyl) 
(6-propylptperonyl) ether and 024% of 
related compounds) 1.20%: Petroleum 
Distillate 0 48%. Method of 8upport: Ap¬ 
plication proceeds under 2(c) of Interim 
policy. PM 17 

EPA File 8ymbol 10148 Rtf. Nationwide 
Chem. Co., Inc. MILL SPRAY #4001. 
Active Ingredients: Pyrethrlns 02%; 
Plperonyl Butoxlde. Technical (1.8% 
(butylcarbltyl) (6-propylplperonyl) ether 
and to 03% of related compounds) 28%; 
Petroleum Distillate 07 8%. Method of 
Support: Application proceeds under 2(c) 
of Interim policy. PM17 

KPA File Symbol 10140-RR Nationwide 
Chem. Oo.. Inc. SUPER FOOD PLANT 
FOOOINO INSECTICIDE #4003. Actlvo In¬ 
gredients: Pyrethrlns 0.5%; Plperonyl Bu¬ 
toxlde, Technical (4 0% (butylcarbltyl) 
(6-propylplperonyl) ether and to 18% of 
related compounds) 58%; Petroleum Dis¬ 
tillate 94.6%. Method of Support : Applica¬ 
tion proceeds under 2(o) of Interim policy. 
PM17 


EPA File 8ymbol 10H8-RO. Nationwide 
Chem. .Oo.. Inc. VAPORIZER CONCEN¬ 
TRATE #4002. Active Ingredients: Pyre¬ 
thrlns 03%; Plperonyl Butoxlde. Technical 
2.4% of (butylcarbltyl ) (6-propylplper¬ 
onyl ) ether and 0.6% of related com¬ 
pounds) 3.0%; Petroleum Distillate 96.7%. 
Method of Support: Application proceeds 
under 2(c) of Interim policy. PM17 
EPA File 8ymboi 10148-RL Nationwide 
Chem. Co.. Inc. INDUSTRIAL SPRAY 
#4000. Active Ingredients; Pyrethrlns 
0.10%; Plperonyl Butoxlde. Technical 
(08% (butylcarbltyl) (6-propylplperonyl) 
ether and 03% of related compounds) 
1.00%; Petroleum Distillate 98.00%. Meth¬ 
od of Support: Application proceeds under 
3(c) of Interim policy. PM17 
EPA File Symbol 10148 RF. Nationwide 
Chem. Co., Inc. INDUSTRIAL AQUEOUS 
INSECTICIDE #4804 Active Ingredients: 
Pyrethrlns 0.12%: Plperonyl Butoxlde, 
Technical (006% (butylcarbltyl) (6- 
propyIplperonyl) ether and to 024% of 
related compounds) 130%; Petroleum 
Distillate 0.45%. Method of Support: Ap¬ 
plication proceeds under 2(c) of InUrm 
policy. PM 17 

EPA Reg. No. 760 275 Woolfolk Chem Works, 
Inc. PO Box 935. Fort Valley OA 31030. 
KELTHANK EC MITTCIDR. Active Ingre¬ 
dients: l,l-Bli(p-chloropheny!)-2 2-trl- 
chloroethanol 18.5%. Method of Support: 
Application proceeds under 2(c) of interim 
policy. PM13 

Applications Received (OPP-32000/199) 
KPA File Symbol 35378-L Aqua/Procee* 
Chem. 2408 York town #178. Houston TX 
77027. 8-74 LOW FOAM WATER TREAT¬ 
MENT MICROBIOCIDE. Active Ingredi¬ 
ents: Dioctyl dimethyl ammonium chlo¬ 
ride 60%; Ethyl aloohot 10%. Method of 
Support: Application proceeds under 2(b) 
of interim policy. PM31 
KPA File Symbol 3876-RRT Beta Lab„ Inc., 
4636 Somerton Rd . Trevoee PA 19047. BETZ 
8LTMICTDE 244 SLIME CONTROL AOENT. 
Active Ingredients: DodecylguanadIn* hy¬ 
drochloride 10.15%. Method of Support: 
Application proceeds under 2(c) of interim 
policy. PM21 

EPA File Symbol 14953-U. Engineering Chem. 
Services. Inc„ 40 Fulton 8t.. New Bruns¬ 
wick NJ 08902. TREATMENT NO. Lr-113. 
Active Ingredients: n-alkyl (60% C!4. 80% 
C16. 6% Cl2. 6% C18) dimethyl benzyl 
ammonium chloride* 43%: n-di-alkyl 
(60% C14, $0% 016. 5% CI1. 6% CIS) 
methyl benzyl ammonium chlorides 0.8%. 
Method of Support: Application proceeds 
under 2(b) of lnterm policy. PM31 
EPA File Symbol 2831 -LE. Nap&aco Interna¬ 
tional. PO Box 1219, Thlbodaux LA 70301. 
MICRO X SPICE FRAORANT PHENOLIC 
DISINFECTANT. FUN OI Cl DR. DEODOR¬ 
ANT. Active Ingredients: Alkyl (C14 58%, 
C!6 28%, CI2 14%) dlmethyi benzyl am¬ 
monium chloride 035%; Essential oil* 
0.50%; Iaopropanol 4332%. Method of 
Support: Application proceed* under 2(c) 
of Interim policy. PM21 
EPA File Symbol 2831 -LR. Napasco Interna¬ 
tional. MICRO X ORANGE FRAORANT 
PHENOLIC DISINFECTANT. PUNOICIDR. 
DEODORANT. Active Ingredients: Alkyl 
(C14 55%. C16 28%. C12 14%) dimethyl 
benzyl ammonium chloride 0357; Essen¬ 
tial Oil* 080%; Isopropanol 4332%. Meth¬ 
od of Support: Application proceed* under 
2(c) of Interim policy. PM31 
EPA FUe Symbol 2831-LN. Napasco Interna¬ 
tional MICRO X LEMON FRAORANT 
PHENOLIC DISINFECTANT, FUNOICIDH. 
DEODORANT. Active Ingredient*; Alkyl 
(014 58%. CIO 28%. C12 14%) dimethyl 
benzyl ammonium chloride 035%: Es¬ 
sential Oils 080%; Isopropanol 43.22%. 
Method of Support: Application proceeds 
under 2(c) of interim policy. PM31 


EPA File Symbol 2021 ~ni Katioosl 
Chem. Co., 4601 Fiat Rock fcf ^ 
phla PA 19127 NAMICO DfiC, 
AND SANITIZER Active iSSS 
alkyl (50% C14, 40% 012, ^2? 
methyl benzyl ammonium cft arwl 1 
Method of Support: Apphciikm? 
under 2(b) of Interim policy Mat 
EPA File Symbol 3031 1-R RodiwL 
Inc.. Seguln St.. La Vernla TX 711 ? 
DISINFECTANT - SANITIZER*Dm 
IZER. Active Ingredient*- Alkc] 

C12 40%. C16 10%) Dlmeth* 
monlum Chloride 10 0% Methr* £ 
port: Application proceed* uadtr w 
interim policy. PM31 1 

EPA File Symbol 42D7-RA. Retliarr i 
Inc.. 3302 E. 87th St., Cleveland OH ui 
H-C TREATMENT NO. 473 LOW 1 
WATER TREATMENT MICROKOu 
Active Ingredient*: EHoctyt dimethyl a 
monlum chloride 50%; Ethyt almhoti 
Method of Support- Application prw 
under 2(c) of Interim policy Pici 
EPA Flit Symbol 4207-ET Reliant* Br 
Inc.. 3302 E. 87th St. CltrtluuS Ofi Ml 
H~C TREATMENT NO 476 C0NC3 
TRATED SIJMICIDE FOR PfT 
COO LINO SYSTEMS. Active la 
N-Alkyl (C12 5%. CI4 60%. C10 m 
6%) dimethyl benzyl rmunoalua rtM 
24%; Bis (tl-n-butyt tin) ozld* I 
Method of 8upport* Appttcatioe pn 
under 2(c) of interim policy. PSOi 
EPA File Symbol 22055 U. Sharp Chtal 
5921 Plalnvlew. Houvton TX T70U.S 
SAN L-50 DISINFECT ANT-A\5fn 
DEODORIZER- Active Ingrodlrnta: 
(C14 50%. C12 40%. CM 10% i Dt 
Benzyl Ammonium Chloride 10.0%. 1 
of Support: Application proceed* i 
2(b) of interim policy PM3I 
EPA File Symbol 5741 -RE Spartan ( 
Co . Inc., 110 N Westwood. Toted® 
43007. SPARTANS METAQUAT 
CIDAL CLEANER Active IngrvdJMk: I 
alkyl (CM 50%. C12 40%. Cll IHb 
methyl benzyl ammonium chlortdwI“ 
Anhydrous sodium roetaalllcata 
Tetrasodlum ethyienedUmlae bln 
1.84%. Method of Support: App 
proceed* under 2(a) of latent 
PM31 

EPA File Symbol S33C6 R. Teitlte Cb« I 
PO Bo* 3534. Charlotte NC 28303 TO- 
3WTMMTNO POOL ALOAECTDK. A eUn 
gredlents: Alkyl Dimethyl Denijl Anr 
nlum Chloride (CM 60%. Cll 
15%) 10%. Method of Support: 
tlon proceed* undor 2(b) of labrtap 
PM31 

(FR Doc.75-5557 Filed 3-3-7 S;8:4M 

ENERGY RESEARCH AMO 
DEVELOPMENT ADMINISTRAT 1 

INTERAGENCY PANEL FOBI GEO 
ENERGY RESEARCH AN0TW 
THERMAL INDUSTRY LIAISON P 

Liaison Me«ling 

A meeting ol the P w P“,,°Lj< 
between the Interagency w 
thermal Energy Research 

thermal Industry yF°®J?£hilSl 
held at 9 a.m. on Friday. Mardb 
at ERDA Headquarters. <«> 
Streets. SW., main confercn«rw^ 
floor. The mecUng will be ow> 
public and seating will bet” 11 * 0 - 
a first come first served b**“- ^ 

The Agenda will co nsW of» 
view of the ERDA *»**££, P Ada 
by the Acting DepnljrA*^ d j 
lstrator for Solar. Geothrrma^^ 
vanced Energy Systems. 
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LiftUftJffA Group, reports from the 
""moftbe three Subcommittees 
the Geothermal Industry 
Ofljup, and a discussion period 
of the Reports between mem- 
1 dthe Interagency Panel for Geo- 
fju Energy Research and the Geo- 
j^al Industry Liaison Group, 
^aicusslon period will be extended 
& •„** afternoon as needed. 

rayhoxd G Romatowsso, 
Assistant Administrator 
lor Administration. 

■ 7 * D0C.7M7W Filed 3-8-75:8:46 ami 

"federal communications 

COMMISSION 

COMMON CARRIER SERVICES 
INFORMATION 1 

Domeitk Public Radio Services 

Appbeabons Accepted for Filing * 

February 24. 1975. 
Imat to || 1227<b»<3i and 2U0 
|i g the Commission's rules, an appli- 
Ida to order to be considered with 
IS tactic public radio services ap¬ 
ian appearing on the attached list, 
te Bubstantially complete and 
layered for filing by whichever date is 
■tor: <&' The close of business one 
bexs day preceding the day on which 
aiCtoniaion takes action on the pre¬ 
text filed application; or tb) within 
■ 6j5 after the date of the public 
biting the first prior filed appli- 
atko <with which subsequent applies- 
toot are in conflict ' as having been ac- 
for filing An application which 
fctotoequenUy Amended by a major 
Masse till be considered to be a newly 
IM application. It is to be noted that 
to cut-off dates are set forth in the 
■torsatht—applications will be entitled 
fcttndderaUon with those listed in the 
•Mix if filed by the end of the 60 
tor period, only If the Commission has 
tot icied upon the application, by that 
«* punuant to the first alternative 
»wer date. The mutual exclusivity 
Pjto if a new application arc governed 
•r we earliest action with respect to 
*** Itoe earlier filed conflicting 
PitotiotM 

totflenUcn of any party in interest 
PJtoJI to file pleadings pursuant to 
K ®** ihe Communications Act 
u amended, concerning any 
to radl ° wrvlces applica- 

llli^ r t iC l or ^ directed to 
m-J r; Commission*® rules for 

^^Movemlng the time for filing 

vt * on9 in the appendix 

to? llS w/ thfr c< ™*ideraUon and re- 
IT taJSi 4 /•tumed and/or dismissed 
^ ^nuance with the 

aulca. regulations and other 

cut *off rule* apply 
»W2?r tlOIla UrUH * ln the appendix 
1«H lR Dom « 5Uc F^bUc 

ha: Rur * ! R4U * k >. Pol nt-to¬ 

la**^-. T V * and Ixxral Television 
Wlctn (Part 21 of the Rules). 


and other requirements relating to such 
pleadings. 

Federal Communications 
Commission. 

(seal) Vincent J. Mullins. 

Secretary. 

Domestic Public Land Mobile Radio Serv¬ 
ice. 21176-CD-P-75. Dunkirk At Fredonla 
Telephone Company (KUC923) CJ. to 
relocate facilities and change antenna sys¬ 
tem operating on 162.84 MHz., located at 
3703 East Main Road. Fredonia. New York. 
21177-CD'P-75. Mnh off cy Message Relay. 
Inc. (KUC870) C.P. to relocate facilities 
operating on 152.030 MHz, located at 016 
West Poplar. ColIlervUle, Tennessee 
Mayor Amendment. FN: 21077-C3-P-74, 
Athens Business Communication*, 
(NEW). Athens. Ohio has amended Its 
base frequency to 152.18 MHz and Its mo¬ 
bile frequency to 158.64 MR* All other 
particular* are to remain as reported on 
PN #693 dated March 25. 1074 
Correction. 20063-CD-P-75. Advanced Radio 
Communications Company, Virgmta. 
Should have been listed as an additional 
channel for KLP495 and Included in 
20061-CD-P-(2) -75. All other particular* 
are to remain as reported on PN #710 
dated July 22. 1074. 

This la to correct entry on PN #741, dated 
February 18, 1075 to read major amendment 
for File Number: 20379-CD-P-(l)-75. 

Informative. It appears that the following 
applications may be mutually exclusive 
and subject to the Commission's Rule* re¬ 
garding Ex Parte presentations by reason 
of economic competition or potential elec¬ 
trical interference. 

Virginia 

Advanced Radio Communications Company 
(KLP405) 20061 -CD-P-(2) —76 
RCC of Virginia. Inc. (RR36S4) 21339-C3- 
P- 74 

Point-to-Point Microwave Radio Service. 

2475-CTP-75 South Central Bell Tele¬ 
phone Company (KLH30) 811 Mala Street, 
Natchez, Mississippi. Let. 31*33*26" N.. 
Long. 91 •23*57" W. CP. to replace trans¬ 
mitter, change alarm center location, an¬ 
tenna system, type of equipment, and fre¬ 
quencies 6071.2 and 10776 MBz to 6034.2V 
MHz toward new point of communication 
at Church Hill. Mississippi on azimuth 60 
degrees,’22 minutes. 

2476 CF-P-75 Same (KTF48) 1.8 Miles SW 
of Port Olbson. Mississippi. Let. 31*55 50* 
N.. Long. 91 •00*24 W. CP. to replace trans¬ 
mitter. change alarm center location, an¬ 
tenna system, type of equipment, and fre¬ 
quencies 6323.3 and 11685 MHz to 6034 2H 
MHz toward new point of communication 
at Church Hill. Mississippi on azimuth 213 
degrees/43 minute*. 

2477-CF-P-75 Same (NEW) 5.1 Mile* 
South of Church Hill. Mississippi. Lat 31*- 
28*31" N.. Long. 91 •13*54" W. C.P. for a 
new station on frequency 6280 2 H MHz 
toward Natchez. Mississippi on azimuth 
239 degrees 28 minutes; 6286.2V MHz to¬ 
ward Port Gibson. Mississippi on azimuth 
33 degrees "36 minutes; 6286 2H MHz to- 
won new point of communication at 
Fayette, Mississippi on azimuth 65 degrees/ 
28 minutes. 

2478'CF-P-75 Same (New) Wood 8treet, 
Fayette. Mississippi. Lat. 31 42 31 N. Long. 
91 03 38 W C.P. for a new station on 
frequency 60343V MHz toward new point 
of communication at Church HU1. Missis¬ 
sippi on azimuth 245 degree*/83 minute*. 


2756 CF-TC-(2)-75 Public Telephone Corpo¬ 
ration. Consent to Transfer of Control 
from Public Telephone Corporation. 
TRANSFEROR, to Indiana Telephone Cor¬ 
poration. TRANSFEREE, for stations 
KSN94-Bate (Mile. Indiana, and K8N79- 
dreensburg. Indiana. 

2748-CF-P-75 American Satellite Corpora¬ 
tion (WSM37) 3.2 Miles SSE of Lokevtew. 
Nuevo (EB.) (Riverside) California lat. 

33 47 46 N.-Long. 117 05 12 W. C. P to 
change point to communication and fre¬ 
quency 11306V MHx to 11545.0V MHz and 
11665.OH MHz via passive reflector. 

2749 CF-P 76 (Same) (New) li miles East 
of Perris. Gavilan (Riverside) California. 
Lot. 33 46 23 N.-Long 117 22 37 W C. P 

for a new station on 11006.0V and 

10076.OH via passive reflector on azimuth 
79*47* and frequonclo* 62565 V and 

6375 0V toward Hacienda HU. California 
on azimuth 292*48* 

2760-CF-P-75 Same (New) 3 Mile* North of 
La Habra. California. Hacienda Hta. Cali¬ 
fornia Lat 33 58 19 N.-Long 117 56 57 
W. C, P. for a new station on 59452V and 
60632V toward Gavilan. California on 
azimuth U2*29* and 6034 2H 61528H to¬ 
ward Los Angeles. California on azimuth 
271*9*. 

2751-CF-P 75 Same (New) NTA Building. 
12638 Beatrice Street. Los Angeles, Cali¬ 
fornia. Lat.. 33 58 44 N.-Long. 118 24 66 
W. CP. for a rew station on 6256.BH MH* 
and 6375 2H MHz toward Hacienda Heights, 
California on azimuth 90*53*. 

2643-CP-P-75 Mountain Microwave Corpo¬ 
ration. (KCM78) 17 Miles SSW of Ft Mor¬ 
gan. Colorado. Lat. 40 01 46 N.-Long. 106 
56 31 W C.P. to change polarity to 3770V 
toward Eagle Point, Colorado on azimuth 
55*15*. 

3644 CF P-73 Same. (WQN64). Eagle Point. 
Colorado. let. 40 28 48 N.-Long. 103 05 08 
W CP. to chan pc polar! tv to 3950V MHz. 
3970H MHz, 4030V MHz. 4050H MHz and 
4130H MHz toward Ft. Morgan. Colorado. 

|FR Doc.75-5669 Filed 3-3-75:8:45 ami 


RADIO TECHNICAL COMMISSION FOR 
AERONAUTICS 

Notice of Meeting 

As a matter of public notice, members 
of the Executive Committee of the Radio 
Technical Commission for Aeronautics 
will meet on administrative matters on 
Friday. March 21, 1975. in Conference 
Room 261. 1717 H Street. N\V . Washing¬ 
ton. D C., commencing at 9:30 a.m 

The Agenda for the meeting Is: 

1. Approval of the minutes of the Febru¬ 
ary 7 and February 28. 1975. meetings. 

2. Special Committee Activities Report for 
January. Pebruary and March. 1975. 

3. Chairman’s Report on RTCA adminis¬ 
tration and activities. 

4 Proposed Special Committee on Relia¬ 
bility Specifications for Airborne Electronics 
Systems. 

6. Proposed Changes to the RTCA Consti¬ 
tution and Bylaws, on other matters related 
to the Federal Advisory Committee Act. 

6. Report on EUROCAE Oeneral Assembly 
Meeting to be held on March 7, 1976. 

7. Federal Register items on RTCA 

8. Other Business. 

9. Date and place of next meeting. 

The meeting is open to the public on 
a space available basis. Any members of 
the public may file a written statement 
with the Commission either before or 


HOfcftAl RCCISTEI, VOL 40. NO 43—TUISOAV. MARCH 4, 1975 












8990 


NOTICES 


after the meeting. Any members of the 
public wishing to make an oral state¬ 
ment must consult with the Commission 
prior to the meeting. 

Those desiring to attend the meeting 
or specific Information should contact 
the RTCA Secretariat. Suite 655, 1717 H 
Street. NW.. Washington. D C. 20000. or 
phone area code <202 ) 290-0404. 

Federal Communications 

Commission. 

IsealJ Vincent J. Mullins. 

Secretary, 

(PR Doc.76-5783 Piled 3-3-76:8:46 am] 


FEDERAL ENERGY 
ADMINISTRATION 

CONSUMER AFFAIRS AND SPECIAL 
IMPACT ADVISORY COMMITTEE 

Meeting 

Pursuant to the provisions of the Fed¬ 
eral Advisory Committee Act (Pub. L. 
92-463. 86 Slat. 770). notice Is hereby 
given that the Consumer Affairs and 
Special Impact Advisory Committee will 
meet on Thursday. March 20, 1975, at 
9 am., Room 3400. 12th & Pennsylvania 
Avenue NW., Washington. D C. 

This Committee was established to 
provide the Federal Agency Administra¬ 
tion with diversified knowledge and ex¬ 
periences possessed by a wide range of 
highly qualified Individuals who have 
been extensively Involved in planning, 
developing, and implementing programs 
to remedy the problems of the consumer, 
the poor, the elderly, and the handi¬ 
capped persons In rural and urban 
America. 

The agenda for the meeting Is as 
follows: 

L. Th« Socio-Economic Impact Analysis of 
the Administration's Energy and Eco¬ 
nomic Program 

2. AnaJpiU of Alternative Energy and Eco¬ 
nomic Proposal* 

1 Discussion of the Committee's Relation¬ 
ship with PEA 

The meeting is open to the public. The 
Chairman of the Committee Is empow¬ 
ered to conduct the meeting In a fashion 
that will. In his judgment, facilitate the 
orderly conduct of business. Any member 
of the public who wishes to file a written 
statement with the Committee will be 
permitted to do so. either before or after 
the meeting. Members of the public who 
wish to make oral statements should In¬ 
form Lois Weeks, Advisory Committee 
Management Officer (202) 961-7022 at 
least 5 days before the meeting and rea¬ 
sonable provision will be made for their 
appearance on the agenda. 

Further Information concerning this 
meeting may be obtained from the Ad¬ 
visory Committee Management Office. 

Minutes of the meeting will be made 
available for public inspection at the 
Federal Energy Administration, Wash¬ 
ington. D.C. 

Issued at Washington, D.C. on Febru¬ 
ary 27.1975. 

David O. Wilson, 
Acting General Counsel. 

|FR Doc.75-6603 Piled 3-3-75.8:45 am) 


RETAIL DEALERS ADVISORY COMMITTEE 
Notice of Meeting 

Pursuant to the provisions of the Fed¬ 
eral Advisory Committee Act (Pub. L. 92- 
463. 86 Stat. 770), notice is hereby given 
that the Retail Dealers Advisory Com¬ 
mittee will meet Monday. March 24, 1975, 
at 9 a-m.. Room 3400, 12th & Pennsyl¬ 
vania Avenue. NW.. Washington. D.C. 

The Committee was established to 
provide the Federal Energy Administra¬ 
tion with technical and timely Informa¬ 
tion on a wide range of business activi¬ 
ties associated with the retailing of gaso¬ 
line and dieael fuel. 

The agenda for the meeting Is as 
follows: 

1. Review of Conservation Mrasuroo 

2. Dlaouaalon of Dealers Margins 

3. Dlacunlon of New PEA Forms 

4. Discussion of Market Shares 

6. Discussion of Problems Associated with 

Rents and Leases 

0. Review of Two-Tier Pricing Programs 

7. Remarks from the Floor—10-Minute Hula 

The meeting is open to the public. The 
Chairman of the Committee is empow¬ 
ered to conduct the meeting In a fashion 
that will. In his judgment, facilitate the 
orderly conduct of business. Any member 
of the public who wishes to file a written 
statement with the Committee will be 
permitted to do so. either before or after 
the meeting. Members of the public who 
wish to make oral statements should In¬ 
form Lois Weeks, Advisory Committee 
Management Officer. (202) 96U7022 at 
least 5 days before the meeting and rea¬ 
sonable provisions will be made for their 
appearance on the agenda. 

Further Information concerning this 
meeting may be obtained from the Advi¬ 
sory Committee Management Office. 

Minutes of the meeting will be mode 
available for public Inspection at the 
Federal Energy Administration, Wash¬ 
ington. D.C. 

Issued at Washington, D.C. on Febru¬ 
ary 26. 1975. 

Robert K Montgomery, Jr„ 
General Counsel. 
(PR Doc.75-5674 FUed 3-3-75:6:46 am] 


FEDERAL POWER COMMISSION 

|Docket NO. K 9362) 

ALABAMA POWER CO. 

Notice of Tariff Chang# 

February 25. 1975. 

Take notice that on February 13. 1975. 
Alftbama Power Company tendered for 
filing proposed changes In Its FPC Elec¬ 
tric Tariff, Original Volume No. 1. The 
proposed change to the tariff gives notice 
that the Company Intends to convert all 
delivery points of The Utilities Board of 
the City of Sylacauga served by the Com¬ 
pany under Rate Schedule FPC #118 to 
the tariff on March 18, 1975. 

After conversion to the tariff on 
March 18. 1975. the applicable rate for 
the delivery points of the City of Syla¬ 
cauga will be Revision No. 1—Rate 
Schedule MUN-1 Incorporated In FPC 
Electric Tariff, Original Volume No. X, of 
Alabama Power Company as allowed to 


become effective, subject to refund . 
Commission order dated BcdImJ! 
1974 in FPC Docket No. E-awj* 
Copies of the filing were served i 
the City of Sylacauga and tu mam. 
of record In FPC Docket No E-i&i 
Any person desiring to be heard dpi 
protest said application should filet a 
tion to Intervene or protest wUh 
Federal Power Commission, 83 Sm 
Capitol Street NS.. Washington Dfi 
20420, In accordance with || 13 and 1 
of the Commiss ion's rules of pncUcei 
procedure (18 CFR 18. 1.10). All ra 
petitions or protests should be filed*a 
before March 14. 1975. Protest* i$ \ 
considered by the Commission in deg 
mining the appropriate action to i 
taken, but will not serve to mifce i 
testants parties to the proceeding ^ 
person wishing to become a party md\ 
file & petition to intervene. Copies ctf t 
application are on file with the Ct 
slon and are available for public 1 
tion. 

Kenneth P. Pltjej. 

Sccrrterg 

i FR Doc.75-6030 Filed 33-75;l:tt m| 


[Docket No RP74-9J] 

ALGONQUIN GAS TRANSMISSION CO. 

Further Extension of Procedural fat* 
February 25,1975. 

On February 19. 1975, Staff 
filed a motion to extend the i 
dates fixed by order issued June 2ft. 1974, 
as most recently modified by noUct I 
sued January 3, 1975, in the abore-deii 
nated matter. The motion states that i 
parties have been notified and hire oft| 
objection. 

Upon consideration, notice fc 1 
given that the procedural dates Is thf 
above matter are modified as follow: 

Service of Company. Rebuttal, ICiftS 1 
1976. 

Bearing. April 29. 1978 <10 ojl *At). 

Mart B. Km, 
Acting Secretary, 

|FR Doc.75-6031 Filed 3-3-75:8:45 ■») 

| Docket So. E-02J0] 

AMERICAN ELECTRIC POWER SERVICE 
CORP. 

Changes In Rates and Chsrgw 

Fibruaky 25.1575 

Take notice that Amerlcen Bertel 
Power 8ervlce Corporation (Atr I 
February 4. 1975. tendered tor 5 W • 
behalf of Ite affiliate. Indiana 
Electric Company < Indiana*. 1 

Uon No. 7 dated January 1.VI 
Interconnection Agreement ° ^1 

vember 27. 1961. between IndW* ^1 
Illinois Power Company. I 

dlnna Rate Schedule FPC No. ZtJ 

Section 1 of Modification^® 
for an Increase In the Demand 
for Short Term Power from $0« 
per kilowatt per week and 
Tides for an Increase W I 

Charge for Limited Term _ 

$2.50 to $2.75 per kilowatt P« 


FEDERAL REGISTER. VOL. 40. NO. 43—TUESDAY, MARCH 4, 1975 








NOTICES 


8991 


. proposed to become cflec- 

1»75 Applicant states 

* UStbe use of Short Term and 

W „2^wn Power cannot be ac- 
r*L «timated. it is impossible to 
increase in revenues result- 
kThim the Modification. 

RSman desiring to be heard or to 
® i SisAid application should file a peti- 
, to intervene or protest with the 
1 power Commission. 825 North 
mi Street. NE. Washington, D.C. 
hIM accordance with 89 1.8 and 1.10 
CtbpCcTimt^on's rules of pracUce and 

* rfot as CFR 1.8. 1.10). AH such 
_ T1> , ni protests should be filed on 
Rtf* March 10, 1975. Protests will 
bconddered by the Commission in de¬ 
n i^ the appropriate action to be 
L but will not serve to make pro- 
si parties to the proceeding. Any* 

^ waiting to become a party must 
ie i petition to intervene. Copies of this 
pfr VVw are on file with the Commls- 
aifid m available for public inapec- 

KruNETii F. Plum*, 
Secretary. 

IWOofTS-5632 Filed 5 $-75:8:45 ami 


(Docket No. E-92661 
AZTEC OIL AND GAS CO. 

Extension of Procedural Dates 

February 18, 1975. 
[0d Fttmry 14. 1975, Aztec Oil and 
i Company filed a motion to extend 
i procedural dates fixed by order is- 
1 Jimmy 27, 1975, In the above- 
matter The motion states 
i the parties have been notified and 
e do objection 

Cow consideration, notice Is hereby 
t that the procedural dates In the 
** nutter are modified as follows: 

[tenet of eocnpjLny direct testimony, 

. AH, m». 

I tenet or testimony. April tl. 1975. 
tetmtnor s testimony, April 11, 

tenet oToompsny rebuttal, April 18, 1975. 
A Prti ». 1975 (10 a m. 

[ to to terrene, March 10. 1975 

Kknneth F. Plumb. 

Secretary. 

|710oc 75-&5?6 Plied 3-3-75;8:45 am) 


(Dxktt Not. E-8855; E- 9037 ) 

BOSTON EDISON CO. 

Fyrt ^ Extension of Procedural Dates 
February 14, 1975. 
w 1075, Boston Edisor 
_ utod a motion to extend th< 
rl % ^ ftxcd ^ order issue* 
IT coiiv 4 ’ *» ®<*t recently modiflec 

the < 5S mry 10 * 1974 * lr 

Vc S^SH^Bjed matter. The mo- 
tolled the partIes have beer 
SI 00 Ejection, 

ttfa v****"™- notice Is herebj 
55,2^ PW^uml dates tn th, 
, tor are modified a* follows: 


Bervlca of company rebuttal, February 18, 
>76. 

Hearing, March 8, 1976 (10 am. ad.t). 

KsTTNETir F Plumb. 

Secretary . 

(FR Doc.75-5577 Plied 6-3-75;8:46 ami 


|Docket No. RP76-6) 
COMMERCIAL PIPEUNE CO., INC. 
PGA Filing 

February 24. 1975. 

Take notice that on February 13, 1975 
Commercial Pipeline Company. Inc. 
(Commercial) tendered for filing Second. 
Third and Fourth Revised Sheets No. 3A 
reflecting Purchased Gas Adjustments 
and effective dates as set out below: 


Stwet No. 


Current Ouinute* 
adjust* tire 

Btfflt adjust - 

IDfifft 


Rfl«**ire 

dtt« 


pd nviaoil 

3 A {3d revised. 

(4th revl»«L_... 


(taoow) 

.9198 

.0*3 


19 007* 1>0C- 38. l«W 
. Of AC J»rt 34.1073 

.CBM fob 28,197* 


Commercial states that these revisions 
track precisely similar revisions In the 
tariff of Cities Service Gas Company, its 
sole supplier. Commercial requests waiver 
of notice to the extent required to per¬ 
mit said tariff sheets to become effective 
as proposed. 

Any person desiring to be beard or to 
protest said filing should file a petition 
to Intervene or protest with the Federal 
Power Commission. 825 North Capitol 
Street NE., Washington. D.C. 20426, in 
accordance with 98 1.8 and 1.10 of the 
Commission's rules of practice and pro¬ 
cedure (18 CFR 1.8, 1.10). All such peti¬ 
tions or protests should be filed on or be¬ 
fore March 7. 1975. Protests win be con¬ 
sidered by the Commission in determin¬ 
ing the appropriate action to be taken, 
but wUl not serve to make protestants 
parties to the proceeding. Any person 
wishing to become a party must file a 
petition to Intervene. Copies of this filing 
are on file with the Commission and are 
available for public Inspection. 

Kenneth P. Plumb. 

Secretary. 

|FR Doc.75 6633 Filed 8-3-75:8:45 am) 


|Docket No. CI75-479I 

CONTINENTAL OIL CO. 

Application 

February 25, 1975. 

Take notice that on February 10, 1975, 
Continental Oil Company (Applicant). 
P.O. Box 2197, Houston. Texas 77001, filed 
In Docket No. CI75-479 an application 
pursuant to section 7(c) of the Natural 
Gas Act for a certificate of public con¬ 
venience and necessity authorizing the 
sale for resale and delivery of natural gas 
in interstate commerce to Tennessee Gas 
Pipeline Company, a Division of Tcnncco 
Inc. (Tennessee), from Block 135. Block 


110 Field, West Cameron Area, offshore 
Louisiana, all as more fully set forth in 
the application, which Is on file with the 
Commission and open to public inspec¬ 
tion. 

Applicant states that it has a gas pur¬ 
chase and sales agreement with Tennes¬ 
see, dated June 21, 1971, covering the 
purchase and sale of one-half of Appli¬ 
cant's gas reserves in Block 135 and that 
Applicant has a gas transportation con¬ 
tract with Tennessee of like date wherein 
Tennessee has agreed to transport for 
Applicant the remaining one-half of 
Applicant's gas reserves from the sub¬ 
ject acreage and redeliver such reserves 
to Applicant for its own account at a 
point onshore. 

Applicant further states that after de¬ 
livering one-half of Its gas reserves esti¬ 
mated to be available from the subject 
acreage it terminated deliveries and filed 
for permission for and approval of aban¬ 
donment of the sale with the Commis¬ 
sion. Said abandonment proceeding is 
now pending before the Commission in 
Docket No. CI75-205. The Commission 
has ordered Applicant to resume deliv¬ 
eries of gas by Orders dated Novem¬ 
ber 27. 1974, and January 3. 1975. 

Applicant states that in order to com¬ 
ply with the Commission orders and in 
order for Applicant and Tennessee to 
continue the sale and purchase of re¬ 
maining and previously uncommitted gas 
from Block 135. Applicant and Tennes¬ 
see have entered into a gas purchase and 
sales agreement dated February 7, 1975. 

Applicant in the instant application 
proposes to sell gas to Tennessee pur¬ 
suant to the February 7, 1975. contract. 
Applicant describes the contract as cov¬ 
ering the "sale of gas to be produced 
from horizons down to and including 
the L—4 Sand or its correlative equiv¬ 
alent of that sand base at 12,194 feet In 
OC8 G-1470 Well No. A-l, except that 
Interest previously covered by Applicant’s 
FPC Gas Rate Schedule No. 372." 

For its first month of service pursuant 
to the February 7, 1975. contract Appli¬ 
cant estimates delivery of 375,000 Mcf 
of gas at 16.025 psia. Applicant states 
that this volume is attributable to Its ci> 
tire working interest In Block 135 dedi¬ 
cated to the February 7, 1975, contract, 
said Interest being 50 percent of the 
working Interest in the subject acreage 

Applicant proposes to acU these vol¬ 
umes at the national rate promulgated 
Uy 8 2.56a of the Commission's ge neral 
policy and Interpretations (18 CFR 
2.56a). Applicant further proposes to 
charge an offshore platform delivery 
aUowance of 0.51 cent per Mef. appar¬ 
ently pursuant to 4 2.5Ga(e) of the Com¬ 
mission's general poUcy and interpre¬ 
tations. 

Any person desiring to be heard or to 
make any protest with reference to said 
application should on or before March 13, 
1975, file with the Federal Power Com¬ 
mission, Washington, D.C. 20426. a 
petition to Intervene or a protest In ac¬ 
cordance with the requirement* of the 
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Commission's rules of practice and pro¬ 
cedure (18 CFR 1.8 or 1.10). All protests 
filed with the Commission will be con¬ 
sidered by it In determining the appro¬ 
priate action to be taken but will not 
serve to make the protcst&nts parties to 
the proceeding. Any person wishing to 
become a party to a proceeding or to par¬ 
ticipate as a party in any hearing therein 
to intervene In accordance with the Com¬ 
mission's rules. 

Take further notice that, pursuant to 
the authority contained in and subject 
to the Jurisdiction conferred upon the 
Federal Power Commission by sections 7 
and 15 of the Nntural Gas Act and the 
Commission’s rules of practice and pro¬ 
cedure, a hearing will be held without 
further notice before the Commission on 
this application If no petition to inter¬ 
vene is hied within the time required 
herein, if the Commission on its own 
review of the matter finds that a grant 
of the certificate is required by the public 
convenience and necessity. IX a petition 
for leave to Intervene Is timely filed, or 
If the Commission on its own motion be¬ 
lieves that a formal hearing U required, 
further notice of such hearing will be 
duly given. 

Under the procedure herein provided 
for. unless otherwise advised. It will be 
unnecessary for Applicant to appear or 
be represented at the hearing. 

Kinkitr P. Plumb. 

Secretary. 

[FR Doc 75-6634 Filed 3 3-75.0:45 amJ 


[Docket No. n>-17S4| 

C. ROBERT EVERMAN 
Initial Application 

February 25,1875. 

Take notice that on January 17. 1975. 
C. Robert Everman. (Applicant) filed an 
Initial application with the Federal 
Power Commission. Pursuant to section 
305(b) of the Federal Power Act, Ap¬ 
plicant seeks authority to hold the fol¬ 
lowing positions: 

Assistant treasurer; the Cincinnati Dos A 
Electric Co., public utility. 

Assistant treasurer, tho Union Light. Heat 
and Power Co., public utility. 

Assistant treasurer, Miami Power Corp, 
public utility. 

Any person desiring to be heard or to 
make any protest with reference to said 
application should on or before March 14, 
1975. file with the Federal Power Com¬ 
mission. Washington. DC. 20426, peti¬ 
tions to Intervene or protests in accord¬ 
ance with the requirements of the Com¬ 
mission's rules of practice and procedure 
(18 CFR 1.8 or 1.10). All protests filed 
with the Commission will be considered 
by it in determining the appropriate ac¬ 
tion to be taken but will not serve to 
make the protestants parties to the pro¬ 
ceeding. Persons wishing to become par¬ 
ties to a proceeding or to participate as 
a party to any hearing therein must file 
petitions to intervene In accordance with 
the Commission's rules. The application 


is on file with the Commission and avail¬ 
able for public Inspection. 

Kenneth F. Plumb, 

Secretary. 

|FR Doc.75-5035 Piled 3-3-75.8:45 am] 


[Docket No. CP75-2311 
EL PASO ALASKA CO. 

Petition To Amend Rule 

February 14.1975. 

Take notice that on January 27, 1975. 
El Paso Alaska Company <Petitioner), 
P.O. Box 1492. El Paso. Texas 79978. pur¬ 
suant to i 1.7(b; of the Commission's 
rules of practice and procedure (18 CFR 
1.7(b). filed In Docket No CP75-221 a 
petition requesting the Commission to 
amend | 159.2 of the regulations under 
the Natural Gas Act <18 CFR 159.2) and 
to grant appropriate relief, all as more 
fully set forth In the petition, which is on 
file with the Commission and open to 
public inspection 

Petitioner filed on September 24. 1974, 
pursuant to section 7(0 of the Natural 
Gas Act. an application for a certificate 
of public convenience and necessity au¬ 
thorizing the construction and opera¬ 
tion of a buried, chilled natural gas 
pipeline, 809 miles in length, which would 
cross Alaska from the North Slope gas 
fields at Prudhoe Boy to the south coast 
of the state at Graving Point on Prince 
WUlinm Sound and the construction and 
operation of a plant at Gravina Point to 
produce liquefied natural gas <LNO> so 
as to provide a means for the transporta¬ 
tion of natural gas produced on the 
North Slope through said system to 
markets In the lower 48 states. Peti¬ 
tioner estimates the cost of the subject 
facilities at $3,327,773,000.' 

Pursuant to 5 159 2<a) of the Regula¬ 
tions under the Natural Oas Act, all ap¬ 
plicants for a certificate of public con¬ 
venience and necessity under section 7<c) 
of the Natural Gas Act are required to 
pay within 30 days following issuance of 
notice of application, an amount equal to 
85/1,000 of 1 percent of the estimated 
cost of construction of new facilities.* 


1 Notice of Petitioner's application In Dock¬ 
et No. CP76-06 was published in the Fkosoal 
Rbgiotz* on November 13. 1874 ( 39 FR 40075). 
Petitioner proposes to arrange for the trans¬ 
portation of LNQ by sea from Oravtna Point 
In cryogenic tankers to a marine terminal 
and reg&ntflcaUon plant to be buUt and op¬ 
erated by Western LNO Terminal Company at 
Point Conception, California, and from those 
facilities Into stales east and west of Califor¬ 
nia. Petitioner's application In Docket No. 
CP75-96 also seeks authority to transport 
gas to points or delivery In Alaska and de¬ 
scribes the manner by which It proposes a 
wide distribution of Alaakan natural gas 
throughout the United States The estimated 
total coet of the facilities necessary for Peti¬ 
tioner to deliver North Slope gas to Point 
Conception U $5,583,466,000. The $3327.773,- 
000, aforementioned. Is the oost of thoee facil¬ 
ities considered by Petitioner to come within 
the Commission's Jurisdiction. 

■Although notice of the application In 
Docket No. CP75 98 was Issued on November 
1, 1974, Petitioner received two extensions of 


SecUon 159.2(b) requires s fee 
amount of 130/1.000 of one 
Uic estimated cost of coustnjctto?! 1 * 
facilities within 30 days foSJ* 
grant of a certificate of public £' 
once and necessity unless the ui 
does not accept the certtfteste EV. 
has. therefore, been required' to t£3 
a filing fee o{ $2,103,052. and rtibT? 
qulred to pay an additional ujtttKj 
its application for a certificate ta 
No. CP75—98 la granted at prepaid 

By the instant petition P 
raises questions concerning the 
slon's authority to collect these fa o 
dcr Title V of the Independent 0 
Appropriation Act of 1952.31 < 

Petitioner requests that the Con 

(1) Rescind t 159,2, 

(2) Promulgate a revised regulation. ] 

(3) Publish all costs which the Ccc 
mission considers to be rcimbarabk fi 
processing and granting a certificate u 
der section 7(c) of the Natural Gu/ 
and 

(4) Provide restitution for Petitioj 
of such portion of its tendered j 
as may be found to be excessive. 

Petitioner argues that 1159.2 fills I 
satisfy the requirements of Title V i 
Article I. 8. clause 1, of the Const 
of the United States. Title V granti t 
head of each federal agency the auti 
ity to collect fees for the purpose of r 
derlng such agency self-sustaining lot 
full extent possible, but limits thee 
tlon of fees to those which are fair i 
equitable, taking into account the 6ft 
and indirect cost of the govemme 
value to the recipient. pubUc policy i 
interest served, and other peril: 
facts. - Article I of the Constitution I 
Congress the power to lay and 
taxes. 

Petitioner states that the opinion < 
the United States Supreme Court h "N* 
tlonal Cable Television v United Stita, 
415 U S 336 (1974»/ limits the fee 
ment power of an agency under THk 1 
to grants which bestow benefits on j - 
applicant not shared by other mec;be 
of society and requires that there mintJJ 
an apportionment of costs bet wecaj a 
benefit to an applicant and the bmffiii 
the public. Petitioner argue* that 
Court in Cable Television so limited t 
Interpretation of Title V so 
the argument that Title V conrfttutaa 
unconstitutional exercise of the 
power which could be made if on ^ 
istrntlvc agency could levy $dwiF 
an Individual for services reoWJo 
public. Petitioner maintains that ^ 
charge amounts to an exercise ol uk 
ing power reserved to Congress. 


lino for filing the fee re ^ u i? d 1( Sft .^Caw 
ty order Unwed on January 33. ta 

nlmkm. inter alia, ordered P* CJ cy$$ 
ender for payment In Docxei 
ny delinquent fees prescribed {fU 

etitloner hoi tendered of ** 

nit It hereby challenginK tbt van* 7 
x> in this separate proceeding- 

• 31 U.8.C. 483a _ ^ rfl 

* Cable Television woe decl< *?!T 4 T$ 
FPC v New England Powtr 0* - 

45 (1974). 
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M. the forfsotos analysis Petitioner 
^ that to certificate cases a fee 
exacted m advance of agency 
Tusks *och tee Is only nominal, 
cjicif concludes from the reasoning 
^Tejevtdon that: 
m itUc V must be narrowly con- 
d® is to avoid the taxtng area con- 
JLiSy reserved only to Congress, 
r A ttfulsU* af a federal ogency 
«not be required to pay for any serv- 
Jihkh is of benefit to the public and 
Uicrves primarily a public interest. 

A foe may only be assessed for 
* cxdil benefit which inures to the 

i There mud be an allocation of 
i involving a process of Judging or 
i the benefits which flow to the 
i the private entity, 
i The fee may he charged only to 
c identifiable recipient for a mcasur- 
je unit or amount of government serv- 
irrprejxrty from which said recipient 
[ • benefit. 

further concludes that in 
rto ttfify these requirements: 
i The agency’s costs must be known, 
i The charges sought to be collected 
t be related to saki costs, 
i The specific items of service for 
i charses are made must be klenti- 
I'lBd 

Where the identification and bal- 
l q( benefits may reasonably be 
t to dispute, a hearing and oppor- 
r to be beard must be afforded the 
r of the fee. 

analyrcs I 159.2 in light of 
i forrtoing conclusions, stating that 
r dmple formula approach of the sec- 
cb detrly contrary to the stated re¬ 
fits. since there is no Indication 
* Commission, in fixing Its 
k hai considered the allocation of 
benefits and private benefits 
by the activity for which the 
i ire assessed Petitioner states as 
(deficiencies in the Commission's 
that the Commis- 

jj> Bai not published a schedule of 
w * Identified the services for 
charge is to be made; 

disclosed Us costs so os to 
Tj* ■flotation question in relation 
■Wco special benefits the payor of the 
Rcctang and which benefits are 

Jthat U) No bene- 
toanappUcant until a certlfl- 
,“ granted, and that, there- 

wV* w ^* ctl requires payment 
bsuance of a certificate. Is 

Is provided for 
i , r l,^.°P { ? rtanlt >' to be heard If 
< * etlres 10 challenge the 

c* ,U • r 6«iwnt. on the 

■SSjy?!?” ,uu * that review of 


I ,uu * that rt 

,< ^w^.i! 0 l* upporlln « exh 
«bether the Comm 

J 1 * hlch t» not *c 
“ aitt Um dltthar— by u 


In support of Its position. Petitioner 
emphasizes the facts that: 

(1) The advance fee It is required to 
pay In the proceeding in Docket No. 
CP75-96 pursuant to 5 159.2(a), $2,163,- 
052. la more than the total cost to the 
Commission for processing all applica¬ 
tions for an entire year, and 

(2) Alaskan Arctic Gas Pipeline Com¬ 
pany (Alaskan Arctic), Petitioner’s com¬ 
petitor to supply North Slope gas to the 
United States market, which company 
is underwritten by a consortium of 
twenty-five companies, was required un¬ 
der 5 159.2(a) to pay only $373,750.* * 

Petitioner recommends, in light of the 
foregoing, that the Commission rescind 
$ 159.2, and promulgate new regulations, 
during which process the Commission 
should: 

<1) Publish its cost for which it seeks 
reimbursement by way of the proposed 
fees. 

(2) Classify its activities according to 
those activities which confer a special 
benefit on an applicant, those which are 
clearly Identified with the public Interest, 
nnd those which are not so clearly 
identifiable. 7 

Petitioner further recommends that 
the new regulations must; 

< 1) Establish measurable units of gov¬ 
ernment service. 

(2) Relate government costa to the 
item by the use of acceptable cost ac¬ 
counting principles. 

(3) Identify the particular service for 
which reimbursement Is to be sought. 

(4) Establish charges for units of 
service, and 

(5) Provide a method for determining 
the special benefit conferred by estab¬ 
lishing a hearing procedure which would 
involve the submission by the Commis¬ 
sion of a detailed bill for costs which 
could be challenged upon hearing as to 
Its amount and Its benefit allocation. 

Petitioner finally recommends that the 
Commission provide for the return to 
Petitioner of such portion of its tendered 


• Alaskan Arctic filed In Docket No. CP74- 
239 on March 21. 1074. an application purau- 
ant to Motion 7(c) of the Natural Oaa Act 
far a certificate of public convenience and 
necessity authorising the construction of 
approximately 195 mile* of 48-lnch pipeline 
from Prudhoe Bay to the Alaakan-Canadlan 
border at a coat of $575 million. Alaakan- 
Aretie proposes to deliver the gas to the 
border for further transportation through 
Canada to the lower 48 atm tea. 

* Petitioner Includes as benefits Inuring to 
an applicant per dtem allowances for staff 
personnel engaged In processing application*. 
Including expenses for travel, special services 
and special equipment. Public hearings and 
preparation of environmental Impact state¬ 
ments are said to be Identified with the pub¬ 
lic Interest work of the Commission. Review 
of application* In order to ascertain whether 
the Commission la sufficiently informed to 
proceed la considered more difficult to classify 
by Petitioner. Petitioner maintains that the 
certificate Itself, when Issued, has some Teal 
value to an applicant, bnt that such value 
might be assessed at a substantial discount 
so as not to tax the recipient of the certifi¬ 
cate for those Commission services performed 
In the public Interest. 


filing fee which is found to be excessive 
under appropriate regulations. 

Any person desiring to be heard or to 
make any protest with reference to said 
petition should on or before March 4. 
1975. file with the Federal Power Com¬ 
mission, Washington, D C. 20426. a peti¬ 
tion to intervene or a protest in accord¬ 
ance with the requirements of the Com¬ 
mission's rules of practice and procedure 
(18 CFR 1.8 or MO). All protests 
filed with the Commission will be con¬ 
sidered by It in determining the ap¬ 
propriate action to be taken but will not 
serve to make the protestants parties to 
tiie proceeding. Any person wishing to 
become a party to a proceeding or to par¬ 
ticipate as a party in any hearing 
therein must flic a petition to intervene 
in accordance with the Commission's 
rules. 

Kenneth F. Plumb, 

Secretary. 

|FR Doc.75-8578 Filed 3-3-75:8:45 »m] 


[Docket No. RP73-I7 (1*0A 75-3)) 

GRANITE STATE GAS TRANSMISSION, 
INC. 

Proposed Changes in Rates Pursuant to 
Purchased Gas Adjustment Provision 

February 25. 1975. 

Take notice that Granite 8tate Gas 
Transmission. Inc. (Granite) on Febru¬ 
ary 14.1975. tendered for filing Sixth Re¬ 
vised Sheet 3A in its FPC Oas Tariff. 
Original Volume No. 1.- containing pro¬ 
posed changes in rates to be effective 
March 15,1975. According to Granite, the 
proposed changes would increase rev¬ 
enues from Jurisdictional sales by ap¬ 
proximately $293,385 annually, based on 
deliveries for the 12 months ended De¬ 
cember 31, 1974. Granite states that the 
instant filing is made pursuant to a pur¬ 
chased gas adjustment provision, previ¬ 
ously approved by the Commission, on 
December 14, 1972, in Docket No. RP73- 
17. Granite further states that the in¬ 
creased purchased gas costs result from 
proposed Increases in the rates of Ten¬ 
nessee Gas Pipeline Company, a Division 
of Tenneco. Inc- which Tennessee pro¬ 
poses to make effective on March 15. 
1975. in Docket No. RP75-13 and that 
Oranlte purchases its entire natural gas 
supply from Tennessee. 

Granite also tendered for filing Its 
Alternate 81xth Revised 8heet 3A to Its 
FPC Gas Tariff, Original Volume No. 1. 
as an alternate to Sixth Revised Sheet 
No. 3A. Granite states that Alternate 
Sixth Revised Sheet 3A reflects the effect 
of an alternate Increase In gas pur¬ 
chased costs which Tennessee also filed 
for effectiveness on March 15, 1975, in 
Docket No RP73-15. Alternate Sixth Re¬ 
vised Sheet No. 3A. If made effective 
instead of Sixth Revised Sheet 3A. would 
increase Granite's Jurisdictional reve¬ 
nues by approximately $175,346. based 
on deliveries for the 12 months ended 
December 31. 1974. according to Gran¬ 
ite. Granite states that its purpose in 
submitting the alternate rate filings is 
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to track whichever of the Tennessee 
rate Increases U permitted to become 
effective March 15. 1975. 

According to Granite, copies of the 
filing were served upon Northern Utili¬ 
ties. Inc., the Company’s sole Jurisdic¬ 
tional customer and affected state regu¬ 
latory commissions. 

Any person desiring to be heard or 
to protest said filing should file a peti¬ 
tion to intervene or protest with the 
Federal Power Commission, 825 North 
Capitol 8trcet. NE.. Washington. D C. 
20426, In accordance with $f 1.8 and 
1.10 of the Commission’3 rules of prac¬ 
tice and procedure <18 CFR 1.8, 1.10). 
All such petitions or protests should be 
filed on or before March 14, 1975. Pro¬ 
tests will be considered by the Commis¬ 
sion In determining the appropriate 
action to be taken, but will not serve to 
make protestants parties to the proceed¬ 
ing. Any person wishing to become a 
party must file a petition to Intervene. 
Copies of this filing are on file with the 
Commission and are available for public 
inspection. 

Kenneth F. Plumb. 

Secretary. 

I PR Doc.75-5838 Piled 3-5-75:8:45 am] 


(Docket No. ID-1755] 

JAMES E. FELTNER 
Initial Application 

February 25. 1975. 

Take notice that on January 17, 1975. 
James E. Feltner, (Applicant) filed an 
Initial application with the Federal 
Power Commission. Pursuant to section 
305(b) of the Federal Power Act, Appli¬ 
cant seeks authority to hold the follow¬ 
ing positions: 

Amis tint Secretary, the Cincinnati Oee St 
Electric Oo.. public uttltty. 

Assistant secretary, the Union Light. Boat 
and Power Oo„ public utility. 

Assistant secretary. Malml Power Corp.. 
public utility. 

Any person desiring to be heard or 
to make any protest with reference to 
said application should on or before 
March 14. 1975. file with the Federal 
Power Commission, Washington. D.C. 
20426. petitions to intervene or protests 
in accordance with the requirements of 
the Commission’s rules of practice and 
procedure (18 CFR 1.8 or 1.10). All pro¬ 
tests filed with the Commission will be 
considered by it In determining the ap¬ 
propriate action to be taken but will not 
serve to make the protestants parties to 
the proceeding. Persons wishing to be¬ 
come parties to a proceeding or to par¬ 
ticipate as a party in any hearing there¬ 
in must file petitions to intervene in 
accordance with the Commission's rules. 
The application Is on file with the Com¬ 
mission and available for public 
Inspection. 

Kenneth F. Plumb, 

Secretary . 

(FR Doo.75-5636 Piled 3-3-75;8:45 am) 


(Docket No. ID-1676] 

JAMES E. GRIFFIN 
Supplemental Application 

February 25. 1975. 

Take notice that on December 4. 1974* 
James E. Griffin. (Applicant) filed a sup¬ 
plemental application with the Federal 
Power Commission, pursuant to Section 
305(b) of the Federal Power Act. seeking 
authority to hold the following position: 

Chairman. Vermont Electric Power Com¬ 
pany, Inc., public utUlty. 

The principal business of the Company 
Is the operation of a transmission system 
which interconnects the electric utilities 
In the 8tate of Vermont It is also en¬ 
gaged tn the business of purchasing bulk 
power for resale to Central Vermont 
Public 8ervlce Corporation and the other 
electric utilities In the 8tate. 

Any person desiring to be heard or to 
make any protest with reference to said 
application should on or before March 14. 
1975 file with the Federal Power Com¬ 
mission. Washington. DC. 20426, peti¬ 
tions to Intervene or protests in accord¬ 
ance with the requirements of the Com¬ 
mission’s rules of practice and proce¬ 
dure <18 CFR 1.8 or 1.10). All protests 
filed with the Commission will be con¬ 
sidered by It lndctermlnlng the appro¬ 
priate action to be taken but will not 
serve to make the protestants parties to 
the proceeding. Persons wishing to be¬ 
come parties to a proceeding or to par¬ 
ticipate as a party in any hearing therein 
must file petitions to Intervene In ac¬ 
cordance with the Commission’s rules. 
The application Is on file with the Com¬ 
mission and available for public Inspec¬ 
tion. 

Kenneth F. Plumb. 

Secretary. 

I PR Doc.75-5639 Piled 3-3-75;8 45 am) 


(Docket No. 0 4868. etc.J 
H. L HUNT 
Petition To Amend 

Februart 18. 1975. 

Take notice that on February 6. 1975, 
the Estate of H. L. Hunt (Petitioner). 
1401 Elm 8treet, Dallas. Texas 75202. 
filed In Docket No 0-4868, et al., a pe¬ 
tition to amend the orders Issuing cer¬ 
tificates of public convenience and ne¬ 
cessity pursuant to section 7(c) of the 
Natural Gas Act in said dockets by au¬ 
thorizing Petitioner to continue sales 
for resale and deliveries of natural gas 
hi Interstate commerce In lieu of H. L. 
Hunt who died on November 29, 1974, all 
as more fully set forth In the appendix 
hereto and in the petition to amend 
which is on file with the Commission 
and open to public inspection. 

Any person desiring to be heard or to 
make any protest with reference to said 
petition to amend should on or before 
March 4. 1975, file with the Federal 
Power Commission. Washington, D.C. 
20426, a petition to Intervene or a protest 
in accordance with the requirements of 


the Commission’s rules of orvtw 
procedure <18 CFR l.a or 1 Kb if! 
tests filed with the CommLaten » 
considered by It in dctermlnint Z J 
propriate action to be taken but JfiL 
serve to make the protestants nimLl 
the proceeding. Any person 
become a party to a proceedlmwtoJj 
tlcipate as a party In any hcinniUwT 
must file a petition to Intern?* t.* 
cordance with the Commissionrula| 

Kenneth p. p-** 
Sccreterj 

Armva 


PPG 

Dock#* No. pe ml# 
■cKmIuJ# 


Purcbia* 


United O* Dp«Lii*Ck 
EiPun NutonlQmU 
Park PlpdinrCo. 


0-4866... 6 

0-4001_ 6 

0-4300_ It 

U-IQB3S- IS Trunk Jin# (Wc*. 

0-1071*.. M 14 ArkAinu U*UeUr«0«Cl I 

U-llAUO.... IS El I‘am Nani* 0 «Ca 

0-11800_ IS IVo 

0-14450.17 iorrl^a A Mcom 1 
_ Co 

0-l7SS7._ 22 El Pm*) N»Ur*l QmG# 

0-16046_ SI Florid* <>m TrmtottCfcl 

O-IrtOB.... 27 EI i’sao NttoiaJQiaC# 

0-1039_ 28 Do. 

0-204410- SI Teuu On Truant** C_ 

ClflO-lW... k! Unl lM Ou I'lM Ua Ca 

0-19116.... S3 NatamJ <iM rif# lice Ci 4 

AiMrici 

C16!-1221.. to P* 

CI6I-I282... IS Do. 

ClflS-l&t... SO Mlchlrtti Wbax*a P* I 

Co. 

Clto-117... 87 Arkar^u Uo**mG»& l 

CI07-1MS... 86 TronkUi* (*c C# 

Cl70-477_ 89 Mtchlfifl VlmaBa l> I 

Col 

C174-80,... 40 MooIah# OtktU UtOcaCk 


| FR Doc.75-5580 Piled 3-3-75;0:0»l 


(Docket No 8 88431 

HOLYOKE WATER °OWFR CO. WC 

HOLYOKE POWER AND ELECTRIC CO.] 

Further Extension of Procedural Otto 

Franc aiy 11 Ml | 

On February 13. 1975, Chicopee! 
trie Light Department (lied a flwocal 
extend the procedural dates flxed to 
ier Issued August 9. 1974, as Ml 
cently modified by notice Usoed W 
nary 14. 1974. In the 
matter. The moUon states that the \-> 
lies have been notified and ns« 
objection. 

Upon consideration, notice ts 
liven that the procedural data > » 
above matter are modified as w" 01 

Service of lnt«rv<mor» uttXmonj, UmtA 

1975. ^ . uu rfc ) 

Service of oompany rebuttal. W® 

Hearing, April S, 1975 <lOa.rn.iAll. 

Kenneth F.Pu* 

SccrtM' 

| FR Doc.75-5579 Filed 3-3-75: 

(Docket No E^2«Sl 

INTERSTATE POWER CO 

Amendment to Transmission 

Agreement 

Februaiy 35. 

Take n o tlc e _that on Frbru^rT^;, 


4 
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. , for alinK certain amendment* 
\Srrtn«nlsslon Utilization Agree- 
JftiiitetntnO between Interstate 
fSKflSfe Power Association 
■pi< of Minneapolis. Minnesota, Bald 
o«t Is designated Interstate 
«r Company* ** ie Schedule FW 
is The tendered amendments are 
h Hedsed Exhibit C. Sixth Revised 
gjjjU K, and Sixth Revised Exhibit F. 
few** dates that the revisions 
x h i\t been made In the aforemen- 
uedeiWblts are: tl) The replacement 
tbe Jackson point of metering with 
tjflddfctwi point °* metering; <2) 
ntJocation and change in voltage of 
t Jrfcr* point of delivery and point 
Briefing; and <3) the addition of 
iRQitonort point of delivery and point 
wterinr 

fctmttte states that a copy of this 
c* ha* been sent to CP A. 

Asy person desiring to be heard or to 
st said application should file a pe- 
i to Intervene or protest with the 
_ji; power Commission, 825 North 
Bttf Street, NE-, Washington, D.C, 
m to accordance with If 1.8 and 1.10 
toe Commission's rules of practice and 
store <18 CFR 1.8, 1.10). All such 
Jooi or protests should be filed on 
before March 10. 1975. Protests wUl 
ttoMidered by the Commission in de¬ 
nial the appropriate action to be 
_ but will not serve to make pro- 
mu parties to the proceeding. Any 
wishing to become a party must 
n petition to intervene. Copies of this 
“’teuton are on file with the Commis- 
tnd are available for public 

Kikukth F. Plumb. 

Secretary. 
1710*75-5641 rutd 3-3-75:8:45 am) 


(Docket No, K 92531 

MUSAS CrTY POWER AND EIGHT 
olChange ,n Rate Schedule 

Fkmdaby 25. 1975. 
T»b notice that on February 13. 1975 
“iCIly Power and Ught (KCPAL) 
*1 lor Wing a change In the rate 
1 *et forth in an Order Issued 
» E 1974 In Docket No. E-8365 
‘ wortmenuoned change la rendered 
^Mtowtag format: 

L Pi»m Puwdi CoN-rmjkCT 

Mated January 28. 1075) 
between 

*“*“P“«r 5 Light Company 
wod 

? of MImoutI (HlgginsvUle) 

11115 contraw *• “P* 

.“■SsS'crTiuSM 

seonde has been changed 

«^»wr^l? ellVcry by KCPtL Of 

kCnnnu'. . *J' d ener 9J to augment 
C«h e Ti‘°*' n municipal generation 
TS T*j*** r resources. 

,b »*MW^™ r *, te ^ he<lule u •**** 
msetory to HJgginsville as evl- 


domed by a letter dated February 3. 
1975. submitted with this filing. 

KCP&L states that copies of this filing 
have been served upon Hlgglnsville and 
the Missouri Public 8ervicc Commission. 

KCP&L requests an effective date of 
March 15, 1975. 

Any person desiring to be heard or to 
protest said filing should file a petition 
to intervene or protest with the Federal 
Power Commission. 825 North Capitol 
Street, N.E.. Washington. D.C. 20426, In 
accordance with 86 1.8 and 1.10 of the 
Commission's rules of practice and pro¬ 
cedure (18 CFR 1.8. 1.10). All such peti¬ 
tions or protests should be filed on or 
before March 11, 1975, Protests will be 
considered by the Commission in deter¬ 
mining the appropriate action to be 
token, but will not serve to make Protes¬ 
tants parties to the proceeding. Any per¬ 
son wishing to become a party must file 
a petition to intervene. Copies of this 
filing are on file with the Commission 
and are available for public inspection, 

Kenneth F. Plumb, 

Secretary. 

(Fit Doc.75 5642 Piled $-3-75;8:45 ana) 


(Docket No. E 0264) 

KANSAS CITY POWER AND LIGHT 

Filing of Change in Rate Schedule 

February 25. 1975. 

Take notice that on February 13. 1975 
Kansas City Power and Light (KCP&L) 
tendered for filing a change in the rate 
schedule set forth in an Order issued 
September 4, 1974 in Docket No. E-8365. 
Tl*e aforementioned change is rendered 
in the following format: 

Wholxaalc Firm Pown AanxmrNi 
(dated September 27, 1974) 
between 

Kane** City Power A Light Company 
an4 

Missouri Power & Light Company (MPL) 

KCP&L states that this contract is ap¬ 
plicable to wholesale power delivered by 
it to MPL. KCP&L further states that 
this agreement supersedes the Agree¬ 
ment dated February 14. 1964. as 

amended, which was cancelled as of May 
31. 1974. so that the proposed rates in 
Docket No. E-8365 could be put into ef¬ 
fect as of June 1.1974. 

The proposed rate schedule is Alleged 
to be satisfactory to MPL as evidenced 
by MPL's signature on the Agreement. 

KCP&L states that copies of this filing 
have been served upon MFC and the Mis¬ 
souri Public Service Commission. 

KCP&L requests an effective date of 
March 15. 1975. 

Any person desiring to be heard or to 
protest said filing should file a petition 
to intervene or protest with the Federal 
Power Commission. 825 North Capitol 
8treet, NE., Washington. D.C. 20426, in 
accordance with 88 1.8 and 1.10 of the 
Commission's rules of practice and pro¬ 
cedure (18 CFR 1.8, 1.10). Ail such peti¬ 
tions or protests should be filed on or 


before March 11. 1975. Protests will be 
considered by the Commission In deter¬ 
mining the appropriate action to be 
taken, but will not serve to make protest- 
ants parties to the proceeding. Any per¬ 
son wishing to become a party must file 
a petition to intervene. Copies of this 
filing are on file with the Commission 
and are available for public inspection. 

Kenneth F. Plumb, 

Secretary. 

|FR Doc.75 5643 Filed 3 3 75;8:45 sm) 


(Docket No. K-7530J 

LONG ISLAND LIGHTING CO. 

Notice of Application 

February 14, 1975 

Take notice that on February 6, 1975. 
Long Island Lighting Company (Appli¬ 
cant) filed an application seeking au¬ 
thority pursuant to section 204 of the 
Federal Power Act to issue through and 
including December 31, 1976 its unse¬ 
cured promissory notes in a principal 
Amount not to exceed $175,000,000 and its 
commercial paper In a principal amount 
not to exceed $25,000,000. together ag¬ 
gregating more than 5 percent of the sum 
of the par value of the outstanding se¬ 
curities of the Applicant having a par 
value, both promissory notes and com¬ 
mercial paper to have maturity dates not 
later than September 30. 1977, and for a 
further order, continuing the exemption 
of the proposed issuance of short-term 
securities from the competitive bidding 
requirements of 6 34.1a <b) and <c) of 
the regulations under the Federal Power 
Act, if deemed applicable. 

Applicant, incorporated under the laws 
of the State of New York, with its prin¬ 
cipal business office at 250 Old Country 
Road. Mlneola. New York 11501. is au¬ 
thorized to do business in the 8tate of 
New York. 

The interest rate applicable to the 
promissory notes will generally be at an 
annual rate equal to the prime rate of 
each lending bunk to substantial and re¬ 
sponsible commercial borrowers. The in¬ 
terest rate applicable to the commercial 
paper will be the rate in effect at the time 
of Issuance, to be determined in the man¬ 
ner customary for commercial paper. The 
promissory notes will each mature not 
more than nine months from the date of 
issuance. The maturity of the commer¬ 
cial paper will vary but In no event will 
any of the commercial paper mature 
more than nine months after issuance. 

The proceeds will be used to reimburse 
the treasury of the Applicant to finance 
expenditures against which other securi¬ 
ties have not as yet been issued and for 
construction purposes. 

The Commission had, by Its Order in 
Docket No. E-7530 issued May 7, 1970, 
found the proposed issuance of similar se¬ 
curities aggregating $65,000,000 to be ex¬ 
empt from the competitive bidding re¬ 
quirements of 8 34.1a of the Federal 
Power Commission's regulations under 
the Federal Power Act and authorized the 
issuance of the securities expressly con¬ 
ditioned upon their final maturity not 
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being later than June 30.1971. The Com¬ 
mission. by Supplemental Orders In 
Docket No. E-7530 Issued June 29. 1971. 
June 29, 1972. June 25. 1973. August 29. 

1973. May 31. 1974. July 3. 1974 and Au¬ 
gust 30. 1974. has continued the exemp¬ 
tion from the competitive bidding re¬ 
quirements of $ 34.1a of the Federal 
Power Commission's regulations under 
the Federal Power Act. has authorized 
the Issuance of securities in increased 
amounts and has extended the final ma¬ 
turity dates of the securities authorized 
to be Issued. The Applicant is presently 
authorized to issue, through and in¬ 
cluding December 31. 1975. $125,000,000 
principal amount of short-term promis¬ 
sory notes and commercial paper, con¬ 
sisting of $100,000,000 principal amount 
of unsecured promissory notes to com¬ 
mercial banka and $25,000,000 principal 
amount of commercial paper to commer¬ 
cial paper dealers, with final maturity 
dates of all notes being not later than 
September 30. 1975 and with the total 
aggregate amount of all notes Issued in 
the form of commercial paper outstand¬ 
ing at any one time limited to not more 
than 25 percent of Applicant’s gross op¬ 
erating revenues during the preceding 
twelve-month period. 

Any person desiring to be heard or to 
make any protest with reference to said 
application should on or before March 10. 
1975. file with the Federal Power Com¬ 
mission, Washington. D.C. 20426. peti¬ 
tions to intervene or protests in accord¬ 
ance with the requirements of the Com¬ 
mission's rules of practice and procedure 
<18 CFR 1.8 or 1.10). All protests filed 
with the Commission will be considered 
by It in determining the appropriate ac¬ 
tion to be taken but will not serve to 
make the protestants parties to the pro¬ 
ceeding. Persons wishing to become par¬ 
ties to a proceeding or to participate as a 
party in any hearing therein must Ale 
petitions to intervene in accordance with 
the Commission's Rules. The application 
is on Ale with the Commission and Is 
available for public Inspection. 

Kenneth F. Plumb. 

Secretary. 

I PR Doc 75 5581 Filed 3-3 75; 8:45 am) 


(Docket No. RP73-U] 

MIO LOUISIANA GAS CO. 
Proposed Change In Rates 

February 14. 1975. 

Take notice that Mid Louisiana Gas 
Company <Mid Louisiana), on February 
10. 1975. tendered for Allng as a part of 
First Revised Volume No. 1 of its FPC 
Gas Tariff, Substitute Eleventh Revised 
Sheet No. 3a and Twelfth Revised Sheet 
No. 3a. 

Mid Louisiana states that the purpose 
of the Allng Is to reflect a Purchased Oas 
Cost Current Adjustment to Mid Louisi¬ 
ana's Rate Schedules 0-1. 80-1.1-1 and 
E-l to be effective February 1. 1975 and 
February 2, 1975. pursuant to Commis¬ 
sion Orders dated January 31. 1975 In 
this docket and in United Gas Pipe Line 
Company Docket No. RP72-133. Mid 


Louisiana further states that copies of 
the filing were served on Interested cus¬ 
tomers and state commissions. 

Any person desiring to be heard or to 
protest said application should file a peti¬ 
tion to Intervene or protest with the Fed¬ 
eral Power Commission. 825 North Capi¬ 
tol Street NE.. Washington. D.C. 20426. 
In accordance with 8ft 1.8 and 1.10 of tho 
Commissio n's ru les of practice and pro¬ 
cedure <18 CFR 18. 1.10). All such peti¬ 
tions or protests should be filed on or be¬ 
fore February 27. 1075. Protests will be 
considered by the Commission In deter¬ 
mining the appropriate action to be 
taken, but will not serve to make pro¬ 
testants parties to the proceeding. Any 
person wishing to become a party must 
Ale a petition to intervene. Copies of this 
application are on Ale with the Com¬ 
mission and are available for public 
inspection. 

Kenneth F. Plumb. 

Secretary. 

[FR Doc 76-5582 Filed 3-3-75:8:45 am] 


(Docket No. B-9063] 

MISSOURI POWER & LIGHT CO. 
Extension of Procedural Dates 

February 25. 1975. 
On February 24. 1975. Staff Counsel 
Aled a motion to extend the procedural 
dates Axed by order issued December 31, 

1974. In the above-designated matter. 
Upon consideration, notico is hereby 

given that the procedural dates in the 
above matter are modiAed os follows: 

Service of Starr# Testimony, March 24. 

1975. 

Service of Intervener 4 * Testimony. April 
11. 1975. 

Service of Company Rebuttal. April 25, 
1975. 

Hearing. May 6. 1975 <10 am., ed t.). 

Kenneth F. Plumb. 

Secretary . 

|FB Doc.75-5644 Filed 3-3-75;8:46 am] 


(Docket No*. 0-18475. RP7O-10 and RP71-45) 

NATIONAL FUEL GAS DISTRIBUTION 
CORP. 

Filing of Refund Report 

February 25. 1975. 

Take notice that on February 3. 1975, 
National Fuel Gas Distribution Corpora¬ 
tion (National) tendered for Allng a Re¬ 
port of Compliance and a Release of 
North East Heat and Light Company 
(North East) in connection with a re¬ 
fund made to North East in the amount 
of $6,555.32. 

Any person desiring to be heard or to 
protest said Allng should Ale a petition 
to intervene or protest with the Federal 
Power Commission. 825 North Capitol 
Street. NE. Washington. D.C. 20426. in 
accordance with ft ft 1.8 and 1.10 of the 
Commission's rules of practice and proce¬ 
dure (18 CFR 1.8.1.10). All such petition? 
or protests should be Aled on or before 
March 3.1975. Protests will be considered 
by the Commission in determining the 
appropriate action to be taken, but will 


the proceeding. Any person 
become a party must Ale a petitlor?J 
tervene. Copies of this ftiing 
with the Commission and hrt in ' 
for public inspection. 

Kenneth F. Pu^ 
Stcrttof. I 

(FR Doc,75-5645 Plied 3-3-75:5:41,^ 


(Docket No. RP7537J 

PACIFIC GAS TRANSMISSION CO. 

Proposed Rate Increase, Granthw 

Intervention, and Establishing Proctfut 

February 24. ifo | 

On January 27. 1975. Pacific 
Transmission Company * PGTi tod 
for Allng proposed revisions to ite i 
Gas Tariff. Original Volume No l* l 
proposed revisions provide for so 
crease in jurisdictional revenues of 1 
487.487 based on twelve months of i 
tual experience ended Sepfctnbu 

1974. as adjusted for changes which i 
known and measurable through Jane] 

1975. 

Notice of the proposed Inert** i 
issued January 31. 1975. with protests^ 
petitions to intervene due on of I 
February 18. 1975. Timely petition I 
intervene were received by Pacific ( 

St Electric Company (POLE) and! 
west Pipeline Company (Northwest! 
timely notice of Intervention was f 
the Public Utilities Commission of l 
State of California and by the Wl 
ton Utilities and Trans porta Uoa < 
mission. 

PGT states that this filing 
solely of an increase in its rate of i 
from 7.875 percent to 10 percent 1 
states that this Increase is ncc 
enable it to attract additional < 
finance expansions of Its go* I 
sion facilities and to compensate U l 
an Increase in risk occasioned by r 
Commission's requirement that It 
under section 4 of the Natural Gai i 
for increases in the price It must W * 
gas from Canada. 

Our review of the proposed 
in rates indicates that it bag not * 
shown to be Just and reasonable wjwi 
be unjust, unreasonable, unduly 
lnatory or preferential or othervt* i 
lawful. Wc shall therefore accepi 
proposed rate increase for ft* 10 * . 

pend it for five months, when it « 
permitted to become effects m**' 
refund, pending bearing and d«*J» ■ 
to the lawfulness of the proper 
crease. ._ 

The Commission find *-*}' 
posed change In PGT s FTC Ow 
Original Volume No. 1 * 

for filing and suspended for ^ 
when It will be permitted U> bee®* 
fectlve. subject to refund. b ^ 

(2) It Is necessary and PW* ^ 
public Interest and to aid in th • ^ 
meat of the Natural Oas Act 


• Sixth RevlMxl Sheet No. 6 **** 

laed Sheet No. 13. 
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iwion enter upon a hearing con- 
^ lawfulness of the proposed 
, irjd charges in PGTs FPC Gas 
f Oriainal Volume No. 1, as pro¬ 
nto be amended in this docket. 
ji Oood cause exists to permit the 
sation of the above mentioned 

orders (A) Pending 
of and decision as to the justness 
reasonable ness of the rates and 
m contained therein, the proposed 
tonff sheets filed herein are accepted for 
fiinf ipd wspended for five months, and 
null nxh time as they are made effec¬ 
ts to the manner provided in the Nat- 
nl Qas Act, when they will be per- 
KSted to become effective, subject to 

Em 

<Bi Parroant to the authority of tlie 
jhml Oas Act. particularly sections 4 
cd 5 thereof. the Commission's rules of 
pnetkeand procedure <18 CFR, Chap¬ 
ter Ii, a public hearing shall be held 
wnmencmg July 22, 1975. at 10 am.. In 


t i*x\ug room of the Federal Power 
pMMon, 825 North Capitol Street 
yi WjL^tngton, D.C. 20426, concerning 
Ur laifuln«s of the rates and charges 
coculned in POT’s FPC Gas Tariff, 
Oftfxal Volume No 1, as proposed to be 
RMnded. 

(C) On or before June 3. 1975, the 
Cteisrion SUIT ahull serve its prepared 
teswny and exhibits. Intervenor testi- 
pmyindexhibits, if any. shall be served 
« or before June 17. 1975, POT shaU 
lerretti rebuttal testimony and exhibits 
i or before July 1, 1975. 

ID* A Preaiding Administrative Law 
to be designated by the Chief Ad- 
rative Law Judge for that pur- 
<See delegation of authority. 18 CFR 
4)), ahull preside at the hearing In 
Weeding, shall prescribe relevant 
edurai mutters not herein provided 
&&I1 control this proceeding In oc- 
m?!? ? ilh lhe P^hcles expressed tn 
® Commission’s rulee of prac- 
procedure. 

J£ The »bove mentioned petitioners 
“tteneae are hereby permitted to ln- 
thto proceeding, subject to the 
2®“* regulations of the Commission: 
ftojewr. That the particlps- 
tatervenore shall be limited 
®*tten affecting the righto and ln- 
«t forth In the re- 
Srf to Intervene, and Pro- 

a,. J! trVleT - Tlxtt the admission of 
Rj”?*” 0 ” »h»U not be construed 
ug'WWon that they or any of them 
« of any order 

■PWtwdSJ? 1 by °* e Commlsslon ln 

•J^^**?*** hereln t* 

K2?toSu“ mltta » ‘h* rt *hte of the 
-,™ 1 Proceeding regarding the 

t1 ,t~ eon ^ eren< * 4 or offers of 
ESSfmwT 1110 «11» of the Com- 
f prttctlc * and procedure. 

Scan, ' 1 * tU * onler ln ‘he Ptosssi. 


Kenneth F. Plumi 
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(Docket No. B-0272] 

PACIFIC POWER & LIGHT CO. 

Initial Rate Filing 

February 25. 1075. 

Take notice that Pacific Power It Light 
Company (Pacific) on February 18, 1975, 
tendered for filing, in accordance with 
f 35.12 of the Commission's regulations, 
a new rate schedule for emergency 
standby service between Pacific and Mid¬ 
state Electric Cooperative. Inc. (Mid¬ 
state) . This agreement supersedes 
Pacific's Supplement No. 16 to Rate 
Schedule FPC No. 28, Contract No. 14- 
03-001-11584 dated June 10. 1955 which 
terminated under its own provisions on 
January 22. 1973. 

The proposed rate schedule required 
the installation of switching facilities at 
a cost of approximately $5,000. This work 
was completed by Pacific and billed to 
Midstate. 

Pacific states that no estimate of 
quantities of energy to be delivered or 
revenues to be derived therefrom can 
be made. 

Pacific requests live rate schedule to 
become effective March 1, 1075. 

A copy of the agreement was supplied 
to the Oregon Public Utility Commis¬ 
sioner. 

Any person desiring to be heard or to 
protest said application should file a pe¬ 
tition to intervene or protest with the 
Federal Power Commission, 825 North 
Capitol 8treet, NE„ Washington. D.C. 
T0426, ln accordance with f $ 1.8 and 1.10 
of the Commission's rules of practice and 
procedure (18 CFR 1.8. 1.10). All such 
petitions or protests should be filed on 
or before March 12,1975. Protests will be 
considered by the Commission in de¬ 
termining the appropriate action to be 
taken, but will not serve to make Protes¬ 
tants parties to the proceeding. Any per¬ 
son wishing to become a party mast file 
a petition to Intervene. Copies of this 
application are on file with the Com¬ 
mission and are available for public 
Inspection. 

Kenneth F. Plumb. 

Secretary. 

|FR Doc.74-5647 Filed 5-6-75:8:54 am) 


(Docket No K-9270) 

PACIFIC POWER & LIGHT CO. 

Change in Rate Schedule 

February 25, 1975. 

Take notice that Pacific Power fc Light 
Company (Pacific) on February 18, 1975, 
tendered for filing, in accordance with 
§35.13 of the Commission’s regulations, 
a revised rate schedule for energy ex¬ 
change with the Bonneville Power Ad¬ 
ministration (Bonneville), which super¬ 
sedes Contract Ibp-7410. 1 According to 
Pacific this agreement was entered into 
to provide updating of the points of 
delivery and points of connection for 
emergency exchange of electric energy 
and energy breakdown relief which was 
to terminate on August 31, 1973 pursu¬ 
ant t Supplement No. 34 to the super¬ 
seded rate schedule, 1 


Pacific states that the exchange ac¬ 
count and settlement provisions under 
this agreement are similar to those desig¬ 
nated in Supplement No. 30 to the super¬ 
seded rate schedule, 1 and that no new 
facilities have been installed to supply 
service under the revised agreement. 
Pacific also states that no estimate of 
transactions of energy or of revenues to 
be derived therefrom can be made. 

Pacific requests waiver of the Commis¬ 
sion's notice requirements to permit the 
rate schedule to become effective Au¬ 
gust 9. 1973, which it claims is the date 
of commencement of service. Pacific 
states that the waiver, if granted will 
have no effect upon purchasers under 
other rate schedules. 

A copy of the filing was supplied to the 
Oregon Public Utility Commissioner, 
Salem. Oregon. 

Any person desiring to be heard or to 
protest said application should file a peti¬ 
tion to intervene or protest with the Fed¬ 
eral Power Commission. 825 North 
Capitol Street, NE. Washington. D.C. 
20426, in accordance with SI 1,8 and 1.10 
of the Commiss ion's rules of practice and 
procedure (18 CFR 1.8, 1.10). All such 
petitions or protests should be filed on or 
before March 12, 1975. Protests will be 
considered by the Commission in deter¬ 
mining the appropriate action to be 
taken, but will not serve to make protest- 
ants parties to the proceeding. Any per¬ 
son wishing to become a party must file a 
petition to Intervene. Copies of this ap¬ 
plication are on file with the Commission 
and are available for public inspection. 

Kenneth F. Plums. 

Secretary , 

|FR Doc.75 5648 Filed 5-6-75:8:45 anil 


[Project* No. 2149] 

PUBLIC UTILITY DISTRICT NO. 1 OF 
DOUGLAS COUNTY. WASHINGTON 

Certification of Settlement Agreement 
February 25. 1975. 

Public notice is hereby given that on 
January 6. 1075 the presiding Adminis¬ 
trative Law Judge certified to the Com¬ 
mission a proposed settlement agreement 
concerning a wildlife mitigation program 
to be implemented by the Washington 
8tatc Department of Game (Game) and 
financed by Licensee ln satisfaction of 
the provisions of Articles 41 and 43 of the 
license for the Wells Hydroelectric Proj¬ 
ect No. 2149. 

Under the proposed settlement agree¬ 
ment Licensee would provide a cash pay¬ 
ment of $1,250,000 to Game for initial 
capital expeases and for annual opera¬ 
tional expenses. Licensee would also con¬ 
vey several parcels of land ln fee to Game 
as well as other lands with appropriate 
casements upon which Game would man¬ 
age a program to Improve the wildlife 
habitat All lands are located in the 
vicinity of the project. 


1 Doslgn&ted Pacific Power A Light Com¬ 
pany FPC Rate Schedule No. 28 and Supple¬ 
ment Noe. 30 and 34. 
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The fully executed settlement agree¬ 
ment would resolve all outstanding Issues 
In this proceeding which resulted from a 
hearing ordered by the Commission and 
held from August 15. 1972 to August 25, 
1972. 

Any person desiring to protest or com¬ 
ment on said settlement agreement 
should file comments with the Federal 
Power Commission. 825 North Capitol 
Street. NE.. Washington. D.C. 20426 on 
or before March 15. 1975. Comments will 
be considered by the Commission in 
determining the appropriate action to be 
taken. A copy of this settlement agree¬ 
ment is on file with the Commission and 
Is available for public inspection. 

Kenneth P. Plumb. 

Secretary. 

[PR Doc.75-5650 Filed 5-5-75:8:45 *m] 


(Docket No ID-1601] 

PAUL J. SULLIVAN 
Supplemental Application 

February 25. 1975. 

Take notice that on January 23. 1975. 
Paul J. Sullivan. (Applicant) filed a 
supplemental application with the Fed¬ 
eral Power Commission, pursuant to sec¬ 
tion 395(b) of the Federal Power Act, 
seeking authority to hold the following 
positions: 

Director. MAsaachuaetta Electric Co., public 
utility. 

Director, the Narragan*ett Electric Co, 
public utility. 

Any person desiring to be heard or to 
moke any protest with reference to said 
application should on or before March 14. 
1975. file with the Federal Power Com¬ 
mission. Washington. DC. 20426, peti¬ 
tions to Intervene or protests in accord¬ 
ance with the requirements of the Com¬ 
mission’s rules of practice and procedure 
(18 CFR 1.8 or 1.10). All protests filed 
with the Commission will be considered 
by It in determining the appropriate 
action to be taken but will not serve to 
make the prote&Unts parties to the 
proceeding. Persons wishing to become 
parties to a proceeding or to participate 
as a party In any hearing therein must 
file petitions to intervene in accordance 
with the Commission's rules. The appli¬ 
cation is on file with the Commission and 
available for public inspection. 

Kenneth F. Plumb, 
Secretary. 

|FR Doc.75-5651 Filed S-5-76;6:45 am] 


(Docket No H>-I767| 

PETER R. GROOME 
Initial Application 

February 25. 1975. 

Take notice that on February 18. 1975. 
Peter R. Oroome, (Applicant) filed an 
Initial application with the Federal 
Power Commission. Pursuant to section 
305(b) of the Federal Power Act. Appli¬ 
cant seeks authority to hold the follow¬ 
ing positions: 


Vice President. Bl*cJc«um* Vellcy Electric 
Co. public utility. 

Director. Montaup Electric Co, public 
utility. 

Tlie Company is engaged in the gen¬ 
eration, purchase and transmission of 
electric energy and its distribution and 
sale for light, heat and power purposes 
(and the Incidental sale of electric ap¬ 
pliances) throughout the entire Black- 
stone Valley district of Rhode Island 
consisting of the cities of Pawtucket. 
Woonsocket, Central Falls and the Towns 
of Cumberland, Lincoln and other adja¬ 
cent towns. The entire operations of the 
Corporation are confined within the 
State of Rhode Island. 

The Company also owns approximately 
33.33 percent of the voting control of 
Montaup Electric Company, a Massachu¬ 
setts electric generating company, from 
which It purchases a major portion of iia 
electric requirements. 

Any person desiring to be heard or to 
make any protest with reference to said 
application should on or before March 14, 
1975, file with the Federal Power Com¬ 
mission, Washington. D.C. 20426. peti¬ 
tions to intervene or protests in accord¬ 
ance with the requirements of the Com¬ 
mission’s rules of practice and procedure 
(18 CFR 1.8 or 1.10). All protests filed 
with the Commission will be considered 
by it in determining the appropriate ac¬ 
tion to be taken but will not serve to 
make the protestants parties to the pro¬ 
ceeding. Person wishing to become par¬ 
ties to a proceeding or tq participate as 
a party in any hearing therein must file 
petitions to ftitervcne in accordance with 
the Commission's rules. The application 
is on file with the Commission and avail¬ 
able for public inspection. 

Kenneth F. Plumb, 
Secretary. 

(FR Doc.75-6640 Filed 3-3-75.8:45 im| 


(Docket No. E-8958] 

SIERRA PACIFIC POWER CO. 

Compliance Filing 

February 14. 1975. 

Take notice that on January 29. 1975, 
Sierra Pacific Power Company (Appli¬ 
cant) tendered for filing pursuant to 
section 205 of the Federal Power Act and 
Part 35 of the Regulations issued there¬ 
under. and in compliance with the Com¬ 
mission request of December 10.* 1974 In 
Docket No. E-8958, a Fifth Revised 8heet 
No. 15 to Us FPC Electric Tariff Original 
Volume No. 1. The submittal which can¬ 
cels Fourth Revised Sheet No. 15. serves 
to update Applicant's Index of Pur¬ 
chasers. and is requested to become ef¬ 
fective upon the date of filing. 

Any person desiring to be heard or to 
make any protest with reference to said 
application should on or before March 7, 
1975, file with the Federal Power Com¬ 
mission. Washington. D.C. 20426. peti¬ 
tions to intervene or protests In accord¬ 
ance with the requirements of the 
Commission's rules of practice and pro¬ 
cedure (18 CFR 1.8 or 1.10). All protests 


filed with the Commission wffl v# 
sldered by it in determining ttJiL 
priate action to be taken buT wa 
sene to make the protesUnfe JhwJ 
the proceeding. Persona wishb* uV 
come parties to a proceeding 0 rW 
Ucipate as & party In any h* 
therein must file petitions to tnic 
in accordance with the Ccanaiw. 
rules. The application u on file wnhi 
Commission and is available lor: 
inspection. 

Kenneth P Pioio, 

Secrrterj. ] 

|FR Doc.75-5583 Filed 3-3-75 ,|;U i 


1 Docket No. CP 75-250) 

SOUTHERN NATURAL GAS CO. 

Notice of Application 

February 19.1171 

Take notice that on February il, tr 
Southern Natural Gas Company »A 
cant). P.O. Box 2563. Bln 
Alabama 35202. filed In Docket 
CP75-230 an application pursuant toi 
tlon 7(b) of the Natural Gas Act for 
mission and approval to abandon i 
to Phillips Petroleum Company 
lips) and facilities related to suck scff| 
Ice In Adams County, Mississippi, til i 
more fully set forth in the 
which is on file with the 
and open to public Inspection. 

Applicant proposes to abandon the d 
livery of natural gas to Phillips a i 
result of the cancellation by PhiDpi fi 
the contract of sale between the f 
parties. The application Indicate I 
Applicant's delivery’ of gas. certlfifl 
in Docket No. CP67-96. to Philkpi i 
used to operate a gas lift comprowi o 
Phillip's Pearline Lease In 
County. Applicant states that 
h sia sold its lease to Coastal Pipe 
Equipment Company, Inc. which i 
not wish to have the gas sales f 
assigned to it. The application : 
Indicates that the subject service hu® 
been rendered since July 1, IM** 
that the proposed abandonment wEM" 
no effect on Applicant’s pipeline r* 
operation. 

Applicant also proposes to 
the metering facilities used for the* 
ject service. Applicant st*t» tMt* 
survey the facilities to be Abandonee 
determine if they will be salttfd c* 
retired. ^ __, ~ 

Any person desiring to be hewn 
make any protest with 
application should on or wort' 

1975. file with the Federal PJJ* ^ 
mission, Washington. DC. 2042fc^ 
tion to intervene or a protest 
ance with the requirements of 
mission's rules of practice 
(18 CFR 1.8 or 1.10) and M 
under the Natural Gas Act <: II> 

10). AU protests filed 1 with 
sion will be considered by It to _ 
ing the appropriate action to ^ 
but will not serve to J" * gr¬ 
ants parties to the P roce< *"™ > % pro- 
son wishing to become a parv ^ 
ccedlng or to participate as 
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_ therein muit file a petition 

{Jawrent In accordance with the Com- 

n^oo'* rules. 

Tale further notice that, pummnt to 
to* authority contained In and subject to 
a* jurisdiction conferred upon the Fed- 
SWr Commission by sections 7 and 
IS of the Natural Gas Act and the Com- 
JuBtani rules of practice and procedure, 
ateirtai will be held without further 
n*jcc before the Commission on this ap- 
^rttion if no petition to Intervene is 
2fd within the time required herein, 
i the commission on its own review of 
U* mutter finds that permission and ap- 
nw’il for the proposed abandonment are 
^uirtd by the public convenience and 
Decedty If a petition for leave to Inter- 
re* li timely' filed, or if the Commission 
cc iu ovn motion believes that a formal 
haring is required, further notice of 
ixh hearing will be duly given. 

Coder the procedure herein provided 
for, unless otherwise advised. It will be 
maecessary for Applicant to appear or 
h» represented at the hearing. 

Kenneth F. Plumb, 

Secretary. 

[FB Doc.75-5584 PUed 3-3-75:0:46 am] 


[Docket No. nr74- 30-01 
TEXAS EASTERN TRANSMISSION CORP. 

Order Granting Extraordinary Relief after 
Further Consideration 

February 26. 1975. 
Now before us for further consldera- 
tloo b on application for extraordinary 
reltef from curtailment Imposed by Texas 
Butem Transmission Corporation 
jTETCOi filed by the North Alabama 
Om District (North Alabama) on behalf 
Alabama plant of 
w^ted States Steel’s Agri-Chemical Di- 
jWoo OTSS or Ag-Chem). North Ala- 
^guests tiiat we Issue an order di- 
jjefiog TETCO to deliver to North Aia- 
toa. for resale to Ag-Chem. volumes of 
wreordlnary relief gas for feedstock and 
iwcess uses which arc sufficient to permit 
production of anhydrous am- 
S 1 ingredient in nitrogen 
After mlcw ot the reopened 
wrttwhieh has been greatly expanded 
J^toprovcd by the addition of new 
"««« tataxlueed nt a second hearing. 

, *Jel*rn>lr.ed lhat extraordinary 
SIM ** elided to meet Ag- 
2“*«*** sas requirement*, but 
l°t p f oceu gaa use should 

»5«^Sih« y , f w r ft Umlted lJmc "id 
dS S, n J. hat A«-Cheni agrees. 

^toSacktise 10 *** nfttUral K “ 

I«iUtoLd I r^? ma - 0D rebru *nr 13. 1974. 

eX . tr * ortUnar l r reUei 

from TETCO-a cur- 
“^ deU »«7 of iu full firm 
M UM0 Mcf/d. In 

Marcb **• m <* we 
*au«! f„J >0niry nltet nnd the 
sow, v heartn * We also specifically 
SS *'‘^Alabama to -present evl- 
Whim, !* l4ntlatt lhe technical In- 
tbt a, A>° f UUIWr>g alternate fuels In 
Ar-Chem Cherokee plant.- Altera 


hearing had been held on May 7-10, 
1074. Administrative Law Judge Samuel 
Kan ell released an initial decision on 
July 23. 1974, which granted partial 
extraordinary relief subject to certain 
conditions. By order Issued November 
26. 1974, we denied permanent relief and 
terminated the delivery of temporary 
relief gas to Ag-Chem through North 
Alabama.Which action was baaed upon 
our conclusion that the petitioner, which 
has the burden of proof In an extraor¬ 
dinary relief proceeding, had relied al¬ 
most exclusively on general evidence of 
the national fertilizer shortage and had 
not made a sufficient showing of the 
specific individualized ‘’extraordinary 
circumstances’* that arc required to sup¬ 
port the grant of relief. 1 

On December 20. 1974. we granted re¬ 
hearing. reopened this record, set a fur¬ 
ther evidentiary hearing and denied 
stay of our previous order and temporary 
extraordinary relief. In light of both the 
changed circumstances alleged In North 
Alabama's application for rehearing, and 
our continued awareness of the need for 
increased food production through the 
proper application of fertilizer, we con¬ 
cluded that North Alabama should have 
another opportunity to justify relief; 
and we requested further evidence re¬ 
lating to these five issues: 

(1) The technical feasibility of con¬ 
version of Ag-Chem’s plant to use fuel 
oil Instead of process gas. and particu¬ 
larly. the ability of Ag-Chem to acquire 
No. 2 fuel oil with a sufficiently low 
metallic content; 

(2) The use of Ag-Chem’s end prod¬ 
uct: where Is the fertilizer used and 
for what specific agricultural purposes, 
how much la exported, how and where Is 
the non-agricultural production used: 

<3) The degree of severity of the 
fertilizer shortage and particularly, the 
current supply and demand projections 
of the Department of Agriculture: 

(4) The current and projected future 
ability of Ag-Chem’s two other gas sup¬ 
pliers to provide gas to Ag-Chem; 

(5) The technical feasibility of con¬ 
struction or lease of storage faculties, 
negotiation of exchange agreements, or 
production or purchase of LNO or 8NO. 

After this hearing had been concluded 
on January 24. 1975. the completed rec¬ 
ord was certified to us without Initial 
decision. Initial briefs were filed on Feb¬ 
ruary 3. 1975. by North Alabama. USS, 
General Motors Corporation (OM), 
Algonquin Oas Transmission Corpora¬ 
tion (Algonquin), Bay State Gas Com¬ 
pany. et al.. Consolidated Edison Com¬ 
pany of New York (Con Edison). and the 
Commission Staff. On February 10. 1975, 
reply briefs were submitted by the same 
parties with the exception of Con Edison 
and with the addition of a reply brief by 
TETCO." 

Adjudication of North Alabama's peti¬ 
tion requires a two part analysis. First, 
we must determine If any amount of ex¬ 
traordinary relief should be awarded by 


• In an order lmued December 10. 1974. we 
denied North Alabama's petition for a tem¬ 

porary stay pending Ita submission and our 

oonsldermtion of Its application on rehearing. 


focusing upon the current supply and 
demand projections for a mm onia fertil¬ 
izer. the regional Impact of curtailment 
on fertilizer and food production, the 
specific uses to which Ag-Chem*s end 
products arc put, and Ag-Chem’s ability 
to acquire other gas supplies. We must 
then consider whether the actual vol¬ 
umes of relief provided to North Ala¬ 
bama and Ag-Chem should be reduced to 
reflect the effect of achievable gas con¬ 
servation measures. Here, the question 
of the ’’technical feasibility” of conver¬ 
sion of process fuel applications from 
natural gas to oil Is paramount. 

North Alabama and USS. the undis¬ 
puted real party in Interest, contend that 
the need for relief has been proven, and 
that process conversion Is not ’’feasible’* 
according to an engineer’s common un¬ 
derstanding of that term. GM and Staff 
support relief for the full volumes needed 
for feedstock use. but suggest that proc¬ 
ess gas relief should be ordered only 
until process conversion to fuel oil can 
be achieved and upon condition that 
the conversion work Is undertaken. Al¬ 
gonquin. Bay 8late. et al.. and Con Edison 
oppose relief in any form. Con Edison 
specifically Questions the accuracy of the 
estimates of the fertilizer shortage; 
while Algonquin emphasizes that North 
Alabama has not proven the infeaslbillty 
of process conversion. Bay State, el al., 
takes the position that evidence pre¬ 
sented upon rehearing is insufficient to 
alter our previous conclusions. 

L The Alleged Need for Relief. At the 
original hearing held in May 1974. esti¬ 
mates of the 1974 anticipated fertilizer 
supply shortage ranged from 5,000.000 
tons of nitrogen or 5 percent of the pre¬ 
dicted demand, the estimate of the De¬ 
partment of Agriculture (Agriculture) 
given by its staff economist. Dawson 
Ahalt, to a maximum of 2 million tons of 
nitrogen or 20 percent. Ag-Chem’s pro¬ 
jection. At the reopened hearing the two 
expert witnesses stated their belief that 
the actual 1974 shortage was more severe 
than had been predicted by Agriculture, 
and that the shortage will continue or 
worsen in 1975. Dr. Douglas, a staff econ¬ 
omist for the Tennessee Valley Authority, 
appearing for North Alabama, testified 
that the indicated minimum 1974 short¬ 
age of nitrogen fertilizers for use on corn 
and wheat acreage was 578,000 tons of 
nitrogen (Tr. 569). Witness Douglas also 
predicted that In excess of 13 million 
tons of grain prices remain high ?Tr. 
570). This should be compared to cor¬ 
responding predictions of a 1975 supply 
Increase of 2 percent to 6 percent or 
200.000 to 600.000 tons. The higher supply 
prediction was made by Witness Ahalt on 
the assumption that supplies of natural 
gas for fertilizer production would not be 
curtailed (Tr. 541); the lower estimate 
from the Fertilizer Institute seems to be 
more realistic. (Tr. 570) 

Con Edison alone questions these pro¬ 
jections. It notes than a 6 percent In¬ 
crease in fertilizer production would bo 


•By order lmued February 13. 1978. we 
denied a requeat for temporary relief pend¬ 
ing Issuance of this decision Died by North 
Alabama In which USS Joined. 
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sufficient to offset a 1975 supply short* 
age at the 1974 level, 5 or 0 percent. Con 
Edison argues that Dr. Douglas* estimate 
of a 750.000 ton Increase in demand dur¬ 
ing 1975. to be added to the 1974 short¬ 
fall of 500.000 to 600,000 tons, is deficient 
or even completely incorrect because 
sufficient consideration was not given to 
the elastic nature of fertilizer demand 
and the possible effect, in reducing de¬ 
mand. of rising fertilizer costs and de¬ 
clining market prices for crops. We are 
not persuaded by this line of argument 
for it ignores other evidence. Including 
the negative impact of curtailment on 
fertilizer supply, the positive impact on 
grain prices of the fact that grain stocks 
are at their lowest level in the last thirty 
years, and the growth in fertilizer usage 
which is occurring as fanners are edu¬ 
cated about the efficiencies that can be 
achieved with modem agricultural tech¬ 
nology. Additionally. Witness Ahalt testi¬ 
fied that decreases in commodity prices 
wifi not bring about massive reductions 
In fertilizer demand so long as farmers 
can continue to recover the variable costs 
of full production (Tr. 501). The diffi¬ 
culty of the present situation is under¬ 
scored by predictions that the United 
States may become a net Importer of fer¬ 
tilizer during the 1975 fiscal year, despite 
the fact that fertilizer selling on the 
world market is approximately twice as 
expensive. 

Even if these projections are over¬ 
stated. any degree of shortage could 
cause substantial harm to fanners In a 
particular region or to consumers. Fer¬ 
tilizer production is concentrated in the 
Southwest near the major natural gas 
producing areas, but away from the ma¬ 
jor agricultural regions, the East, South¬ 
east and Upper Midwest. Loss of 100,000 
tons of nitrogen, 1 percent of the net 
nitrogen fertilizer production expected In 
the 1975 fiscal year couid be significant 
on a regional basis, for that amount Is 
equal to 10 percent of the Southeast’s 
fertilizer usage in 1974 and can be trans¬ 
lated into a 23 percent reduction in the 
area's com production and a 2 percent 
loes of cotton and tobacco. Ag-Chem as¬ 
serts that, without extraordinary relief, 
its output of anhydrous ammonia in the 
first eight months of 1975 will be reduced 
from 124,000 tons to approximately 90,- 
000 tons, a loss of 34,000 tons of am¬ 
monia or 27.860 tons of nitrogen. Simi¬ 
larly. a small decrease In fertilizer could 
have disproportionate inflationary effects 
on the food prices, since It has been sug¬ 
gested that minor changes in the already 
tight supplies of farm commodities can 
trigger major price changes. 

In response to the second question 
posed In our order granting rehearing. 
Ag-Chem has supplied an estimated anal¬ 
ysis of the uses to which Its ammonia 
products are put (Exhibit 9). Ag-Chem 
had originally planned on production of 
175.000 tons of ammonia in 1974; as a 
result of the curtailment of its gas sup¬ 
plies. the actual 1974 output was only 
163,800 tons. With the addition of 2,255 
tons taken from the existing Inventory, 
the total volume of ammonia shipped 


from the Cherokee plant, either directly 
or after further processing Into various 
end products, was 165.015 tons. From this 
total. 151,612 tons (91.9 percent) were 
sold os agricultural fertilizer; 7,638 tons 
<4.5 percent) were shipped for various 
industrial chemical uses including the 
manufacture of refrigeration solutions, 
ore processing, and metal treatment; 
5.300 tons <3.2%) were exported; and 715 
tons (0.4 percent) were utilized as turf 
and garden fertilizer. An estimate of the 
percentage applications of the total agri¬ 
cultural fertilizer tonnage (151,612 tons) 
by crop type was also introduced; 46 per¬ 
cent was applied to com acreage; 14 per¬ 
cent to pasture and hay fields; 6 percent 
to wheat fields; and 6 percent to cotton 
acreage. 

In order to operate at full daily ca¬ 
pacity, 530 tons of ammonia, the Chero¬ 
kee plant must receive 17,623 Mcf of gas 
per day for feedstock and process uses. 
Tlie manufacture of one ton of ammonia 
requires 33.25 Mcf of gas. Full produc¬ 
tion can be achieved on approximately 
30 days during the winter when the air 
density is greatest and the water drawn 
from the Tennessee River is at the lowest 
temperature. At ail other times the 
plant's output and its gas supply require¬ 
ment are somewhat smaller. Ag-Chem 
has a firm contract with North Alabama 
providing for d eliver y of 16,800 Mcf/d 
obtained from TETCO, 14,800 Mcf/d 
and Tennessee Gas Pipeline Company. 
(Tennessee) 2,000 Mcf/d. Ag-Chem has 
also contracted with AJabama-Tennessee 
Natural Oas Company (Alabama Ten¬ 
nessee) for direct delivery of 1.500 Mcf/d 
of firm gas and 3,500 Mcf/d of inter¬ 
ruptible gas. 

Since it is possible that Ag-Chem could 
receive up to 4,177 Mcf/d of gas above Its 
maximum feedstock and process require¬ 
ments which would be burnt in its dual 
fueled boilers and phosphate dryers, Ag- 
Chem has agreed to take from TETCO 
only the minimum amount of relief gas 
that is actually needed as feedstock and 
for process use. However the evidence of 
projected curtailment levels indicates 
that Ag-Chem's highest total curtailed 
entitlements. 17,530 Mcf/d In July and 
17,729 Mcf/d in August, will be approxi¬ 
mately equal to its "indispensible" feed¬ 
stock and process gas needs. Without 
extraordinary relief. In February and 
March of this year, Ag-Chem can expect 
to receive a total gas supply of 6.054 
Mcf/d and 8.481 Mcf/d, respectively, or 
roughly 35 percent to 50 percent of its 
variable daily minimum gas requirement. 
The Cherokee plant, which is currently 
producing slightly more than 150 tons of 
ammonia per day. Is now operating at 
or near the minimum sustainable level 
of production. Ag-Chem believes that it 
can maintain production but fears that 
it will be unable to generate sufficient 
heat to restore operations if production 
is halted by a malfunction or for normal 
maintenance. 

D uring the 1973-74 winter heating sea¬ 
son TETCO's curtailment of Ag-Chcm r s 
firm contract volume did not exceed 51 
percent; and Ag-Chem continued to re¬ 


ceive Us full entitlement from iu tra¬ 
ditional suppliers. AlabamaTenneJtti,! 
so provided excess Interruptible 
occasion. From December 1974 
March 1975 Ag-Chem actus] ^ 
jetted entitlement from TETCO 
from 2.400 Mcf/d to 7.222 Mcf/d, icE! 
tftiiment of 51 percent to 84 percent 
Tennessee is presently curtsflbf a t 
Chem. through North Alabama, by Mu 
percent of its firm contract volua* 
Alabama Tennessee has cut off inter- 
ruptible service through March, it* 
from April through August, will provw. 
between 731 Mcf/d and 821 Mcf d oat 
of Ag-Chem*s full interruptible centred 
volume, 3.500 Mcf/d. In addition, Ak- 
bama-Tennessee will continue Hi cur- 
tailment of Ag-Chem's firm service wt- 
ume, 1,500 Mcf/d. by 16 percent to 24 
percent until April. 

In the order of November 26,1974, tt 
concluded that the general coocheory 
evidence on which North Alabama had 
chiefly relied did not provide aullkxnt 
justification for an award of extraor¬ 
dinary relief absent a more competing 
showing of Ag-Chem's particular "ex¬ 
traordinary circumstances". After fur¬ 
ther review, wc now have determined 
that the grant of some form of relief 9 
justified on this expanded record, ud 
particularly, by the above discussed evi¬ 
dence. While it may be impossible to 
state with precision the exact extent of 
the fertilizer shortage, given the number 
of interrelated factors affecting supply 
and demand, the evidence available tool 
Indicates that there is a severe shortage 
of agricultural fertilizer which will re¬ 
sult in decreased food production, pa* 
sibly in higher consumer prices. 

Furthermore, the loss of production it 
the Cherokee plant due to curtailment 
wili not only contribute to the natio&sl 
fertilizer shortage but may also have dk- 
proportionately harmful effect* on food 
production in the southeast region mo 
on consumer prices over an even wider 
area. Ag-Chem has also shown that near* 
ly all of its ammonia production li wed w 
fertilize food producing acreage; only 1 
small percentage of the total is exported, 
and almost none is wasted on omamjwui 
uses. Since its two alternate suppo^ 
have now instituted curtailment at «* 
nlficant levels, the Cherokee plant u now 
operating inefficiently, at or near 
absolute minimum level, and will appw* 
ently be able to produce at full capaco 
only during July and August 

Previously we have hesitated to ** 
relief on the basis of end product «oc 
utility. Our reluctance ^ to™ 
basic considerations of adminlstraU 
convenience and more imporunwwv 
an awareness of the near imP«^ 
of fairly deciding a number of re*** 
based on conflicting estimation* ox_ 
utility. Yet, we are willing * 
the social utility of a particular endP^^ 
uct when a particularly c *f* g P}f? ali A»: 
ing of compelling public interest 
and we believe that this record 
such a situation. However, ^ . 

should not be interpreted as a P 
tlal deviation from our prior poncy 
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- imitation to petitioners for extraordi- 
to encage in protracted dls- 
of the comparative social value 

Conservation Issues, 
i itortni of extraordinary need does 
Mtiujocastlcaily entlUc a curtailed cus- 
grant of relief.* The petitioner 
iSo required to show that all available 
Igrresof natural gas and alternate fuels 
hue been exhausted, and that due dill* 
tea has been exercised in converting 
^processes to other fuels. In our order 
onto rehearing we specifically or- 
North Alabama to introduce fur¬ 
ther evidence proving both Its inability 
to core or exchange gas or purchase 
LSD «ad SNO, as well as the technical 
totonbUny of modifying its Ag-Chcm'a 
ftflttiM to use fuel oil in place of process 


forth Alabama has demonstrated that 
ll-Ciem cannot reasonably acquire new 
Applies of gaseous fuels. Construction of 
ante or liquefaction facilities at tho 
terete* site Is not feasible since Ag- 
Cbra will not receive significant 
■mu of excess gat above its feedstock 
ed process requirements during the 
months North Alabama states 
tit rtorege of all available summer ex- 
m its would permit Ag-Chem to meet 
b process and feedstock needs during 
ton* days of the ensuing winter. Ag- 
ten has also shown that it has at* 
le^ed in good faith to arrange cx- 
daiten and to buy SNG or LNG with¬ 
al wcess, although we would suggest 
flat Ag-Chem continue to Investigate 
taber Use possibility of purchasing and 
fcrtni SNO or LNG on a seasonal basis.' 
ftaifiy, it would be counterproductive to 
aqdrB Ag-Chem to use propane as feed- 
or process fuel, since the Cherokee 
hdltty does not now have a propane use 
ability and Ag-Chem may not be able 
to obtain sufficient quantities ol pro* 
pue,' 

The question of the feasibility of con- 
of the Cherokee plant's process 
W implications to oil use cannot be an- 
jwnd a» quickly and as conclusively. At 
Cbemke* plant feedstock gas Is fed in 
weed catalyst tubes through a primary 


'IQwtWppt filver TrarutxnlKlon Corpon 
S. Corporation) ord( 

Pbfmbtr 15, 1974, In Docket » 
t,x “ Eastern TrunvmUslon Oot 
J™|i (OunatW Natural Oaa Corpon 
2^° No 7,15 Lv *t6 December l 
No RP7 ^-3H-g. rehearlc 
I.U71 C ^ >lak0a ^ 7l ®“Ai iaaued Januai 

Urtef Algonquin states that 
«r£^^ A *’ Chfm ^ SSQ trom !U U 
8r>»RkJ ,5L aTall,lb!# from April throng 
** aoc »»• *?»l. Sinc * At e° nc iwto apparent] 
° Gcf durln * P rto * contac 

! * awl to d8Vel °p th 


***** °* * k ugle allegatl 

ripcv WJ t t J* w tfa-1*Wciae Oorporattoi 
l ^T vj ».,* lbe ^hoftw had an exist! 

* nd in fact, ui 
ot f,r °i 5 *n® during i 
Wtylr* <*..**[, *° avoW shutdown duii 
ewutUl *« of iu gas supply. 


reformer in which the tubes and the 
feedstock gas inside are heated by flue 
gas flowing down from top fired burners 
fueled with process g&s. A chemical re¬ 
action occurs and the feedstock gas is 
broken down into compounds which be* 
come anhydrous ammonia. As part of the 
plants' waste heat recovery system, the 
flue gas is channeled through a bank of 
metal heat coils containing water at on 
initial temperature of 200* P. The flue 
gas heats the water to 350* F. The heat 
energy equivalent of 600 Mcf/d of gas is 
thereby transferred from the waste gas 
to the now superheated water. This 
energy Is then used to fuel other produc¬ 
tion steps In which the basic ammonia 
Is processed into numerous end products. 

The basic conversion, permitting the 
use of fuel oil to Are the burners in the 
primary reformer, would require the sub¬ 
stitution of 92 dual fired burner units in 
place of the existing 72 gas burners, the 
replacement of some refractory tiles, and 
the installation of oil distribution equip¬ 
ment above the burners connected to a 
190,000 barrel storage tank. The neces¬ 
sary work can probably be best accom¬ 
plished by the use of a crane after tem¬ 
porary removal of the plant's corrugated 
metal or asbestos roof. Ag-Chem esti¬ 
mates the cost of conversion to be 
$1,000,000 currently or $1,300,000 in 
eighteen months, allowing for the com¬ 
pounded effect of inflation at a rate of 
1.5% per month. 

If No. 2 fuel oil containing a normal 
amount of sulphur is used to Are the 
primary reformer burners, the sulphur 
trioxide present in the flue gas will con¬ 
dense on the relatively cold surface of 
the heat recovery coils, which are cooled 
by the water flowing Inside at an initial 
temperature of 200* F, and will form sul¬ 
phuric acid. Corrosion of these coils will 
occur within one day and will result in 
shutdown of the plant. There are three 
technically possible solutions to this 
problem: fuel oil with a maximum sul¬ 
phur content of 0.1 percent can be used ; 
the heat recovery system can be scrapped 
and a separate oil heating system, re¬ 
quiring the equivalent of 800 Mcf/d of 
gas. can be substituted; or the water 
inside the heat recovery coils could be 
preheated to 300* F below it filows into 
the convection bank with the use of an 
oil heating system requiring the equiva¬ 
lent of 550 Mcf/d of gas. 

North Alabama's expert witness, 
James Flnneran has conceded that proc¬ 
ess conversion to oil use is “technically 
possible" <Tr. 784) but North Alabama 
and Ag-Chem suggest that conversion Is 
not "technically feasible" as that term 
would be understood by the engineering 
profession. They argue that conversion of 
the primary reformer's gas heating sys¬ 
tem Is Infeasible because It would require 
the total reconstruction of an old plant, 
with a remaining useful life of 6 or 7 
years, which was originally designed, un¬ 
like some newer plants, to use natural 
gas exclusively. Also, since guaranteed 
low sulfur oil Is assertedly not available, 
it would be necessary to modify the heat 
recovery system with the result that op¬ 


eration of the Cherokee plant would be 
extremely inefficient. Inconsistent with 
good engineering practice, and unnec¬ 
essarily wasteful of energy. 

Staff.GM and Algonquin respond that 
North Alabama has not met Its burden 
of proving lnfeasibillty and suggest 
tliat the various impediments noted by 
the petitioners do not form a sufficiently 
significant bar to conversion, when 
weighed against the severity of the gas 
shortage and the fact that any relief 
gas for process use would be provided 
at the expense of other high priority 
customers. Their contentions con be sum¬ 
marized in the following points. 1 
In determining feasibility we should 
either Ignore economic considerations or 
conclude that North Alabama has not 
proven that conversion is economically 
infeasible. Second, the work to be under¬ 
taken hnd the costs to be Incurred in 
converting the primary reformer are pri¬ 
marily those normally required In any 
conversion to oil use. Third. Ag-Chcm 
either has not made a sufficiently dili¬ 
gent effort to acquire low sulphur oil. or 
can remedy the problem by testing each 
oil delivery and rejecting unacceptable 
loads. Finally, the negative Impact of 
Inefficiencies or energy loss resulting from 
modification of the heat recovery system 
are insignificant in comparison to the 
positive benefits from elimination of Ag- 
Chem’s need for process gas. 

Ideally, we should now attempt to de¬ 
fine feasibility and establish a firm 
standard for resolution of the conversion 
issues in this and similar cases; but 
realistically, a workable definition is not 
possible at this time. Algonquin suggests 
that the dictionary definition of feasible, 
"capable of being done", should be ap¬ 
plied. This suggestion is attractively 
simple, but it ignores necessary economic 
limitations on theoretical possibilities. A 
petitioner for extraordinary relief should 
not be required to undertake conversion 
measures which have been proven pos¬ 
sible only under laboratory conditions, 
or which would eventually Imperil tho 
financial integrity of the business If At¬ 
tempted. The alternative definition used 
by North Alabama's witness Flnneran 
would eliminate os Infeasible conversion 
techniques which are possible to accom¬ 
plish. but which are cither not consistent 
with sound, firmly established, engineer¬ 
ing principles, or not within the 11mlL, 
of practical constraints, e.g., economic 
factors or the availability of materials. 
This suggestion Is also deficient In two 
areas: first, it ignores the Impact of tho 
current gas shortage upon sound en¬ 
gineering principles previously estab¬ 
lished when a seemingly limitless supply 
of gas was available, and when high vol¬ 
ume gas usage was actively encouraged: 
and second, it does not establish th? 
degree of economic Injury which would 
be sufficiently compelling constraint upon 
a technically possible conversion pro¬ 
posal. An Industrial concern, currently 
burdened with a curtailment of its ga> 
supply shared by other high priority 
users, may properly be required to take 
steps which previously would not have 
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been considered due to substantial tech- 
nical problems or a foreseeably negative 
effect on profits, when the only alterna¬ 
tive Is an additional award of extraor¬ 
dinary relief at the expense of similarly 
situated customers or higher priority 
users. 

Instead we shall determine the feasi¬ 
bility of gas conservation measures on 
the facts of each particular case, without 
a standard definition, just as the rea¬ 
sonableness of a particular rate is estab¬ 
lished. However, two important policy 
considerations can be generally noted. 
First, the burden of proof In these 
equitable proceedings is properly on the 
petitioner, who alone has full access to 
the facts, rather than on the pipeline 
or the numerous affected customers. 
When the record is deficient, it would be 
unjust to speculate too broadly at the 
expense of those from whom the re¬ 
quested relief will be taken. Second, In 
determining economic feasibility, great 
weight must be given to noneconomic 
factors. Including the general gas short¬ 
age. the existing level of curtailment on 
the particular pipeline, and the end use 
priority of the customers to be affected 
by a grant of relief that does not re¬ 
quire conversion of processes fueled by 
gas. Also, Increased costs, resulting di¬ 
rectly from the current disparity between 
the prices of oil and gas. must be stricken 
from this economic evaluation. 

In this case, we affirm our previous 
finding that process conversion is 
feasible. The required modifications of 
the primary reformer arc substantial: 
but we do not agree that they amount to 
a '‘total reconstruction". The estimated 
cost is reasonable In relation to the exist¬ 
ing total Investment. Many of the neces¬ 
sary steps, such as installation of an oil 
tank and a piping system, would be re¬ 
quired as part of any conversion to oil 
use. We will accept Ag-Chem's asser¬ 
tions that it has been unable to obtain a 
sufficient supply of low sulphur oil after 
a reasonably diligent effort, although we 
ore not convinced that a satisfactory ar¬ 
rangement U completely beyond Ag- 
Chem's abilities. 

However, the sulphur condensation 
problem can be solved by preheating the 
water flowing Into the convection coils or 
by eliminating the use of the heat coils 
entirely. North Alabama and Ag-Chem 
contend that these solutions should be 
rejected because the conversion process 
will be further complicated and the end 
result will be energy waste and inefficient 
operation. This contention Is unpersua¬ 
sive when balanced against the gas con¬ 
servation which will be achieved, and the 
fact that the production of fertilizer will 
continue without the diversion of g&s for 
process relief. Furthermore, witness Fin- 
nemn’s retort that modification of the 
waste heat recovery system " • • • would 
make this poor old ammonia plant the 
most inefficient one I have ever heard 
of", although entitled to significant con¬ 
sideration as an expert opinion, is not 
based on a specific review of the effect 
of increasing curtailment on the ammo¬ 


nia fertilizer industry or on a detailed 
engineering study of the Cherokee facil¬ 
ity. 

In our analysis the only significant po¬ 
tential Impediments to conversion are 
economic rather than technical: but the 
record on economic factors versus tech¬ 
nical issues is not particularly detailed. 
For example. North Alabama suggests 
that economic injury is not an issue here; 
but Us definition of feasibility includes 
economic constraints and subsumes an 
economic evaluation of Ag-Chem's abil¬ 
ity to bear the costs of conversion. It is 
stated that conversion Is infeasible be¬ 
cause the remaining useful life of the 
Cherokee plant Is 6 or 7 years. But this 
figure is not an individual estimate; it Is 
based on the general proposition that 
economic competition from newly con¬ 
structed. more efficient plants, producing 
ammonia at higher capacities will even¬ 
tually force the closure of the older 
Cherokee plant. Yet, it Is conceded that 
maintenance of the currently higher 
price of fertilizer will extend the useful 
life of this plant. 

Similarly, Witness Henderson testified 
that he did not "think" that Ag-Chem 
could Increase Us prices above the going 
market price because Us customers would 
be angered and would refuse to buy from 
Ag-Chem when the fertilizer market be¬ 
comes competitive again. Yet, If we as¬ 
sume arguendo that this testimony is 
correct, and that competition in the mar¬ 
keting of fcrtill 7 xrr will resume shortly, 
it is quite possible that Ag-Chem's profit 
margins are sufficiently large and its 
variable costs arc correspondingly low so 
that the additional expenditures neces¬ 
sitated by process conversion can be 
absorbed without the addition of a con¬ 
version cost surcharge. Furthermore, the 
price of ammonia fertilizer has tripled 
since controls were removed in 1972. The 
recent profits earned from operation of 
the Cherokee facility may have been suf¬ 
ficiently high to support the Immediate 
initial costs of process conversion. 

Based on the record now before us, we 
cannot conclude that Ag-Chem has 
shown that conversion of Us process gas 
applications to the use of fuel oil Is in¬ 
feasible on technical or economic 
grounds. The available evidence Indicates 
that conversion is feasible. To the extent 
that the record is incomplete, par¬ 
ticularly in Its discussion of economic 
considerations, we will not modify that 
finding on the basis of speculation on 
the past or future financial condition or 
the economic viability of the Cherokee 
facility, when the alternative result is 
concretely clear, the diversion of gas 
from othe r hig h priority curtailed cus¬ 
tomers of TETCO. 

HI. Form of Relief. In light of the 
preceding conclusion we will grant per¬ 
manent extraordinary relief only for 
feedstock use. However, given the undls- 
putedly substantial character of the steps 
required to convert the process gas ap¬ 
plications at the Cherokee plant to oil 
use. limited additional volumes of relief 
gas should also be provided, for process 


use.* The evidence indicates that conm 
sion can be accomplished within thirty- 
months or by March 31, 1976. Stott 
expiration of this time period cotodd* 
with the end of the winter bettor 
season, the period of heaviest curuS 
mcnt, we can also make a reasonable 
lowance for unexpected delays and 
lems without causing significant hana 
TETCO’s other customers, by extends 
our deadline for conversion throuS 
August 1976. Ag-Chcm has already 
agreed to use all available intemmtitie 
gas only for feedstock or process fuel ind 
to reduce its takes from TETCO wbra 
the total volume of available gas exwab 
its feedstock and process needs. Alter 
August 31. 1976, relief will be profldid 
on condition that gas received from our 
source is to be used only as feedstock 
and not for process fuel. 

North Alabama and Ag-Chem request 
that the total amount of gas to be pro¬ 
vided by TETCO. Including relief rel¬ 
umes and the basic curtailed entitlement, 
should be limited only by North Ala¬ 
bama's firm contract volume. 14,900 UdJ 
d. Tills limitation would be unjust for it 
would require TETCO and its other cus¬ 
tomers to replace the volumes of pa 
which Ag-Chem lost as a result of cur¬ 
tailments imposed by its other two ap- 
pliers, up to a maximum daily total of 
4,177 Mcf. If Tennessee and Alabama- 
Tennessee were not in curtailment Ai- 
Chem would never need more than 10,- 
623 Mcf/d from TETCO to achieve fufl 
production. To remedy this inequity, 
Staff suggests that the maximu m daily 
volume of relief to be provided by TETCO 
should be calculated by subtracting the 
total volume curtailed by the ot her sup - 
pliers from 14,600 Mcf/d. the TETCO 
contract volume. This proposal ala 
seems unjust since it would doubly penal¬ 
ize Ag-Chem when all three supplier* 
severely curtail their delhenea. 

Instead, we have concluded that the 
maximum daily volume delivered b? 
TETCO to North Alabama should not 
exceed 11,964 Mcf /d. This figure wai 
derived by calculating the ratio, of Ag- 
Chem’s total firm and interruptible con¬ 
tract volume (21.800 Mcf d> to U* wj- 
ume Ag-Chem requires for feedstock aw 
process use at maximum production uv 
623 Mcf/d). and by applying that raboto 
the TETCO contract volume of 
Mcf/d.’ Imposition of this lbniiatjcc 
should insure that relief gas divew 
from other TETCO customers 
be used to remedy curtailments mpeoee 
by other suppliers and also shouloen- 
couroge Ag-Chem to seek any u*c«®o 
additional gas by petitioning 
for relief from Alabama-Tenne«ee 
Tennessee, which are not ^ 

proceeding. However, we will 


or the wrac reason thU 

>c read os support for a 

hem's firm process gs* voi ^ 

loomed in category r«tb*f 

r°ry two in determining 

Icmont under a 

ig the priorities eet forth 
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Litton of this volumetric limitation 
SflEr 1. 1915, in order to give Ag- 
SL. sufficient time to file those peti- 
ttasind to prevent a severe loss In pro- 
.HjPnn during March when Ag-Chem 
Soot receive any gas from Tennessee.* 
Anally, no one disputes that a condl- 
tx should be attached to protect cate¬ 
rer ooe service; but cert ain anomalies 
B Use operation of TETCO‘s effective 
IBfctai curtailment plan have given rise 
ts»dilute over the form of this con¬ 
dom TETCO has been calculating cur- 
ujs^nt into category one since Decem¬ 
ber 1974 but. In actual fact, has been 
delivering gas to priority two customers 
tm this perio d. In Implementing its 
rrtulment plan TETCO curtails on the 
toil of its customers' total anniml en¬ 
ticements fthown In its tariff sheets, 
18C7 I2B. 425 dekatherms: but its level 
cf curtailment, the Order No. 467-B serv- 
te priority into which curtailment ex¬ 
tols, has been calculated on the basis 
of ft lower figure shown in Exhibit No. 
JG to Docket No. RP71-130, et al.. In 
t&kh H; 766,930 dekatherms per year or 
29.85 dekatherms per day are ex¬ 
torted tnd are not classified in any serv- 
fct priority.* Staff proposes that we 
*... place the burden on TETCO to 
to then It 1 b actually curtailing into 
pnorUyone or alternatively that 

ft order TETCO to either file a curtail- 
Mel impact study or implement Its cur- 
uiiment plan on the basis of new data 
ktol collected in the proceeding that 
ooamift TETCO\s proposed permanent 
rjrtiflmenl plan, Docket No. RP71-130 
a ftL Incorporation of this proposal in 
toa order would unduly and unneces- 
o^fiy complicate this case by injecting 
which should be addressed in that 
ftkr proceeding, instead, we will ln- 
^de ft condition that extraordinary re- 
^ ihftU not be provided whenever the 
JrDT k*°o of extraordinary relief would 
«w TETCO to implement actual cur- 
into priority one volumes. 

^ Commission further finds. Good 
jswetoti and it is in the public Inter- 
« » modify our order of November 26, 
J" 1 In this docket, and to grant extra- 
J^jtry relief to North Alabama for the 
Ag-Chem. subject to the con- 
t&d limitations previously dls- 
^ hereafter ordered. 

Commission orders . (A) The or- 
J7«November 26. 1974, in this docket, 

■ Why amended os follows. 

Petition for extraordinary 
SSL?*. 1 * the North Alabama Gaa 
z™ 1 ** subject to the 
“ -«—■ 

”'snrt! t * f . S * pUmt>er *• thto limit 
^.^ <1 » 7.1T9 Mcf/d to nrftoct the 
TO*** »«>' proc«» um. 
tofiluSd^Li 011 peb ™"T- Ag-Chem baa 

total n> b]r «dd|. 

'auu^LT"*'* 88 " *** ,nst •*» total 
W off fctttJu! 0 , 1 ’ M * r <»ult Tennem»4® will 
throu * h N °vth 

b ^ fort h anc * •xplslned 

Worth 

■PPMruvg ui the reoord at page 655. 


(C> Tlio t otal dally volume of gas 
delivered by TETCO to North Alabama 
for redelivery to Ag-Chem shall not ex¬ 
ceed these limits: 

(1) From February 26,1975 to April 30. 

1975— 14.800 Mcf/d; 

(2) From May 1, 1975 to August 31, 

1976— 11,964 Mcf/d; 

(3) On and after September 1,1976— 
7,179 Mcf/d. 

<D> Extraordinary relief is granted 
upon condition that: 

(1) Before September 1, 1974, Ag- 
Chem agrees to use gas received from 
any source only as feedstock and for 
process fuel In firing Its primary re¬ 
former burners, and to take the absolute 
minimum volume of gas from TETCO 
through North Alabama necessary for 
use as feedstock and as process fuel to 
produce the maximum output of am¬ 
monia achievable on that particular day; 

(2) On and after September 1. 1976. 
Ag-Chem agrees to use gas received from 
any source only as feedstock, and to take 
the absolute minimum volume of gas 
from TETCO through North Alabama 
necessary for use as feedstock to produce 
the maximum output of ammonia 
achievable on that day; 

<3) TETCO shall not deliver any ex¬ 
traordinary relief volumes to North Ala¬ 
bama for Ag-Chem whenever provision 
of extraordinary relief would cause 
TETCO to Implement actual curtailment 
Into priority one volumes. 

(4) If. at any time, Ag-Chem or 
North Alabama takes or uses gas from 
any source In a manner inconsistent 
with the terms of this order, then TET 
CO shall cease delivery of all gas to 
North Alabama and North Alabama shall 
cease delivery of all gas to Ag-Chem until 
such time when Ag-Chem has ceased to 
take or use gas In a manner Inconsistent 
with th e term s of this order and has paid 
back to TETCO through North Alabama 
any volumes of gas from TETCO that 
may have been taken or used in a man¬ 
ner inconsistent with the terms of this 
order. 

(5) Within thirty days after issuance 
of this order. North Alabama shall file 
with this Commission notorized state¬ 
ments signed by the chief executive offi¬ 
cers of North Alabama and Ag-Chem 
which set forth the conditions and limi¬ 
tations contained In this order and the 
agreement of North Alabama and Ag- 
Chem to abide by the terms of these con¬ 
ditions and limitations. 

By the Commission. 

[seal! Kenneth F, Plumb. 

Secretary . 

(PR Doc.75-5652 Filed 3-3-76;8:45 am] 


(Docket No. RP75-19] 

TEXAS GAS TRANSMISSION CORF. 
Extension of Procedural Dates 

February 18, 1975. 

On February 12. 1975, Staff Counsel 
filed a motion to extend the procedural 
dates fixed by order Issued October 30, 
1974, in the above-designated matter. 


The motion states that the parties have 
been notified and have no objection. 

Upon consideration, notice is hereby 
given that the procedural dates in the 
above matter arc modified as follows: 

Service or atatTs testimony. March 26. 1975. 

Service of Intervonor 4 * testimony. April 16. 
1975. 

Service of company rebuttal. May 0, 1975. 

Hearing. May 21. 1975 (10 am. e.d.t.). 

Kenneth F. Plumb, 
Secretary . 

(FR Doc.75 5585 Filed 3-3-75;8:45 am] 


(Docket No. XD-1756] 

THEODORE S. FETTER 
Initial Application 

February 25, 1975. 

Take notice that on February 4, 1974. 
Theodore 8 Fetter (Applicant) filed an 
initial application with the Federal 
Power Commission. Pursuant to Sec¬ 
tion 305(b) of the Federal Power Act, 
Applicant seeks authority to hold the 
following positions: 

Secretary. Philadelphia Electric Co., public 
utility. 

Secretary. Philadelphia Electric Power Co., 
public utility. 

Secretary, the Suaquehenna Power Co„ 
public utility. 

Secretary, the Susquehanna Electric Co- 
public utUlty. 

Philadelphia Electric Company 
(PECo )—a Pennsylvania corporation, 
supplies electric service in the City and 
County of Philadelphia and In adjacent 
Bucks, Chester, Delaware and Mont¬ 
gomery Counties and In a portion of York 
County In southeastern Pennsylvania. 
It also supplies most of the electric re¬ 
quirements of Its wholly owned subsidi¬ 
ary. Conowlngo Power Company 
(CPCo), a Maryland corporation which 
furnishes electric service to the public 
In a portion of northern Maryland ad¬ 
joining to the electric territory of PECO. 
PECo. also transmits and sells electric 
energy In Interstate commerce. The elec¬ 
tric territory served by PECo. and its sub¬ 
sidiaries covers an area of 2,340 square 
miles with a population of about 
3.800.000. 

PEPCo. supplies gas service in an area 
of 1,475 square miles In southeastern 
Pennsylvania, adjacent to, but not in the 
City of Philadelphia, with a population 
of approximately 1.800.000. 

PECo. supplies steam heating service 
principally In the central Philadelphia 
area. 

Philadelphia Electric Power Company 
(PEPCo.) is a Pennsylvania corporation. 

The Susquehanna Power Co (SPCo) 
Is a Mai. land corporation. PEPCo. and 
Us wholly owned subsidiary. 8PCo., 
owned respectively, the Pennsylvania and 
Maryland portions of the Conowlngo 
Hydro-Electric Project (Project). The 
Project Is leased to and operated by 
The Susquehanna Electric Company. 
Transmission lines connect the Project 
with Companies in the PECo. system but 
BPCo. does not furnish service directly 
to the public. 
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The Susquehanna Electric Company 
(SECo) Is a Maryland corporation which 
leases and operates the Project, the en¬ 
tire electrical output thereof being used 
by PECo. and CPCo. 

Any person desiring to be heard or to 
make any protest with reference to said 
application should on or before March 14. 
1975, file with the Federal Power Com¬ 
mission, Washington, D.C. 20426, peti¬ 
tions to intervene or protests in accord¬ 
ance with the requirements of the 
Commission's rules of practice and pro¬ 
cedure at CFR 1.8 or 1,10). All protests 
filed with the Commission will be con¬ 
sidered by it in determining the appro¬ 
priate action to be taken but will not 
serve to make the protestants parties to 
the proceeding. Persons wishing to be¬ 
come parties to a proceeding or to par¬ 
ticipate as a party in any hearing there¬ 
in must file petitions to intervene in 
accordance with the Commission's rules. 
The application is on file with the 
Commission and available for public 
inspection. 

Kenneth F. Plumb, 

Secretary. 

fTO Doc 75-5037 Filed 3-3-75;8:45 am] 


(Docket No. E 92081 
UNION ELECTRIC CO. 

Ring of Interconnection and Facility Use 
Agreement Appendices 

February 25,1975. 

Take notice that on January 6, 1975, 
Union Electric Company tendered for 
filing pursuant to the Interconnection 
Agreement between Central Illinois 
Public Service Company, Illinois Power 
Company, and Union Electric Company 
new -Connection Points", designated 
CIPS-IP Connection SO—North Jack¬ 
sonville, CIPS-IP Connection 31—South 
Mt. Vernon, and IP-UE Connection 17- 
Prey. plus a new Appendix N dated 
October 24, 1974 to the Facility Use 
Agreement between Union Electric Com¬ 
pany and Illinois Power Company. 

Said "Connection Points" provide for 
new connections between the parties and 
Appendix N establishes charges to be 
paid by Union Electric to Illinois Power. 

Any person desiring to be heard or to 
make any protest with reference to said 
application should on or before 
March 17. 1975, file with the Federal 
Power Commission, Washington, D.C. 
20426. petitions to intervene or protests 
In accordance with the requirements of 
the Commission's rules of practice and 
procedure (18 CFR 1.8 or 1.10). All pro¬ 
tests filed with the Commission will be 
considered by It in determining the ap¬ 
propriate action to be taken but will not 
serve to make the protest an Is parties to 
the proceeding. Persons wishing to 
become parties to a proceeding or to par¬ 
ticipate as a party in any hearing therein 
must file petitions to intervene in ac¬ 
cord with the Commission's rules. The 
application is on flic with the Commis¬ 
sion and is available for public inspec¬ 
tion. 

Kenneth F. Plumb. 

Secretary. 

fra Doe.7a5653 Filed 3-3-75;8:45 am) 


(Docket No, RP74-85J 
WESTERN GAS INTERSTATE CO. 

Compliance Piling 

February 14.1975. 

Take notice that on January 28. 1975, 
Western Gas Interstate Company filed 
herein substitute original sheet No. 3A 
to its FPC Gas Tariff. Original Volume 
No. 1, Western states the effect of the 
subject tariff sheet Is to reduce its rates 
of 0.7 cent per Mcf as required by 
Article I of the settlement agreement ap¬ 
proved by the Commission in this docket 
on January 13. 1975. Western requests 
waiver of the applicable notice require¬ 
ments to permit the tariff sheet to 
become effective on June 16. 1974. 

Any person desiring to be heard and to 
make any protest with reference to said 
filing should file a petition to intervene 
or protest with the Federal Power Com¬ 
mission. 825 North Capitol Street NE., 
Washington, D.C. 20426. in accordance 
with the requirements of the Commis¬ 
sion's rules of practice and procedure (18 
CFR 1.8 or 1.10). All such petitions or 
protests should be filed on or before 
March 12, 1975. Protests will be con¬ 
sidered by the Commission In determin¬ 
ing the appropriate action to be taken, 
but will not serve to make the protes- 
tanta parties to the proceeding. Any per¬ 
son wishing to become a party must file 
a petition to Intervene. Western's filing 
is on file with the Commission and avail¬ 
able for public inspection. 

Kenneth F. Plumb. 

Secretary . 

(Fa Doc.75-5588 Filed 3-3-75;8:45 am) 


[Docket No. ID-13501 
WILLIAM H. ZIMMER. JR. 

Supplemental Application 

February 25, 1975. 

Take notice that on January 17, 1975. 
William H. Zimmer. Jr. (Applicant) filed 
a supplemental application with the Fed¬ 
eral Power Commission, pursuant to Sec¬ 
tion 305(b) of the Federal Power Act, 
seeking authority to hold the following 
positions: 

SCTetary-troftfturvr, the Cincinnati Gas A 
Electric Co . public utility. 

Becratary-treairarer. the Union Light, Heat 
and Power Co., public utility. 

Secretary-treasurer. Miami Power Carp., 
public utility. 

Any person desiring to be heard or to 
make any protest with reference to said 
application should on or before March 14, 
1975. file with the Federal Power Com¬ 
mission, Washington. D.C. 20426, peti¬ 
tions to intervene or protests in accord¬ 
ance with the requirements of the 
Commission's rules of practice and pro¬ 
cedure (18 CFR 1.8 or 1.10). All protests 
filed with the Commission will bo con¬ 
sidered by it in determining the appro¬ 
priate action to be taken but will not 
serve to make the proteatanta parties to 
the proceeding. Persons wishing to be¬ 
come parties to a proceeding or to par¬ 
ticipate as a party in any hearing 
therein must file petitions to intervene in 
accordance with the Commission’s rules. 


The application is on file with the rs* 
morion and available for public lrup* 

Kenneth F. Plum, 
Secretary, 

|FR Doc.75-5654 Filed 3-3-75.8:45 ta] 

FEDERAL RESERVE SYSTElT 

ALABAMA BANCORPO RATION 
Order Approving Acquisition of Bant 

Alabama Bancorporation. Blrmini. 
ham. Alabama, a bank holding cempicy 
within the meaning of the Bank HoJtfini 
Company Act. has applied for the 
Board's approval under section 3(t)0) 
of the Act (12 U&C. 1842 *b)(3m to 
acquire 100 percent (less director*' q'jtii- 
fylng shares) of the voting sham of U* 
successor by merger to The Bonk of 
Arab. Arab, Alabama (“Bonk"). The 
bank into which Bank is to be merged hM 
no significance except as & meant to 
facilitate the acquisition of the voto* 
shares of Bank. Accordingly, the pro¬ 
posed acquisition of shares of the suc¬ 
cessor organization Is treated herein u 
the proposed acquisition of the shared 
Bank. 

Notice of application, affording op¬ 
portunity for interested persons to sub¬ 
mit comments and views, has been given 
in accordance with section 3<b) of lb* 
act. The time for filing comments and 
views has expired, and the Board hts 
considered the application and all com¬ 
ments received in light of the factor* id 
forth in section 3(c) of the act (13 U5.C. 
1842(c)). 

Applicant, the largest banking orgarJ- 
z&tlon In Alabama, controls 11 t»nb 
with aggregate deposits of about $13 W- 
lion, representing approximately 164 
percent of the total deposits in commer¬ 
cial banks in the State 1 Acquisition of 
Bonk, with deposits of about $120 mil¬ 
lion. would increase Applicant's sbaitof 
commercial bank deposits by ipproo* 
mo tely 0.2 percent. 

Bonk is the sixth largest organization 
among 10 banks In the relevant 
market,' and control** approximately s 
percent of market deposits. 1 lie •***£ 
third, and fourth largest multibank 
Inc companies In Alabama are 
represented In the market. Appwun 
nearest banking subsidiary tol 
miles north of Bank In another^ 1 * 
market Engel Mortgage OmptM.* 
nonbanking subsidiary wholly . 
Applicant’s lead bank, does 
gage banking business 
banking market; however, theaaom^ 
existing competition that ^ 

lnated between this n 

Bank Is not significant WfggZ* 
does not appear that any 
competition between Applw** ^ 
and Bank Is likely to devriop <» ^ 
bamn’s restrictive brs n<-hl "® .ppjicsnt 
does it appear ^**"5** 
would enter this market de r v o*. 
is not particularly attractive . 
try. Therefore, on the bash 01**'*° 

. y ifk 

» All banking data 

■ Tho revolant banking 
bruited by Marshall County. 
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—ad tbf Board conclude* that con- 
of the proposal would not 
^Titolficar.t adverse effects on cxlst- 
taraootwdal competition In any rele- 
«• Jta, and that the competitive con- 
JsstloBs art consistent with approval 
w th* application* 

financial and managerial 
j-suces tnd future prospects of Appli- 
iTrU«bsidtar1es and Bank arc con- 
L generally satisfactory. partic- 
view of Applicant's commit- 
32; to inject an additional $265,000 In 
apBilliito Bank. Thus, the consider* - 
55a relating to the banking factors are 
Bomt with approval of the applica- 
teL Applicant's Injection of new capl- 
^tUl iltow Bank to begin operations 

* 1 art branch, construction of which 
tlaifiy completed In addition. Appll- 
r ad proposes to Initlntc trust services at 
k-kwdwffl provide Bank with a ready 
mx for loan participations to accom- 

larger loan requests from Bank's 
aemfrdaJ customers. These const de ra¬ 
sa rditing to convenience and needs 
kdftlght toward approval of the ap- 
jfcatton It Is the Board's Judgment that 
fie proposed transaction would be in the 
[polk Interest and that the application 
told be approved. 

Od the basis of the record, the appUca- 
1 aw is approved for the reasons aum- 
nifcid above The transaction shall not 
[bade(1) before the thirtieth calendar 
day fciknrtng the effective date of this 
! (Merer (bi later than three months af- 
fc the effective date of this Order, un¬ 
ite inch period Is extended for good 
a» by the Board, or by the Federal Re- 
re Bank of Atlanta pursuant to dele- 
| tod authority. 

By order of the Board of Governors,* 
«*tn* February 21,1975. 

r m) Trrfoooar. E. Allison, 

Secretary of the Board . 
P»Dcc.75-to88 Tiled 3-3-75;8:45 am) 

CLINTON BANCSHARES 
tonnatlon of Bank Holding Company 

QMoo BincjWes, Clinton. Olcla- 
“01. hu .ppUfrf for the Board's ap- 
r.®!" section 3(a)(1) of the 
J« awtln* Company Act (12 UJB.C. 
to become a bank holding 
through acquisition of 68 per 
*»t IS l he votln « shares of 
Otaivv^ 0 ^! BarJt of Cltntoo, Clinton. 

The factors that are con¬ 
st tort4f*. acUri * on Ulc application are 

C S?WclcM :UOn 3<C> 01 UlC ACt U2 

m »y be Inspected at 
<tk*Wfif Boar( * °* Governor* or 
City l^?L Rcservc Bmk 01 Kansas 

* the iLiXS? w1shln * Lo comment 

Ptf lc&tlon should submit views 

SO* Vlo# Chairman 

* w ^!ch fihwhin - Bucher. 

! kTX * °° l voitll « : 

Wit Ocrmoom Holland and Oold- 


ln writing to the Secretary. Board of 
Governors of the Federal Reserve Sys¬ 
tem, Washington, D.C. 20551 to be re¬ 
ceived not later than March 25. 1975. 

Board of Governors of the Federal Re¬ 
serve System. February 21.1975. 

(seal! Griffith L. Garwood. 

Assistant Secretary of the Board. 

(FR Doc.75-5589 Filed 3-3-75:8:45 amj 


FIRST CITY BANCORPO RATION OF 
TEXAS. INC. 

Order Approving Acquisition of First City 
Life Insurance Company 

First City Bancorporation of Texas, 
Inc., Houston. Texas, a bank holding 
company within the meaning of the 
Bank Holding Company Act, has applied 
for the Board’s approval, under section 
4<c> 18) of the Act and I 225.4(b)(2) of 
the Board's Regulation Y. to acquire all 
of the voting shares of First City Life 
Insurance Company ("Company”). 
Houston, Texas, a company that would 
engage de novo in the activity of under¬ 
writing credit life and credit accident 
and health insurance directly related 
to extensions of credit by Applicant’s 
credit-granting subsidiaries. Such ac¬ 
tivity has been determined by the Board 
to be closely related to banking (12 CFR 
225.4(a) (10)). 

Notice of the application, affording 
opportunity for interested persons to 
submit comments and views on the pub¬ 
lic Interest factors, has been duly pub¬ 
lished (39 FR 43671 (1974)). The time 
for filing comments and views has ex¬ 
pired, and the Board has considered all 
comments received in the light of the 
public Interest factors set forth In sec¬ 
tion 4(c)(8) of the Act <12 UB.C. 1843 
(c)(8)). 

Applicant, the second largest banking 
organization in Texas, controls 23 banks 
with aggregate deposits of approximately 
$2.7 billion, representing approximately 
7.0 percent of the total deposits in com¬ 
mercial banks In the State. 1 

Company would act de novo as an un¬ 
derwriter of credit life and credit acci¬ 
dent and health insurance directly re¬ 
lated to extensions of consumer credit by 
all but one of Applicant's banking subsid¬ 
iaries located in seven metropolitan 
banking markets and two rural counties 
In Texas.* * Credit life and credit accident 
and health Insurance is generally made 
available by banks and other lenders, 
and such insurance is designed to assure 


» All banking data are as of June 30, 1974. 
and reflect bolding company formations and 
acquisitions approved through December 31, 
1974. 

• The metropolitan banking market* are ap¬ 
proximated by the Standard Metropolitan 
Statist leal Areas of Houston, Corpus ChrUtl. 
Beaumont-Port Arthur-Orange. San Angelo, 
Midland, and El Paso and the Ranatly Metro¬ 
politan Area of Dallas In addition. Appli¬ 
cant* subsidiaries In Lamar County and Aus¬ 
tin County would also subscribe to com¬ 
pany's policies. 


repayment of a loan In the event of death 
or disability of the borrower. Since this 
proposal contemplates no more than a 
de novo acquisition, consummation of 
the transaction would not have any ad¬ 
verse effects on actual or potential com¬ 
petition in any relevant market. 

Applicant has stated that, following 
consummation of the acquisition. Com¬ 
pany will offer its credit insurance cus¬ 
tomers reduced premiums and provide 
credit accident and health Insurance for 
customers of six existing subsidiaries 
where it is not currently available. Appli¬ 
cant would offer level term credit life 
Insurance on single payment loans at a 
premium rate 3.7 percent below the sta¬ 
tutory maximum, decreasing term credit 
life insurance at a rate 3.4 percent below 
the statutory maximum, and credit ac¬ 
cident and health insurance at a rate 5.0 
percent below the statutory maximum. In 
addition. Applicant would replace 30 day 
nonretroactive with 14 -day retroactive 
policies, thus Increasing the amount paid 
in claims and reducing delays In paying 
claims. Consummation of the proposal 
also would apparently enable six of Ap¬ 
plicant’s subsidiary banks not currently 
offering credit accident and health In¬ 
surance to its customers to do so. 

The Texas Board of Insurance recently 
adopted a new regulation governing 
credit life and credit accident and health 
insurance.* In essence, the new regulation 
requires a significant reduction In the 
maximum prima fade premium rates 
that may be charged for credit insurance. 
In view of the premium rate reductions 
required by Texas law. Applicant's addi¬ 
tional premium reductions and proposed 
Increase In policy coverage are procom- 
pctiUve and in the public interest. 

Based upon the foregoing and other 
considerations reflected in the record, the 
Board has determined. In accordance 
with section 4(c) (8) of the Act. that con¬ 
summation of this proposal can reason¬ 
ably be expected to result in benefits to 
the public that outweigh possible adverse 
effects. Accordingly, the application Is 
hereby approved. This determination Is 
subject to the conditions set forth in 
225.4(c) of Regulation Y and to the 
Board's authority to require such modi¬ 
fication or termination of the activities 
of a holding company or any of its sub¬ 
sidiaries as the Board finds necessary to 
assure compliance with the provisions 
and purposes of the Act and the Board's 
regulations and orders Issued thereunder, 
or to prevent evasion thereof. 

This transaction shall be made not 
later than three months after the effec¬ 
tive date of this Order, unless such pe¬ 
riod Is extended for good cause by the 
Board or by the Federnl Reserve Bank of 
Dallas, pursuant to authority delegated 
hereby. 


• Under the authority of Article 3 53 of the 
Texas Insurance Code, the 8tate Board 
adopted, on December 5, 1973. the rule* and 
regulations contained In Older No. 26283. ef¬ 
fective March 1. 1074. 
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By order of the Board of Governors, 
effective February 21. 1975. 

I seal 1 Theodore E. Allison. 

Secretary of the Board. 

|PR Doc.75-6500 Filed 3 - 5 - 76 ,8 4ft am) 


FIRST NATIONAL CHARTER 
CORPORATION 

Acquisition of Bank 

First National Charter Corporation, 
Kansas City. Missouri, has applied for 
the Board’s approval under section 3(a) 
(3) of the Bank Holding Company Act 
(12 U.8.C. 1842(a) <3>) to acquire 80 per- 
cent or more of the voting shares of The 
Aurora Bank. Aurora. Missouri. The fac¬ 
tors that are considered In acting on the 
application are set forth in section 3(c) 
of the Act (12 U.S.C. 1842(0). 

The application may be Inspected at 
the office of the Board of Governors or 
at the Federal Reserve Bank of Kansas 
City. Any person wishing to comment on 
the application should submit views In 
writing to the Reserve Bank to be re¬ 
ceived not later than March 21, 1975. 

Board of Governors of the Federal Re¬ 
serve System, February 24, 1975. 

(seal! Griffith L. Garwood. 

Assistant Secretary of the Board. 

|PR Doc.76-5591 Filed 3-3-75:8:46 mm) 


CROSS TIMBERS BANCSHARES, INC 

Formation of Bank Holding Company 

Cross Timbers BancshAres, Inc.. Gor¬ 
man. Texas, has applied for the Board’s 
approval under section 3(a)(1) of the 
Bank Holding Company Act (12 U.8.C. 
1842(a)(1)) to become a bank holding 
company through acquisition of 96 per 
cent or more of the voting shares of The 
First National Bank of Gorman, Gor¬ 
man. Texas. The factors that are con¬ 
sidered in acting on the application are 
set forth in section 3<c) of the Act (12 
¥S.C. 1842(c)). 

The application may be inspected at 
the office of the Board of Governors or 
at the Federal Reserve Bank of Dalles. 
Any person wishing to comment on the 
application should submit views In writ¬ 
ing to the Secretary. Board of Governors 
of the Federal Reserve System. Wash¬ 
ington. D.C. 20551 to be received not later 
than March 27, 1975. 

Board of Governors of the Federal Re¬ 
serve System. February 24, 1975. 

(seal! Griffith L. Garwood. 

Assistant Secretary of the Board. 

|FR Doc.75-5691 Filed 3-3-75;8:46 mm) 


DETROITBANK CORP. 
Acquisition of Bank 

Detroitbank Corporation. Detroit. 
Michigan, has applied for the Board's 


‘Voting for thU action: Vice Chairman 
Mitchell and Governors Sheehan, Bucher. 
And WalUch. Absent end not voting: Chair¬ 
man Burn* and Governors Holland and Cold- 
well. 


approval under section 3<aH3) of the 
Bank Holding Company Act (12 UJS.C. 
1842(a) (3) to acquire 100 per cent of the 
voting shares (less directors* qualifying 
shares) of The First National Bank of 
Warren, Warren, Michigan. The factors 
that are considered in acting on the ap¬ 
plication are set forth in section 3(c) of 
the Act (12 UB.C. 1842(c)). 

The application may be inspected at 
the office of the Board of Governors or 
at the Federal Reserve Bank of Chicago. 
Any person wishing to comment on the 
application should submit views in writ¬ 
ing to the Secretary, Board of Governors 
of the Federal Reserve System. Wash¬ 
ington. D.C. 20551, to be received not 
later than March 27.1975. 

Board of Governors of the Federal Re¬ 
serve System, February 24, 1975. 

[seal! Griffith L. Garwood, 
Assistant Secretary of the Board. 

|PR Doc.75-6690 Piled 3-3-75:8:46 am) 


STUARCO OIL CO., INC. 

Order Denying Acquisition of Bank and 

Engaging in Insurance Agency Activities 

Stuarco Oil Company, Inc., Denver. 
Colorado, a bank holding company 
within the meaning of the Bank Holding 
Company Act, 1 has applied for the 
Board’s approval under section 3(a)(3) 
of the Act (12 U.8.C. 1842(a) (3)) to ac¬ 
quire 80 percent or more of the voting 
shares of Alameda National Bank 
<*‘Bank”), Lakewood, Colorado. 

At the same time. Applicant has 
applied for the Board s approval under 
section 4(0(8) of the Act (12 USC. 
1843(c)(8)) and 1225.4(b)(2) of the 
Board’s regulation Y. to engage de 
novo In certain insurance agency ac¬ 
tivities in connection with it* proposed 
acquisition of Bank. Such activities have 
been determined by the Board to be 
closely related to banking (12 CFR 225.4 
(a) <90. 

Notice of the receipt of the applica¬ 
tions, affording opportunity for In¬ 
terested persons to submit comments and 
views, has been given In accordance with 
sections 3 and 4 of the Act (39 F.R. 
37830). The time for filing comments and 
view's has expired, and all comments and 
views received have been considered by 
the Board In light of the factors set forth 
In section 3(c) of the Act (12 U.8.C. 
1842<c>) and section 4(c)(8) of the Act 
<12 U.S.C. 1843(c)), 

Applicant, presently a one-bank hold¬ 
ing company, controls Union Bonk and 
Trust. Denver. Colorado, the fifteenth 
largest of 70 banks In the Denver bank¬ 
ing market,* with deposits of $38.8 mil¬ 
lion,* representing approximately 1 per 
cent of the total deposits in commercial 
banks In the market The acquisition of 
Bank would result In Applicant’s becom¬ 
ing the ninth largest of 11 multi-bank 
holding companies In the State and the 


1 Applicant was formerly engaged In oil and 
gaa exploration activities, but baa ceaaed all 
auch activities and disposed of all aaaeta re¬ 

lated thereto. 


tenth largest banking organization a 
the Denver banking market, wither 
cant controlling less than l per*5^ 
the total commercial bank deDoski ? 
the State and about 1.5 per cernoT-S 
total^deposits in commercial banks to u* 

Bank (deposits of $20.3 mifliom a 
the twenty-fourth larger o| 70 
dal banks in the Denver banking muta 
and controls approximately 0.5 per cem 
of the total deposits in commercial 
in the market. 8incc both Bank and K> 
pi leant** present subsidiary bonk opera* 
In the Denver banking market, caasua- 
matton of this proposal would ellmtou* 
some existing competition between these 
institutions. However, there to evtoev* 
In the record showing that the compel 
tion between these banks to minimal a 
view of the relatively small market shares 
of both banks and the presence of 90 tat 
65 competing banks located within tf* 
areas served by the two banks. Furtixr- 
more, on balance, the Board to of the 
view that this proposal could have 1 
positive effect on competition by crest¬ 
ing an additional multi-bank holdup 
company to compete In the Denver bank¬ 
ing market. Accordingly, the Board oc¬ 
cludes that competitive consideration! 
lend some weight toward approval of the 
application. 

Under the Bank Holding Company Act 
the Board Is required to consider the 
financial and managerial resources sad 
future prospects of the holding company 
and Its subsidiary banks In the exerriw 
of that responsibility, the Board fadi 
that considerations relating to the flrau- 
cial resources of Applicant wsrmsl 
denial of the application The Board bn 
previously stated that less restrictive 
debt-equity standards can appropriate 
be applied to prospective one-bank bold¬ 
ing companies if the adverse effects* 
sociated with leverage are outwetonedty 
public benefits deriving from the feca- 
tation of the otherwise difficult twk « 
transferring ownership of small mnl 
banks. However, the Board also has pre¬ 
viously stated Its view that the ttnancW 
structure of a multi-bank holding 
pany should meet higher sundaf® _ 
financial soundness than are app«« 
one-bank holding companies/ In 
lng this policy, the Board Andjthat ^ 
plicant, in this proposed trandttoww 
a one-bank holding company toa 
bank holding company. sh<nM 
permitted to incur the krx ±. 

of debt to acquire a second banLAP^j 
cant proposes to borrow an 1 
$2.2 million to finance the purrha* 
Bank, with the result that APP^ 
would have an outstanding 

•The Donver banking 
vant market for this *PP l !\J - Arspt** 
proximated by Denver. Ad on* d 

and Jefferson Count**. £ c*T * 

Boulder County which include 
Broomfield. rwesftbtf 11 * 

• All banking data ore •* of 

1973. _ U 

• 8m th. Board’, Order of pc, 

denying tbo applic ation <* — 

din, Montana, to ****** 

---iffA Diillatln 123). 
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million. Applicant's earnings 
rdd t< heavily dependent upon tiie 
^inn of its subsidiary banks, and Ap- 
wLat is proposing to service this long- 
STdebt ow an ll-ycar period prl- 
-irtlr through dividends from Its sub- 
banks. Applicant's proposal for 
-gtencot of the debt Is contingent upon 
Ik toia' maintaining an average 
jndrad payout ratio of 52 per cent 
tawduKit the 11-year period. In the 
3 *tfi rle*. the projected earnings of 
toiiant would not provide Applicant 
ithibenecessary financial flexibility to 
oeet tu annual debt servicing requtre- 
gstsu well 05 any un*xpect*d problem 
thimlsbt arise at the subsidiary banks, 
▼vj j^tor strongly suggests that the 
feiacld requirements of Applicant's 
root] could place an undue strain on 
Cifinancial conditions of the subsidiary 
teds and thereby impair their ability 
to main viable banking organizations 
to meeting the banking needs of the 
Manually which they serve. Such con- 
tffeii&is relating to the financial con¬ 
fix and prospects of Applicant. In ad- 
fia to other facts of record, lend 
nfcrtactial wetght toward denial of the 
fiobeatkm and outweigh any proccm- 
pitttlie effects that might result from 
gprcvtlof the application. 

ApoBcant states that affiliation with 
Meant would enable Bank to draw 
poo the resources and expertise of Ap- 
Jfeict and Its present subsidiary bank, 
isl to Increase the services and the vol- 
aw of loans which Bank offers to Its 
JJtom However, alnce the Board has 
*®d that consummation of this pro- 
P&d could place an undue strain upon 
Mao t’i financial resources, the Board 
■® w s itrnt It is doubtful that any ap- 
benefits to the public would re- 
Jwuw ibb proposal. Accordingly, con- 
JJ ™ 001 relating to the convenience 
JM needs of the community to be served 
«!» weight toward approval of the 
wkatlofL 

of aU Lhe fact# record. 
J* ht ot the factors set forth in 
of the Act. It U the Board's 
^*ot that the proposed acquisition 
in Applicant's financial re- 
ocing Inadequate to service Its 
Ml* maintaining its subsidiary 
tccount5 at a desirable 
"“*« wndlUon could Un- 
of °* e to meet the 
community which they serve. 
I«bZmh' ^ Boerd concludes that 
would not 

*Pta^. P l lbtle lnterwt and ^at the 
to acquire Bank should be 

lo uu, proposal. Applicant has 
L pursuan t to section 4(e) < 8 ) 
_ ^rt to engace rie nmm in 




the 


engage de novo In 
r * an France agent or 
, J/ to insurance for the 
arid tts subsidiaries, and 
.™7 10 credit life and credit 

,nsu rance directly 
of crwMt ^ Ala- 

r^w^nM Bwik Approval of this 
permit Applicant to offer 


Bank's customers the convenience of 
obtaining banking and insurance serv¬ 
ices In conjunction with each other. 
However, in view of the Board's finding 
that the application to acquire Bank 
must be denied, the Board's considera¬ 
tion of the application to conduct Insur¬ 
ance agency activities on the premises of 
Bank hereby becomes moot. 

By order of the Board of Governors.* 
effective February 24, 1975. 

I seal 1 Theodore E. Allison. 

Secretary of the Board . 

(FR Doc.75-6692 Piled 3-3-75;8:46 am] 


UNITED MICHIGAN CORP. 

Order Approving Acquisition of Bank 

United Michigan Corporation. Flint. 
Michigan, a bank holding company with¬ 
in the meaning of the Bank Holding 
Company Act, has applied for the 
Board's approval under section 3(a)(3) 
of the Act (12 UB.C. 1842(a) (3)) to ac¬ 
quire 100 percent of the voting shares 
(less directors' qualifying shares) of the 
successor by merger to Gaylord State 
Bank. Gaylord. Michigan ("Bank"). The 
bank Into which Bank Is to be merged 
has no significance except os a means 
to facilitate the acquisition of the voting 
shares of Bank. Accordingly, the pro¬ 
posed acquisition of the shares of the 
successor organization Is treated herein 
as the proposed acquisition of shares of 
Bank. 

Notice of the application, affording 
opportunity for interested persons to sub¬ 
mit comments and views has been given 
In accordance with section 3 (b) of the 
Act. The time for filing comments and 
views has expired, and the Board has 
considered the application and all com¬ 
ments received in light of the factors set 
forth in section 3(c) of the Act (12 UJ3.C. 
1842(c)). 

Applicant is a one-bank holding com¬ 
pany controlling Genesee Merchants 
Bank & Trust Co. (“Genesee") whose 
deposits of approximately $505 million 
represent 1.8 percent of the total com¬ 
mercial bank deposits In the State and 
rank Applicant as the ninth largest 
banking organization in Michigan . 1 Ac¬ 
quisition of Bank, with $34 4 million in 
deposits, would increase Applicant's 
share of commercial bank deposits by .1 
of a percentage point and would not 
result In any significant increase In the 
concentration of banking resources In 
Michigan. 

Bank is the largest of two banks in its 
market area (which is approximated by 
Otsego County and the western three- 
fourths of Montmorency County) and 
holds approximately 75 percent of the 
total commercial bank deposits In the 
market. Applicant's nearest banking of¬ 
fice is located 170 miles southeast of 


■Voting for this acUon: Vice Chairman 
Mitchell and Oovemoee Sheehan. Bucher, 
Holland and Cold well. Absent and not vot¬ 
ing: Chairman Burnt and Governor WaUlch. 


Bank. No significant competition exists 
between Bank and Applicant's subsidiary 
bank, and it is unlikely that any will de¬ 
velop tn the future due to distances in¬ 
volved and Michigan branching restric¬ 
tions. Population per banking office in 
Bank's market b substantially less than 
the State average; therefore, prospects 
for de novo entry do not seem favorable. 
Accordingly, competitive considerations 
are consistent with approval of the ap¬ 
plication. 

The financial and managerial re¬ 
sources and future prospects of Appli¬ 
cant. its subsidiaries, and Bank are all 
regarded as satisfactory and consistent 
with approval of the application. As a 
result of the affiliation. Applicant will 
assist Bank in restructuring its loan port¬ 
folio to include more commercial and 
personal loans and train Bank's person¬ 
nel to solicit extended maturity mortgage 
loans. Further. Applicant would effec¬ 
tively extend Bank's lending limit. Con¬ 
siderations relating to the convenience 
and needs of the community are con¬ 
sistent with approval of the application. 
It Is the Board's Judgment that the pro¬ 
posed acquisition would be in the public 
Interest and that the application should 
be approved. 

On the basis of the record, the appli¬ 
cation is approved for the reasons sum¬ 
marized above. The transaction shall not 
be made (a) before the thirtieth calendar 
day following the effective date of this 
Order or (b) later than three months 
after the effective date of this Order 
unless such period is extended for good 
cause by the Board or by the Federal 
Reserve Bank of Chicago pursuant to 
delegated authority. 

By order of the Board of Governors.* 
effective February 24. 1975. 

(seal] Theodore E. Allison. 

Secretary of the Board. 

(FR 1)00.76-569$ Filed 3-5-75,8:45 am| 

GENERAL ACCOUNTING OFFICE 
REGULATORY REPORTS REVIEW 
Receipt and Approval of Report Proposals 

The following requests for clearance 
of reports Intended for use In collecting 
Information from the public were re¬ 
ceived by the Regulatory Reports Re¬ 
view Staff. GAO. on February 20. 1975. 
See 44 U3.C. 3512 <c> & (d). The purpose 
of publishing this notice In the Federal 
Reclster Is to Inform the public of such 
receipt and the action taken by GAO. 

Federal Energy Administration 

Request was made for approval of re¬ 
vised FEA Form P-106-3-0 (formerly 
FEA 20), “Application to State for 
Petroleum Product Hardship or Emer¬ 
gency Relief*', and P-107-3-0 (formerly 
FEA 21). " 8 tate Action on Application 
for Hardship or Emergency Relief." 


■ AH deposit data are aa of June 30. 1974. 
•Voting for thla action: Vice Chairman 
Mitchell and Governors Sheehan. Bucher, 
Holland, and Cold well. Absent and not vot¬ 
ing: Chairman Burns and Oovcmor WaUlch. 
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The revisions Include format changes 
and elimination of the permanent- 
adjustment-Lo-suppiy function of the 
forms. P-106-S-0 has an added question 
concerning prior assignments. 

Based on the nature of the revisions, 
and the fact that these forms are for 
State use to authorise a benefit in con¬ 
junction with a Federal Program. GAO 
has provided clearance of revised forms 
P-106-S-0 and P-107-S-0 under num¬ 
bers B-181254(R0159) and B-181254 
(R0160) respectively. These clearances 
expire June 30. 1976. 

Norman F. Hxyl. 

Regulatory Reports Review Officer. 

I PR Doc .76-6711 Filed 3-8-76;8:46 am) 


REGULATORY REPORTS REVIEW 
Receipt of Report Proposals 

The following request for clearance of 
a report intended for use in collecting in¬ 
formation from the public was received 
by the Regulatory Reports Review Staff. 
GAO. on February 25, 1975. See 44 U.S.C. 
3512(c) & (d). The purpose of publishing 
this notice In the Fkderal Rkcxstxk Is 
to inform the public of such receipt 

The notice includes the title of the re¬ 
quest received, the name of the agency 
sponsoring the proposed collection of in¬ 
formation. the agency form number, and 
the frequency with which the informa¬ 
tion is proposed to be collected. 

Written comments on the proposed 
PFC form are Invited from all interested 
persons, organizations, public Interest 
groups, and affected businesses. Because 
of the limited amount of time GAO has 
to review the proposed form, comments 
must be received on or before March 24, 
1975. and should be addressed to Mr. 
Monte Canfield. Jr.. Director. Office of 
Special Programs, United States Gen¬ 
eral Accounting Office, 425 I Street. NW., 
Washington. D.C. 20548. 

Further information about the FPC 
form may be obtained from the Regula¬ 
tory Reports Review Officer. 202-376- 
5425. 

Federal Power Commission 

The Federal Power Commission has 
adopted procedures and proposes to in¬ 
stitute an annual company filing of uni¬ 
form information on proved domestic 
natural gas reserves. Such Informa¬ 
tion shall be collected from natural 
gas companies as defined in the Nat¬ 
ural Gas Act <68 Stat. 36; 15 

US.C. 717(c), et seq. (1970)), Rela¬ 
tive to this proposed action, the 
Commission issued, on April 15, 1974, a 
Notice of Proposed Rulemaking in Dock¬ 
et No. RM74-16. 39 FR 14233 (1974) The 
Information sought is to be filed in a new 
FPC report form. FPC Form No. 40, Nat¬ 
ural Gas Companies—Annual Report of 
Proved Domestic Gas Reserves. The Re¬ 
port comists of four schedules: Sched¬ 
ule A—Summary of Company Owned 
Proved Domestic Dry Natural Gas Re¬ 
serves—By Natural Gas Company; 
Schedule B—Proved Domestic Natu¬ 
ral Oas Reserves By Natural Gas 
Company—Field and Reservoir; Sched¬ 


ule C—Annual Changes In Domes¬ 
tic Proved Dry Natural Gas Re¬ 
serves by Natural Gas Company. 
State, Sub-Region and District: and 
Schedule D—Annual Reserves Report 
Footnotes. Each person found by the 
Commission to be a M natural-gaa com¬ 
pany*’ within the meaning of the Natural 
Gas Act shall file annually Schedules A, 
B. C. and Schedule D as necessary. A 
Natural Oas Company which has year- 
end company-owned proved dry gas re¬ 
serves of 10 billion cubic feet, or less, at 
14.73 Psia and 60’ Fahrenheit Is not re¬ 
quired to file Schedule B. For the first 
reporting year, all natural gas companies 
are exempted from filing Schedule C. The 
report for the calendar year ending De¬ 
cember 31. 1974, shall be filed by July 1, 
1975, and thereafter the report for each 
calendar year ending December 31 shall 
be filed by April 1 of the following year. 
It is expected that there will be up to 
6.000 respondents, and that the estimated 
average number of man-hours required 
per field reported on will range from 2 
to 20 for the first reporting year. Sched¬ 
ule A of Form 40 is to be put in the 
public reference files of the Commission. 
Schedules B. C, and D (where appro¬ 
priate) will be held confidential. 

Norman F. Heyl, 

Regulatory Reports Review Officer . 

I PR Doc.76-6712 Filed 8-6-76:8:46 am) 


NATIONAL COMMISSION FOR THE 
REVIEW OF FEDERAL AND STATE 
LAWS RELATING TO WIRETAP¬ 
PING AND ELECTRONIC SURVEIL¬ 
LANCE 

Meeting 

Pursuant to the provisions of the Fed¬ 
eral Advisory Committee Act (Pub. I*. 
92-463, 85 Stat. 770). notice hereby is 
given that the National Commission for 
the Review of Federal and State Laws 
Relating to Wiretapping and Electronic 
Surveillance, established under the au¬ 
thority of section 804 of Pub. L. 90-351, 
June 19. 1968, as amended by section 20 
of Pub. L. 91-644, January 2. 1971, and 
as further amended by Pub. L. 93-609. 
will meet in Washington. D.C. M 9:30 
ajn. on March 18. 19 and 20. 1975. The 
meetings will be held In the New Execu¬ 
tive Office Building (17th and Pennsyl¬ 
vania Avenue) on March 18 in Room 
2010 and the New Executive Office Build¬ 
ing on March 19 in Room 2008 and the 
Rayburn Building on March 20 in Room 
2168 (Gold Room). 

The purpose of the meeting is to re¬ 
ceive evidence and to hear testimony 
from the chief and assistant prosecutors 
of various metropolitan jurisdictions in 
New York. New Jersey. Pennsylvania and 
Connecticut, concerning the use of wire¬ 
tapping and electronic surveillance in 
law enforcement, as authorized by ap¬ 
plicable state statutes in conformity with 
Chapter 119 of Title 18. United States 
Code. 

The meeting of the Commission will 
be open to the public, and interested per¬ 
sons are Invited to attend. Under the 
rules of the Commission, copies of which 


may be obtained from its offices anv 
son desiring to present any 
Commission shill request aulhoriaiw 
therefor by filing a written rwuesti^ 
the Offices of the Commission at l tit 
Connecticut Avenue. NW., Waihinrw 
DC. 20009, not later than 
prior to the meeting The request Z 
include a concise description of u* mT 
terial to be presented Within three 
of receipt of such a request, the Cto. 
man will notify the requesting pence a ! 
his decision on the request. 

Kenneth J. Homo*. 

Executive Director 

(FR Doc.76-6076 Filed 3-3-75.10.00 md| 

NATIONAL FOUNDATION ON THE 

ARTS AND THE HUMANITIES 

FEDERAL GRAPHICS EVALUATION 

ADVISORY PANEL 
Meeting 

Pursuant to section 10(a)(2) of tee 
Federal Advisory Committee Act iPut 
L. 92-463). notice Is hereby given Uni i 
meeting of the Federal Graphics Evalua¬ 
tion Advisory Panel to the National 
Council on the Arts will be held on March 
21.1975 from 9:15 am.-5:30 p.m.taroctn 
1100. 806 15th Street, NW . Washlmtcr. 
D.C. 

The purpose of this meeting b for eq¬ 
uation of graphic mi terial from the Jus¬ 
tice Department. The meeting win be 
open to the public on a space »vailalde 
basis. Accommodations are limited. Far¬ 
ther information can be obtained from 
Mrs. Luna Diamond. Advisory Commit¬ 
tee Management Officer, National En¬ 
dowment for the Arts. Washington DC 
20506. or call (202) 634-7144. 

Edward M. Woltz 
Administrative Officer , MtaMl 
Endowment for the Artt, Sc* 
tional Foundation on the Artt 
and the Humanities . 

[FR Doc.76-6608 Filed 3-3-75:5:45 ial 


MUSEUM ADVISORY PANEL 
Meeting 

Pursuant to section J0(s )«»' J>t tj»j 
Federal Advisory Committee Art <P» 
L. 92-463). notice is hereby gl«» 
closed meeting of the Museum Advt i 
Panel to the National Council on w 
Arts will be held on March 24., «>> 

from 9 a m.-S pm. at the Hlmbbofl) 
Museum. Washington. D.C. J 

This meeting Is for the ( j 
Panel review, discussion, evalusucn,» i 
recommendation on applications i«‘ 
nanclal assistance under the 
Foundation on the Arts and the Hunur 
ties Act of 1965. as amende, me" | 
discussion of Information 6 lv « ] 

fldencc to the agency by gram 1 

cants. In accordance * ,th £ fl»j 
nation of the Chairman P ub "f jjft 
Feomul Register of Janua ry ^ .] 
this meeting, which Involves®* ^ 
empt from the require®****’ j m,] 
disclosure under the provisions 
Freedom of Information Art 
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00 ( 4 ), ( 5 )), «ill not be open to the 

^ib(r Information with reference to 
ttSmecUng wn be obtained from Mrs. 
^ pumond. Advisory Committee 
Sicmcnt Officer. National Endow- 
aeffor the Arts. Washington. D.C. 
or call (202) 634—7144. 

Edward M. Wolf*, 
Administrative Officer . National 
Endoiement /or the Arts, Na¬ 
tional Foundation on the Arte 
and the Humanities . 

PJD0C.7VW0 PU*d 3-3-75:8:46 am] 


special projects advisory panel 

Meeting 


POTaant to section 10 (a) ( 2 ) of the 
K&ii Advisory Committee Act (Pub. L. 
JMO). notice is hereby given that a 
doted meeting of the Special Projects 
Itfxrj panel to the National Council 
etbe Art* will be held on March 20. 21, 
!t», 1175 from 9 a.m.-5:30 p.m. In the 
Itth Ftoor conference room. Columbia 
fa* 02!ce Building. 2401 E Street. NW. f 
Itefcington. D.C. 


Ihb meeting is for the purpose of 
hod review, discussion, evaluation, and 
maomendaUon on application for fl- 
umI usistance under the National 
hondiUon on the Arts and the Humani¬ 
se Act of 1965. as amended, including 
dwniloo of Information given In eon- 
fifccceto the agency by grant applicants. 
Ia Accordance with the determination of 
& Qudnnan published in the Federal 
HnnTnof January 10. 1973, this meet- 
htttich Involves matters exempt from 
terroulrtments of public disclosure un¬ 
to toe provisions of the Freedom of In- 
"jatoAct (5 U.8.C. 552(b)(4). (5)), 
*2 be open to the public, 
ftrther information with reference 
« tob meeting can be obtained from 
Uni Diamond. Advisory Committee 
■jcnement Officer, National Endow- 
Jfr* «r the Arts, Washington, D.C. 
or call (202) 634-7144. 

Edward M. Wolf*. 
Uminutrotive Officer. National 
endowment Jor the Arts. Na¬ 
tional Foundation on the Arts 
85d the Humanities. 

MID0C75-6610 FUod 3-3-75;8:45 am] 


theatre ADVISORY PANEL 
Meeting 

H&TL 1 ® section 10(a) (2) o 
Comn )lttee Act 
«> notice b hereby given l 

of the Theatre Adi 
ln» wn Natlonal Council oi 
ttm i " heW 00 Marf h 29, 30, 
PJtL In the 14th 
Columbia Plaza < 
!4#l E Strect - NW-. Waa 

U f ° r the purp0! 

ft »aa«r 7 « dhcusslon - evft ' ua tlon 
^T^non on application* f. 

under the Nat 
403 on the Art* and the Hun 


fCOCKAL 


ties Act of 1965. as amended, including 
discussion of Information given In con¬ 
fidence to the agency by grant appli¬ 
cants. In accordance with the determi¬ 
nation of the Chairman published in the 
Federal Register of January 10. 1973. 
this meeting, which Involves matters ex¬ 
empt from the requirements of public 
disclosure under the provisions of the 
Freedom of Information Act <5 U.S.C. 
552(b) (4), (5)). will not be open to the 
public. 

Furthy information with reference to 
this meeting can be obtained from Mrs. 
Luna Diamond, Advisory Committee 
Management Officer. Natlonal Endow¬ 
ment for the Arts. Washington, D.C, 
20506. or call (202 ) 634-6110. 

Edward M. Wolfe, 
Administrative Officer . National 
Endowment for the Arts, Na¬ 
tional Foundation on the Arts 
and the Humanities. 

(PR Doc 75-5611 Piled 3-8-75:8:45 ami 


THEATRE ADVISORY PANEL 
Meeting 

Pursuant to section 10(a) (2) of the 
Federal Advisory Committee Act (Pub. 
L. 92-463). notice Is hereby given that a 
closed meeting of the Theatre Advisory 
Panel to the Natlonal Council on the 
Arts wUl be held on April 21. 22. 1975 
from 9 a.m.-5:30 p.m. In the Essex House, 
New York City. 

Tills meeting la for the purpose of 
Panel review, discussion, evaluation, and 
recommendation on applications for fi¬ 
nancial assistance under the National 
Foundation on the Arts and the Humani¬ 
ties Act of 1965, as amended. Including 
discu&slpn of Information given In con¬ 
fidence to the agency by grant applicants. 
In accordance with the determination of 
the Chairman published in the Federal 
Register of January 10, 1973. this meet¬ 
ing, which involves matters exempt from 
the requirements of public disclosure un¬ 
der the provisions of the Freedom of In¬ 
formation Act (5 U. 8 .C. 552 (b) (4). 
<5>). will not be open to the public. 

Further Information with reference to 
this meeting can be obtained from Mrs. 
Luna Diamond. Advisory Committee 
Management Officer. National Endow¬ 
ment for the Arts. Washington, D.C. 
20506, or call (202) 634-7144. 

Edward M. Wolfe, 
Administrative Officer , National 
Endowment for the Arts, Na¬ 
tional Foundation on the Arts 
and the Humanities. 

|PR Doc.75-6612 Piled 2-8-76:8:46 am] 


PUBLIC PROGRAMS PANEL 
Meeting 

February 18. 1975. 

Pursuant to the provisions of the Fed¬ 
eral Advisory Committee Act (Pub. L. 
92—463) notice is hereby given that a 
meeting of the Public Programs Panel 
will meet at Washington, D.C. on March 
20 and 21, 1975. 
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The purpose of the meeting Is to review 
Humanities Museums and Historical Or¬ 
ganizations Grant proposals that have 
been submitted to the Endowment for 
possible grant funding. 

Because the proposed meeting will 
consider financial information and per¬ 
sonnel and similar files the disclosure of 
which would constitute a clearly unwar¬ 
ranted Invasion of personal privacy, pur¬ 
suant to authority granted me by the 
Chairman's Delegation of Authority to 
Close Advisory Committee Meetings, 
dated August 13. 1973.1 have determined 
that the meeting would fall within ex¬ 
emptions (4) and ( 6 ) of 5 U. 8 .C. 552(b) 
and that It is essential to close the meet¬ 
ing to protect the free exchange of in¬ 
ternal views and to avoid Interference 
with operation of the Committee. 

It Is suggested that those desiring more 
specific information contact the Advisory 
Committee Management Officer. Mr. 
John W. Jordan. 806 15th Street. NW., 
Washington. DC. 20506. or call Area 
Code 202-382-2031. 

John W. Jordan. 

Advisory Committee 
Management Officer . 

{PR Doc.76-5677 Plied 8-8-76:8:46 am] 


PUBLIC PROGRAMS PANEL 
Meeting 

January 28. 1975. 

Pursuant to the provisions of the Fed¬ 
eral Advisory Committee Act (Pub. L. 
92-463) notice is hereby given that a 
meeting of the Public Programs Panel 
will meet at Washington, D.C. on March 
27 and 28. 1975. 

The purpose of the meeting is to re¬ 
view Humanities Media Grant proposals 
that have been submitted to the En¬ 
dowment for possible grant funding. 

Because the proposed meeting will 
consider financial Information and per¬ 
sonnel and similar files the disclosure of 
which would constitute a clearly unwar¬ 
ranted Invasion of personal privacy, pur¬ 
suant to authority granted me by the 
Chairman's Delegation of Authority to 
Close Advisory Committee Meetings, 
dated August 13. 1973,1 have determined 
that the meeting would fall within ex¬ 
emptions (4) and ( 6 > of 5 U. 8 .C. 552(b) 
and that it is essential to close the meet¬ 
ing to protect the free exchange of in¬ 
ternal views and to avoid interference 
with operation of the Committee. 

It is suggested that those desiring more 
specific Information contact the Advi¬ 
sory Committee Management Officer. Mr. 
John W. Jordan. 806 15th 8 treet. NW., 
Washington, D.C. 20506, or call Area 
Code 202-382-2031. 

John W Jordan, 
Advisory Committee 
Management Officer. 

I PR Doc.76-6678 Piled 3-8-75:8:46 am) 

RESEARCH PANEL 
Meeting 

March 3, 1975. 

Pursuant to the provisions of the Fed¬ 
eral Advisory Committee Act (Pub. L. 92- 

4, 1975 
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463) notice is hereby given that a meet¬ 
ing of the Research Panel will meet at 
Washington, D.C. on March 20-21. 1075. 

The purpose of the meeting is to re¬ 
view research grant applications on Gen¬ 
eral Research on History submitted to 
the National Endowment for the Hu¬ 
manities for possible grant f un di ng . 

Because the proposed meeting will con¬ 
sider financial Information and per¬ 
sonnel and similar files the disclosure of 
which would constitute a clearly unwar¬ 
ranted invasion of personal privacy, pur¬ 
suant to authority granted me by the 
Chairman's Delegation of Authority to 
Close Advisory Committee Meetings, 
dated August 13.1973.1 have determined 
that the meeting would fall within ex¬ 
emptions (4) and (6) of 5 U.S.C. 552 <b) 
and that it is essential to close the meet¬ 
ing to protect the free exchange of In¬ 
ternal views and to avoid interference 
with operation of the Committee. 

It is suggested that those desiring 
more specific information contact the 
Advisory Committee Management Offi¬ 
cer. Mr John W. Jordan. 806 15th Street, 
NW.. Washington. D.C. 20506, or call 
area code 202 382-2031. 

Joint W. Jordan. 

Advisory Committee 
Management Officer. 

fra Doc.75-5679 Piled 3-0-75;$:45 am) 


RESEARCH PANEL 
Meeting 

March 3. 1975. 

Pursuant to the provisions of the Fed¬ 
eral Advisory Committee Act (Pub. L. 93- 
463) notice Is hereby given that a meet¬ 
ing of the Research Panel will meet at 
Washington. D C. on March 24, 1975. 

The purpose of the meeting is to re¬ 
view research grant applications on Gen¬ 
eral Research on Literature and Lan¬ 
guage submitted to the National Endow¬ 
ment for the Humanities for possible 
grant funding. 

Because the proposed meeting will con¬ 
sider financial information and per¬ 
sonnel and similar files the disclosure of 
which would constitute a clearly unwar¬ 
ranted Invasion of personal privacy, pur¬ 
suant to authority granted me by the 
Chairman's Delegation of Authority to 
Close Advisory Committee Meetings, 
dated August 13.1973.1 have determined 
that the meeting would f&U within ex¬ 
emptions <4> and (6) of 5 UB.C. 552 <b) 
and that it Is essential to dose the meet¬ 
ing to protect the free exchange of in¬ 
ternal views and to avoid interference 
with operation of the Committee. 

It is suggested that those desiring 
more specific information contact the 
Advisory Committee Management Offi¬ 
cer. Mr. John W. Jordan. 806 15th Street, 
NW., Washington. D.C. 20506, or call 
area code 202 382-2031. 

John W. Jordan, 
Advisory Committee 
Management Officer. 

|PB Doc.75-5680 PUed 3-3-75:8:46 are] 


RESEARCH PANEL 
Meeting 

March 3,1975. 

Pursant to the provisions of the Fed¬ 
eral Advisory Committee Act (Pub. L. 
92-463) notice is hereby given that a 
meeting of the Research Panel will meet 
at Washington. D.C. on March 25. 1975. 

The purpose of the meeting is to re¬ 
view research grant applications on 
General Research on Social Science sub¬ 
mitted to the National Endowment for 
the Humanities for possible grant fund¬ 
ing. 

Because the proposed meeting will 
consider financial Information and per¬ 
sonnel and similar files the disclosure 
of which would constitute a clearly un¬ 
warranted Invasion of personal privacy, 
pursuant to authority granted me by the 
Chairman's Delegation of Authority to 
Close Advisory Committee Meetings, 
dated August 13.1973,1 have determined 
that the meeting would fall within ex¬ 
emptions <4) and <6> of 5 UB.C. 552(b) 
and that it is essential to close the meet¬ 
ing to protect the free exchange of In¬ 
ternal views and to avoid Interference 
with operation of the Committee. 

It is suggested that those destrtng more 
specific Information contact the Advisory 
Committee Management Officer, Mr. 
John W. Jordan. 806 15th Street, NW. 
Washington, D.C. 20506, or call area code 
202 382-2031. 

John W. Jordan. 
Advisory Committee 
Management Officer. 

[PR Doc.75-5681 Piled 3-3-75.8:45 am] 


RESEARCH PANEL 
Meeting 

March 3.1975. 

Pursuant to the provisions of the Fed¬ 
eral Advisory Committee Act (Pub. L. 
92-463) notice is hereby given that a 
meeting of the Research Panel will meet 
at Washington, D.C, on March 27-28, 
1975. 

The purpose of the meeting la to re¬ 
view research grant applications on Re¬ 
search Resources on History and Litera¬ 
ture submitted to the National Endow¬ 
ment for the Humanities for possible 
grant funding. 

Because the proposed meeting will 
consider financial information and per¬ 
sonnel and similar files the disclosure of 
which would constitute a clearly un¬ 
warranted invasion of personal privacy, 
pursuant to authority granted me by 
the Chairman's Delegation of Authority 
to Close Advisory Committee Meetings, 
doted August 13, 1973,1 have determined 
that the meeting would fall within ex¬ 
emptions (4) and (6) of 5 UB.C. 552(b) 
and that it is essential to close the meet¬ 
ing to protect the free exchange of in¬ 
ternal views and to avoid interference 
with operation of the Committee. 

It Is suggested that those desiring 
more specific information contact the 
Advisory Committee Management Offi¬ 


cer. Mr. Jonn W. Jordan. 80615th Si* 
NW, Washington. DC. 20506 art 
area code 202 382-2031. 

John W, Jotaut, 
Advisory Commute* 
Management Ofc# 
(PR Doc.75-5682 Piled 3-3-75;8:45fta| 


RESEARCH PANEL 

Meeting 

Maach 3, 1975. 

Pursuant to the provisions ol the Pi 
eral Advisory Committee Act (Pub. L 5 
463) notice is hereby given that i met, 
lng of the Research Panel will natu 
Washington. D.C. on March 31-April ] 
1975. 

The purpose of the meeting is to r 
research grant applications on 1 
Resources on Linguistics, Social i 
and Archives submitted to the Natl 
Endowment for the Humanities for; 
sible grant funding. 

Because the proposed meeting wfil con¬ 
sider financial Information and i 
nel and similar files the disclosures < 
which would constitute n clearly t 
ranted Invasion of personal primer, p 
suant to authority granted me by 1 
Chairman's Delegation of Authority \ 
Close Advisory Committee 
dated August 13.1973.1 have deten 
that the meeting would fall within ex¬ 
emptions (4> and (6) of 5 UfJ-C. 553'bf 
and that it is essential to clow the t 
lng to protect the free exchange at toU 
nal views and to avoid Interference r 
operation of the Committee. 

It is suggested that those desiring n 
specific information contact the Advf 
Committee Management Officer. 
John W. Jordan. 806 15th Street, 1 
Washington. D.C. 20506, or call ares c 
202-382-2031. 

John W. Joimx, 
Advisory Committee 

Management Offcer. 

[PR Doc.75-5683 FU«d 8-3-1*14* “"I 

NUCLEAR REGULATORS 
COMMISSION 

ADVISORY COMMITTEE 0« REACTO* 
safeguards 
Meeting 

In accordance with the ’ 

tlons 29 and 182 b of the Atomic ^ 
Act (43 U.S.C. 2039. 2233b). the MW" 
Committee on Reactor Sa*££“J? t 
committee on the Clinton 8U ■ • 

1 and 2. will hold a meetln* on 
1975 to the Howard JoluuW^ 
Lodge. Box 387, Highway #«■ 

The purpose of the meet** 1 ** ju jad 
discuss the application by 
Power Company for constmeoon^ % , 
for the CUnton Station. Unite 1M» 

The following constitute*"!™^ (J| 
of the Subcommittees 

above meeting which will be open 
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_ JB| _ut»fii 10, 1075—11:30 AJi. 

rax Ctowci*«wio* or Busixxaa 

will bear presentation* 
of the Nuclear Regulatory 
* guff ar.d the 1111 nola Power 

tad util bold discussions with 
Zwtf* MttMOt to Its review of the 

” *■ r . .v. fninhU Prw«p PnmnBnv 


to construct Clinton Station. 

MvUt 

a «nMCt*on with the above agenda, 
(J ^bcommlttee will hold executive 
kes prior to. and at the close of the 
•j public session, which will involve a 
Q of iu preliminary view’s, an 

_ f of opinions of the 8ubcommit- 

i neuter* and ‘ntemal deliberations 
_i formulation of recommendations to 
Lacks. In addition, the Subcommit- 
i my bold a closed session with the 
: Stiff and representatives of the II- 
Power Company to discuss 
information relating to the 
1 design features, 
line determined, in accordance witli 
ilO»d> of Pub L. 92-463, that the 
• sessions at the beginning and 
Htftedtfi 5esxlon will consist of an 
e of opinion." and formulation of 
atlons, the discussion of 
.ifwritten, would fall within ex- 
i (5) of 5 US.C. 552(b) and that 
JtoediKsion may be held. If necessary, 
•too certain documents and infor- 
whlch are privileged and foil 
nenptton '4> of 5 U.S.C. 552(b). 
». iny non cxcmpt material that 
itedbeussed during the above closed 
k* *111 be inextricably intertwined 
immpt material and no further 
xi of this material is considered 
LIt k essential to close such por- 
id the meeting to protect such 
to information and protect the 
IliirehuDce of Internal views and to 
.odw Interference with agency or 
cooperation. 

[Pte* coasIdcrnUons may dictate 
in the above agenda or 

[Jte Chai rman of the Subcommittee is 
^ 10 conduct the meeting in a 
B In his Judgment, will faeili- 
orderly conduct of business. !n- 
^twisiona to carry over an ln- 
open session from one day to 

L^wpett to public participation In 
T^®»rtlon of the meeting. the fol- 
wquirementa rhall apply: 

vWitBK to submit written 
hfcw J*?*^ 0 * tb» Agenda Item may 
JLrj**** 35 copies thereof, port- 
March 12, 1075. to the 
Advisory Committee on 
Nuclear Refrain tory 
®u^ ltlRtor ' > Dc - 30M&. Such 

liieSr..** btuiw * u P° n documents 
Ctn ,?* * ri(J available for public 
hn Nqc!far Regulatory Com- 

« HI document Room. 1717 H 

■"IWia D C. 20665 and the 

hlbrary. 120 W. 
CUn!on - Minute 01727. 
"“totteSSf iU bmHtlng a written 
paragraph (a) 
w **a*^: *** ln °P port unity to make 

vhi he*. 1 1® en 11 wrttiea jtsu 
fch ail accompany the 
****** and ahull set forth 


,jf the I 1 Hnoli! Power Company 


reason* Justifying tho need for such oral 
statement and Us usefulness to the Subcom¬ 
mittee. To the extent that the Ume available 
for the meeting permits, the Subcommittee 
will receive oral statements during a period 
of no more than 30 minutes at an appropri¬ 
ate time, chosen by the Chairman of the 
Subcommittee, between the hours of 
1:30 pm. and 3:30 pm. on March 19. 1975. 

Requests for the opportunity to make 
oral statements shell be ruled on by the 
Chkirman of the Subcommittee who is em¬ 
powered to apportion the time available 
among those selected by him to make oral 
statement*. 

<d) Information aa to whether the meet¬ 
ing has been cancelled or rescheduled and ln 
regard to the Chairman’s ruling on requeeta 
for the opportunity to present oral state¬ 
ments. and the Ume allotted, can be obtained 
by a prepaid telephone call on March 17, 1975 
to the Advisory Committee on Reactor Safe¬ 
guards (telephone 202-634-1371) between 
8:16 am. and 6 pm.. Eastern Time. 

(e) Questions may be propounded only 
by members of the Subcommittee and Its 
consultants. 

(f) Seating for the public will bo avail¬ 
able on a first-come, first-served basts. 

(r) The use of still, motion picture, and 
television cameras, the physteal Installation 
and presence of which will not interfere 
with the conduct of the meeting, will be per¬ 
mitted both before and after the meeting 
and during any recess. The use of such equip¬ 
ment will not, however, be allowed while 
the meeting la in session. 

(h) Persons desiring to attend portions of 
the meeting where proprietary Information 
other than plant security Information la to 
be discussed msy do so by providing to the 
Executive Secretary. Advisory Committee on 
Reactor Safeguards. 1717 H Street. NW, 
Washington, D C. 20556. 7 days prior to the 
meeting, a copy of an executed agreement 
with tho owner of the proprietary informa¬ 
tion to safeguard this material. 

(I) A copy of the transcript of the opsn 
portions of the meeting will be available 
for Inspection on or after March 25, 1975 
at the Nuclear Regulatory Commission** 
Public Document Room. 1717 H Street. NW, 
Washington. D C. 20655. Copies of the tran¬ 
script may be reproduced ln the Public 
Document Room or may be obtained from 
Ace Federal Reporters. Inc„ 415 Second 
Street. NK. Washington. DC. 20002 (tele¬ 
phone 202-647-6222) upon payment at ap¬ 
propriate charges. 

(J) On request, copies of the minutes of 
the meeting will be made available for In¬ 
spection at the Nuclear Regulatory Com¬ 
mission’s Public Document Room. 1717 H 
Street, NW. Washington. DC. 20555 after 
June 20. 1975. Copies may be obtained upon 
payment of appropriate charge*. 

John C. Hoyle. 

Acting Advisory Committee 
Management Officer. 

February 27.1975. 

| FR Doc.75-5623 Filed 3-3-75,8:45 ami 

fDocket No*. 50-440. 50-4411 

CLEVELAND ELECTRIC ILLUMINATING 
CO. ET AL 

Order for Evidentiary Hearing 
Before the Atomic Safety and Licens¬ 
ing board. In the matter of Cleveland 
Electric Illuminating Company, et al. 
(Perry Nuclear Power Plant. Units 1 and 
2 ). 


Please take notice, by agreement of 
the parties, approved by the Board and 
pursuant to the Joint Stipulation of the 
parties 1 with respect to the Order to 
Show Cause dated January 20. 1975 and 
several motions recently submitted in 
this proceeding, an evidentiary hearing 
thereon will be held on March 13. 1975 
ln Painesvllle. Ohio. 

Any person wishing to make a limited 
appearance statement pursuant to 
S 2.715 will be permitted to do so on the 
first day of the evidentiary session, pro¬ 
vided a request for same la submitted to 
the Board before the commencement of 
the evidentiary hearing. 

The evidentiary hearing will com¬ 
mence at 9:30 a.m. local time at the 
Lake County Courthouse. Courtroom No. 
3. Palnesville, Ohio 44077. 

Dated at Bethesda, Maryland, this 
2flth day of February 1975. 

It Is so ordered. 

Atomic Safety and Licens¬ 
ing Board. 

John B. Farmakides, 

Chairman. 

fFR Doc.75-5619 Filed 3-3-75;8:45 ami 


(Docket Noe. 50-269, 50-270. and 50-2871 

DUKE POWER CO. 

Issuance of Amendments to Facility 
Operating Licenses 

Notice is hereby given that the U S. 
Nuclear Regulatory Commission (the 
Commission ) has issued Amendments 
No. 7. 7. and 4 to Facility Operating Li¬ 
censes No. DPR-3a, DPR-47, and DPR- 
55. respectively, issued to Duke Power 
Company which revtsed Technical Spec¬ 
ifications for operation of the Oconee 
Nuclear Station, Units 1, 2. and 3. lo¬ 
cated In Oconee County. South Carolina. 
The amendments are effective as of the 
date of issuance. 

These amendments specify the number 
of pressure relief valves in the pres- 
surlxcr and main steam line to be 
checked each surveillance period, a spec¬ 
ification inadvertently omitted in a pre¬ 
vious license amendment. 

The application for the amendments 
complies with the standards and re¬ 
quirements of the Atomic Energy Act of 
1954, as amended (the Act), and the 
Commission's rules and regulations. The 
Commission has made appropriate find¬ 
ings as required by the Act and the Com¬ 
mission's rules and regulations in 10 CFR 
Chapter I, which are set forth in the 
license amendments. 

For further details with respect to this 
action, see (1) the application for 
amendments dated December 31, 1974, 
(2) Amendments No. 7. 7. and 4 to Li¬ 
censes No. DPR-38. DPR—48. and DPR- 
55, with any attachments, and <3> the 
Commission’s related Safety Evaluation. 
All of these items are available for public 
inspection at the Commission's Public 
Document Room, 1717 II Street, NW^ 


* Approved by Board In Prehearing Confer¬ 

ence Order to be Issued separately. 
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Washington. D.C. and at the Oconee 
County Library, 201 3outh Spring Street, 
Walhaila. South Carolina 29691. 

A copy of Items (2) and 43) may be 
obtained upon request addressed to the 
UJ9. Nuclear Regulatory Commission. 
Washington, D.C. 20555, Attention: Di¬ 
rector. Division of Reactor Licensing. 


Dated at Bethesda. Maryland, this 
25th day of February 1975. 


For the Nuclear Regulatory Commis¬ 
sion. 


Robert A. Purple, 
Chief , Operating Reactors 

Branch No. 1 . Division of 
Reactor Licensing . 


[FR Doc.75 5621 Filed 3-3-75:8:45 ami 


(Docket No. 60-382] 

LOUISIANA POWER & LIGHT CO.. WATER¬ 
FORD STEAM ELECTRIC STATION, 

UNIT 3 

Amendment to Construction Permit 

Notice is hereby given that, pur¬ 
suant to a Decision (ALAB-258) dated 
February 3. 1975, by the Atomic 8afety 
and Licensing Appeal Board, the Nuclear 
Regulatory Commission has issued 
Amendment No. 1 to Construction Permit 
No. CPPR-103 issued to Louisiana Power 
St Light Company for construction of the 
Waterford Steam Electric Station, Unit 
3, located in St. Charles Parish. Louisi¬ 
ana. 

The amendment clarifies the condi¬ 
tions under which joint ownership in a 
nuclear generating plant must be ofTered 
to other entities by the permit holder. 

A copy of the Decision dated February 
3, 1975, Amendment No. 1 to Construc¬ 
tion Permit No. CPPR-103. and other 
related documents arc available for pub¬ 
lic inspection at the Commission’s Public 
Document Room. 1717 H Street. NW., 
Washington. D.C.* and at the Boutec 
Brandi of the St. Charles Parish Library. 
8t. Anthony 8treet, Lullng. Louisiana 
70070. Single copies of the Decision and 
Amendment No. 1 to CPPRr-103 may be 
obtained by writing the U.8. Nuclear 
Regulatory Commission, Washington. 
D.C. 20555, Attention: Director. Division 
of Reactor Licensing. 

Dated at Bethesda, Maryland, this 25th 
day of February 1975. 

For the Nuclear Regulatory Commis¬ 
sion. 

Karl Knixl. 

Chief , Light Water Reactors 
Branch 2-2 . Division of Reac¬ 
tor Licensing . 

(FR Doc.75-6703 Filed 3-3-75;8:45 am] 


(Docket Nos. STN 50 522 and STN 50-5231 


PUGET SOUND POWER AND LIGHT CO. 

ET AL. 

Availability of the Full Preliminary Safety 
Analysis Report 

In the matter of Puget Sound Power 
and Light Co.: Pacific Power and Light 
Co.: The Washington Water Power Co.; 
Idaho Power Co. and Washington Public 
Power Supply System (Skagit Nuclear 
Power Project, Units 1 and 2). 

Please take notice that the Puget 
Sound Power and Light Company has 
submitted to the Nuclear Regulatory 
Commission (the Commission) pursuant 
to section 103 of the Atomic Energy Act 
of 1954, as amended, and I 2.101 of 10 
CFR Part 2. the full Preliminary Safety 
Analysis Report (PSAR) for a detailed 
review. Following a preliminary review 
for completeness, the PSAR, which was 
tendered on November 27. 1974, was 
found acceptable for a detailed review on 
January 7, 1975. 

The PSAR relates to the proposed nu¬ 
clear facilities designated as the Skagit 
Nuclear Power Project, Units 1 and 2, 
which arc to be located in Skagit County. 
Washington, approximately 5 miles 
northeast of Sedro Woolley. Each unit is 
designed for initial operation at approx¬ 
imately 3800 megawatts (thermal), with 
a net electrical output of approximately 
1300 megawatts. 

A notice relating to the receipt of the 
application and the environmental re¬ 
port and certain site suitability Infor¬ 
mation was published in the Federal 
Register on December 20. 1974 (39 FR 
44064). A notice of hearing was also pub¬ 
lished in the Federal Rp^iktex on De¬ 
cember 20, 1974 (39 FR 44065). A dead¬ 
line for filing of contentions related to 
the matter covered by the full PSAR 
will be established by the Atomic Safety 
and Licensing Board. 

A copy of the full Preliminary Safety 
Analysis Report and other related docu¬ 
ments are available for public inspec¬ 
tion at the Commission's Public Docu¬ 
ment Room, 1717 H Street, NW„ Wash¬ 
ington, D.C. 20555. and at the Sedro 
Woolley Library. 802 Ball Avenue. Sedro 
Woolley, Washington 98284. 


Dated at Bethesda, Maryland, this 
25th day of February. 1975. 


For the Nuclear Regulatory Commis¬ 
sion. % 


John F. Stole. 

Chief , Light Water Reactors 
Project Branch l-l. Division 
of Reactor Licensing . 


(FR Doc 75-5622 Filed 3-3-75:8:45 amj 


REGULATORY GUIDES 
Issuance and Availability 
The Nuclear Regulatory 
has issued four new guides in its l 
latory Guide Series. Tills series bubem 
developed to describe and make arS 
able to the public methods accept! 
to the NRC staff of fcnplementinf i 
clflc parts of the Commission'! i 
tions, and, in some cases, to d 

techniques used by the .staff In i _ 

ing specific problems or postubtudicd .1 
dents and to provide guidance I 
cants concerning certain of the 1 
mation needed by the staff tn its r. 
of applications for permits and Ucei 
Regulatory Guide 1.70.22, Infoi 
tion for Safety Analysis Rep 
strumentatlon and Controls,” 
tory Guide 1.70.23, “Information 
Safety Analysis Reports—8elsmlc ( 
Mention of Instrumentation and : 
trlc&l Equipment;” Regulatory C 
1.70.24, "Information for Safety Aj 
sis Reports—Environmental Design < 
Mechanical and Electrical Equips 
Qualification Tests and Analyses;” i 
Regulatory Oulde 1.70.25, "Infoi 
for Safety Analysis Reports—Ii 
Inspection of ASME Code Class 2 1 
Components,” Identify information thal 
is needed in safety analysis reporti i 
the construction permit and openU 
license stages of review. 

These guides are four of a na 
being Lssued in the 1.70JC Jerks 
identify information that has 
been missing from applicants’ i 
analysis reports or to present t 
necessary to make a portion cf 
“Standard Format and Content of i 
ty Analysis Reports for Nuclear 1 
Plants ” Revision 1. October 1972 <H 
latory Guide 1.70). consistent wtthj 
appropriate Standard Review 
Standard Review Plans »8RPs' sret 
lng prepared by the NRC staff foe : 
guidance of staff reviewers who 
the detailed safety review of " 
tions to construct or operate 
power plants. A primary purpose 
8RPs Is to improve the quality ' 
fonnity of staff reviews and to 
a well-defined base from wma 
evaluate proposed changes in tn * 1 
and requirements of reviews. A cco 
Revision 2 of the Standard FoniM 
corporatlng the changes P rc ^ n 
this 1.70.X series will be iwu* 5 
lng completion of publication 

SRPs. 1 ln f 

Comments and suggesUons in 
tion with improvements in 
guides are encouraged w 
Public comments on Regulator? 
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1*22,1.70.23, 1.70.24, and 1.70.25 will, 
tenw, be particularly useful In de- 
-tolaf the forthcoming revision of the 
fg&A Format If received by May 1. 
1K5. 

OoBBOibs should be sent to the 
Secreury of the Commission. UB. 
jteJeir Regulatory Commission. Wash- 
jg^D.c* 20555. Attentlou: Docketing 
mdScnice Section. 

BegulAtory Guides are available for 
fepectkn at the Commission'* Public 
Document Room. 1717 H Street NW.. 
WuhiMton, D.C. Requests for single 
wad issued guides (which may be re- 
jnduced* or for placement on an auto- 
amt distribution ll&t for single copies 
g future gulden should be made In wrlt- 
fe* to the Director, Office of Standards 
Dtftiopment. UJS Nuclear Regulatory 
Omniston, Washington. D.C. 20555. 
Wotaae requests cannot be accom- 
Bodated. Regulatory Guides are not 
tcpyrtiiited and Commission approval is 
ax required to reproduce them. 

Dated ti Rockville, Maryland this 24th 
Ojcf February 1975. 

?or the Nuclear Regulatory Comm Is- 

fa. 

Robert B. Mikogui, 

Acting Director, Office o/ 
Standards Development . 

I» Doc.TS-6703 Filed 3 3 75:8:45 amj 


fDocJuM Xo 30-285) 

OWHA PUBLIC POWER DISTRICT 

kwssco o( Amendment to Facility 
Operating License 

The Kudear Regulatory CornmLsaloi 
Commission • is considering isau 
of an Amendment to Facility Oj> 
•*** license No. DPR-40 Issued U 
« Oaths Public Power District, for op 
of the Fort Calhoun Statior 
located in Washington County 
■Ml. 

JV WKndmfnt would revise the pro- 
22 !. *" Technical Specification! 
to the methods of dctermln- 
Power tilt when the rooctoi 
we 70 percent of power and one ex- 
TV -r^n chanjl *l 1* out of service 
allowed method of deter- 
tUt by using core exit ther- 
WT ? UJd ** replaced by thi 
remaining excon 
acc °rdance with th< 
jj^ 1 •PPllcation dated December 4 

of the proposed h- 
Commission wil 
Aso^v rJ/J* nndin K 5 required by ttu 

Aept^J th Ct ^ 1954 * “ am endec 
j ^ Commission*8 regnia- 


By April 3, 1975. the licensee may file a 
request for a hearing and any person 
whose interest may be affected by tills 
proceeding may file a request for a hear¬ 
ing in the form of a petition for leave to 
intervene with respect to the issuance of 
the amendment to the subject facility 
operating license. Petitions for leave to 
intervene must be filed under oath or 
affirmation in accordance with the pro¬ 
visions of 9 2.714 of 10 CFR Part 2 of the 
Commission's regulations. A petition for 
leave to intervene must set forth the in¬ 
terest of the petitioner in the proceed¬ 
ing. and the petitioner's contention with 
respect to the proposed licensing action. 
Such petitions must be filed in accord¬ 
ance with the provisions of this Federal 
Register notice and f 2.714, and must be 
filed with the Secretary of the Commis¬ 
sion, UB. Nuclear Regulatory Commis¬ 
sion, Washington. D.C. 20055, Atten¬ 
tion: Docketing snd Sendee Section, by 
the above date. A copy of the petition 
and/or request for a hearing should be 
sent to the Executive Legal Director. U.S. 
Nuclear Regulatory Commission. Wash¬ 
ington, D.C. 20555. and to Hope Babcock. 
Esquire. LeBoeuf, Lamb. Leiby & Mac- 
Rae. 1757 N Street NW.. Washington. 
D.C. 20030, the attorney for the appli¬ 
cant. 

A petition for leave to intervene must 
be accompanied by a supporting affidavit 
which identifies the specific aspect or as¬ 
pect* of the proceeding a* to which in¬ 
tervention 1* desired and specifies with 
particularity the facts on which the pe¬ 
titioner relies as to both his Interest and 
his contentions with regard to each as¬ 
pect on which intervention is requested. 
Petitions stating contentions relating 
only to matters outside the Commission's 
Jurisdiction will be denied. 

All petitions will be acted upon by the 
Commission or licensing board, desig¬ 
nated by the Commission or by the 
Chairman of the Atomic Safety and Li¬ 
censing Board Panel. Timely petitions 
will be considered to determine whether 
a hearing should he noticed or another 
appropriate order Issued regarding the 
disposition of the petitions. 

In the event that a hearing is held and 
a person is permitted to intervene, he be¬ 
comes a party to the proceeding and has 
a right to participate fully In the conduct 
of tlie hearing. For example, he may 
present evidence and examine and cross- 
examine witnesses. 

For further details with respect to this 
action, see tlie application for amend¬ 
ment dated December 4. 1974. which Is 
available for public inspection at the 
Commission’s Public Document Room. 
1717 H Street NW., Washington. DC. 
and at the Blair Public Library. 1665 
Lincoln Street. Blair. Nebraska 68008. 
The license amendment and the Safety 


Evaluation, when issued, may be in¬ 
spected at the above locations and a copy 
may be obtained upon request addressed 
to the U.S. Nuclear Regulatory Com¬ 
mission, Washington. D.C. 20555, Atten¬ 
tion: Director, Division of Reactor Li¬ 
censing. 


Dated at Bcthcsda. Maryland, this 
21st day of February, 1975. 

For the Nuclear Regulatory Commis¬ 
sion. 

George Lear. 

Chief, Operating Reactors 
Branch #3. Division of Re¬ 
actor Licensing . 

|FB Doc.75-5416 Filed 3-3-75:8:45 wnj 


(Docket No. 50-1021 

UNIVERSITY OF TEXAS 

Issuance of Amendment to Facility 
Operating License 

The Nuclear Regulatory Commission 
(the Commission) is considering issu¬ 
ance of an amendment to Facility Op¬ 
erating License No. R-92 issued to Tlie 
University of Texas ("the licensee'’) for 
operation of the TRIGA Mark m re¬ 
actor. located in Austin. Texas. 

The amendment would (1) authorize 
an increase in the steady state power 
level from 250 kWt to 500 kWt and (2) 
Increase the maximum reactivity inser¬ 
tion for ptiLscd experiments. 

Prior to Issuance of the proposed 
license amendment, the Commission will 
have made the findings required by the 
Atomic Energy Act of 1954, as amended 
("the Act"), and the Commission's reg¬ 
ulations. 

By April 3, 1975, the licensee may file 
a request for a hearing and any person 
whose interest may be affected by tj?ls 
proceeding may file a request for a hear¬ 
ing in the form of a petition for leave to 
Intervene with respect to the issuance of 
the amendment to the subject facility 
operating license. Petitions for leave to 
Intervene must be filed under oath or af¬ 
firmation In accordance with the provi¬ 
sions of 4 2.714 of 10 CFR Part 2 of the 
Commission's regulations. A petition for 
leave to Intervene must set forth tlie in¬ 
terest of the petitioner In the proceeding, 
how that interest may be affected by the 
results of the proceeding, and the peti¬ 
tioner's contentions with respect to the 
proposed licensing action. Such petitions 
must be filed In accordance with the pro¬ 
visions of this Federal Register notice 
and I 2.714, and must be filed with the 
Secretary of the Commission. US. Nu¬ 
clear Regulatory Commission, Washing¬ 
ton. D.C. 20555. Attention: Docketing 
and 8cnice Section, by the above date. 
A copy of tlie petition and/or request for 
a hearing should be sent to the Executive 
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Legal Director, UJ5, Nuclear Regulatory 
Commission. Washington. D.C. 20555. 

A petition for leave to Intervene must 
be accompanied by a supporting affidavit 
which identifies the specific aspect or as¬ 
pects ol the proceeding as to which inter¬ 
vention is desired and specifies with 
particularity the facts on which the peti¬ 
tioner relies as to both his interest and 
ills contentions with regard to each as¬ 
pect on which intervention is requested. 
Petitions stating contentions relating 
only to matters outside the Commission's 
Jurisdiction will be denied. 

In the event that a hearing is held and 
a person is permitted to intervene, he 
becomes a party to the proceeding and 
has a right to participate fully In the 
% conduct of the hearing. For example, he 
may present evidence and examine and 
cross-examine witnesses. 

For further details with respect to this 
action, see the application for amend¬ 
ment dated January 14. 1974. which Is 
available for public inspection at the 
Commission's Public Document Room, 
1717 H Street NW., Washington. D.C. The 
license amendment and the Safety 
Evaluation, when issued, may be In¬ 
spected at the above location and a copy 
may be obtained upon request addressed 
to the U.8. Nuclear Regulatory Commis¬ 
sion. Washington. D.p. 20555, Attention: 
Director, Division of Reactor Licensing. 

Dated at Bethesda, Maryland this 24th 
day of February 1975. 


For the Nuclear Regulatory Commis¬ 
sion. 


George Lear. 

Chief , Operating Reactors 

Branch #3 Division of Re- 
actor Licensing. 


Further information about the items 
on this dally list may be obtained from 
the Clearance Office. Office of Manage¬ 
ment and Budget, Washington, D.C. 
20503 (202-395-4529), or from the re¬ 
viewer listed. 

New Forms 

ACTION 

Evaluation of tho UTA and National atudent 
Volunteer Programs, single-time, students, 
faculty, education administrators. Com¬ 
munity and Veteran* Affairs Division. 395- 
3532. 


OVERSEAS PRIVATE INVESTMENT CORPORATION 

TO OPIC Mailing List—OFTC material you 
would like to receive. OPIC-64, on occa¬ 
sion. business Arms, Lowry, R. L., 395- 
8772. 

department op commerce 

Bureau of the Census: 

Environmental Quality Control Agency 
Compilation Sheet. EQC X. annually, 
large governments (Federal, State, and 
local), Weiner. N.. 395-4890. 

Forms for Evaluation the Coverage of 
Mobile Homes and Trailer* In the Special 
Census of San Bernardino County. SC- 
350. SC-351, and SC-352, single-time, 
households and owners of mobile home 
sales lots, Stmsser, A., 395-3880. 


DEPARTMENT op health, education, and 
WELFARE 

Social Security Administration. Data Collec¬ 
tion Instrument, To Support a Study of the 
NJ. Prospective Reimbursement Program. 
8SA-3108, single-time, hospitals. Human 
Resources Division. 395-3632. 

Office of Education, Application for DomesUo 
Mining and Mineral and Mineral Fuel Con¬ 
servation Program. OE 405. annually, Insti¬ 
tutions of poeteeoondary education, 
Lowry. R. L.. 396-3772. 

Revisions 

VETERANS ADMINISTRATION 


IFR Doc.75-5417 Filed 3-3-75:8:45 am) 

OFFICE OF MANAGEMENT AND 
BUDGET 

CLEARANCE REPORTS 
List of Requests 

The following is a list of requests for 
clearance of reports Intended for use in 
collecting Information from the publlo 
received by the Office of Management 
and Budget on February 27. 1975 (44 
U.S.C. 3509). The purpose of publishing 
this list In the Federal Register is to 
Inform the public. 

The list includes the title of each re¬ 
quest received: the name of the agency 
sponsoring the proposed collection of in¬ 
formation; the agency form number(s). 
if applicable; the frequency with which 
the information is proposed to be col¬ 
lected; the name of the reviewer or re¬ 
viewing division within OMB, and on 
Indication of who will be the respondents 
to the proposed collection. 

The symbol (X) identifies proposals 
which appear to raise no significant 
Issues, and are to be approved after brief 
notice through this release. 


Request for Change of Program or School 
(Veterans), 22-1996, on occasion, voter ail 
students, Caywood. D. P-. 395-3443. 

Extensions 

DEPARTMENT OP COMMERCE 

Bureau of Domestic Commorce. Radial Ball 
Bearing 30 MM OD A Under. BDCF-899, 
quarterly, bearing manufacturers, Cay¬ 
wood. D. P., 395-3443. 

department or laeoe 

Manpower Administration, Report of Clalms- 
Taking Activities. ES 210. weekly. State 
education offices. Stroseer, A., 395-3880. 

Philip D. Larsen. 
Budget and Management Officer . 

| FR Doc.75-5813 Filed 3-3-75;8:45 ami 


PENNSYLVANIA AVENUE 
DEVELOPMENT CORPORATION 

OWNERS AND TENANTS ADVISORY 
BOARD 

Meeting 

Pursuant to the provisions of sec¬ 
tion 10 of Pub. L. 92-463. effective Janu¬ 
ary 5. 1973. notice is hereby gtven that a 
meeting of the Owners and Tenants Ad¬ 


visory Board will be held on Wediawb* 
March 19. 1975 at 2 p.m. 

The meeting will be held In the coo. 
ference room of the Pennsylvania 
nue Development Corporation, 8ca 
1148. at the Pennsylvania Building 
13th 8treet, Northwest, Washing i 
D.C. 

The purpose of the meeting win be to 1 
discuss the Congressional review of t|J 
Pennsylvania Avenue Plan. 

The meeting will be open to the pub¬ 
lic to the extent that space and foc2k! 
ties will permit. 

For further information can Sit 
Katharine Gresham. Urban PUrdnJ 
Pennsylvania Avenue Development Cbr- 
poratlon, Washington. D.C. Area ctft 
202 343-9423. 

David W Bmccs, 
Legal Aistatcsi to 
the General Counsel 
(PR Doc.75-5628 Filed 3-3-75.1:4*u&| 


SECURITIES AND EXCHANGE 
COMMISSION 

(Rtl. No. 8885) 

AURORA EQUITY FUND, INC. 

Filing of Application for an Order Dedirfnf 
that Company Ha» Ceased To Be m hv 
vestment Company 

February 25. IMS. 

Notice Is hereby given that Aurwa 
Equity Fund. Inc.. 30 Wall Street, Net 
York. New York 10005 <"Apptart% 
registered under the Investment 0 
pany Act of 1940 ("Act") asanopenn 
nondlvendfled management Investn 
company, filed an application on Deco 
ber 26, 1974. and an amendment «i 
January 23.1975, pursuant tosecttaiBI* 
of the Act for an order of the Cotnn^- 
slon declaring that Applicant has cnM 
to be an investment company w dense* 
In the Act. AH Interested P*"® 0 *"?? 
ferred to tho application on fUt 
Commission for a statement of toe m* 
sentatlons contained therein, *Wcn 
summarized below. . , .... 

At a mooting hold on August -•* 
Applicant's Board of Director* »W" 
a resolution favoring a proposal “. 
solve Applicant and wind W> » ^ 
ness, and on November 
holder of a majority of AppUc«>”'* # 
standing stock consented to^ 
tlon and liquidation of Apptte*»t* 
cordance with the General Coryo ^ 
Law of the State of 
dissolution was then given toU« 
lng shareholders. 

1974. a Certificate of rfcuoia 

with the Secretary of 8t *J* M 
Applicant no longer copt * D rrtn u r i 
ness for which U w»* t* 

rather intends that 
terminated subject to Ana! ^ 

Its affairs pursuant to 
porutton Law of tluleUttofDeW^J 
Applicant has distributed. « ^ 
provision for distribution , 

holders. aU of its wcep 
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j *7.900. representing a reserve es- 
SLiirf for the purpose of meeting the 
of dissolution and winding up. 
“TT-u rtmolnlng after payment of 
w •T’ _*,411 i 


^iSreholders of record of Appli¬ 
ed August 2,1974. Any expense in 
„„ of $7,000 will be borne by Appll- 
it, in vestment adviser. Brokaw. 
fttjttfn. Ctencv Management Co.. Inc. 
Sertoo 8<1> of the Act provides, in 
aslant part, that when the Commls- 
ujon application, finds that a regis- 
iCTdtortttmcnt company has ceased to 
* ic investment company, tt shall so 
fcehrt by order, and upon the taking ef- 
j tfct of such order the registration of such 
nnpacy ih&U cease to be In effect. 
mx 1$ further given that any Inter- 
‘tad. person may, not later than 
Iterh 24, 1975, at 5:30 pm., submit to 
& Commission In writing a request for 
i »b!cln< on the matter accompanied by 
iitteaent as to the nature of his in* 

1 fcwt the reason for such request, and 
fct braes. If any. of fact or law pro- 
pned to be controverted, or he may re* 
cot that he be notified if the Commls- 
*• shill order a hearing thereon. Any 
neb communication should be ad* 

| toed: Secretary, Securities and Ex- 
ehanre Commission. Washington. D.C. 
XWF A copy of such request shall be 
k lerred personally or by mail <air mail 
■ tf the person being served Is located 
I lore thin 500 miles from the point of 
sailing' upon Applicant at the address 
! Hurt ibore. Proof of such service (by 
iStott, or tn case of an attorney-at- 
' hr. by certificate^ shall be filed con- 
laporujeously with the request As pro- 
rtfcd by Rule 0-5 of the rules and regu- 
[M3M promulgated under the Act, an 
■Jfkr disposing of the application will 
I uof course following March 24, 

UJ. onJess the Commission thereafter 
|JJrrii bearing upon request or upon 
L^tOnnteUm's own motion. Persons 
, ^ a hearing, or advice as to 
ykther a hearing la ordered will receive 
Mid orders Issued in this 
I ^including the date of the hearing 

I fJy W Mid any postponements 
[■Bail, 

, fc*tbe Commission. by the Division of 
Management Regulation, 
j to delegated authority. 

lB11 ' 8m* ley E. Hollis, 

Assistant Secretary . 

*** Piled 3 3-75:8:45 &m| 

|FUe No 5O0-1J 

t ^ JTTY Ending corporation of 

AMERICA 

Suspension of Trading 
I & Ewhuaxy 25. 1975. 

Securities and Ex- 
that the summary 
■“*.rS*2L! rRdlng L ln thc conunon 
* s »nt^m l0 pur f has * thc stock > 
h®t«m^iKi lUre 5 du * 1M0 - per- 
e00Ter hble subordinated debentures 


will be distributed pro 


due 1991, and all other securities of 
Equity Funding Corporation of America 
being traded otherwise than on a na¬ 
tional securities exchange is required in 
the public Interest and for the protec¬ 
tion of investors; 

Therefore, pursuant to section 15<c) 
(5) of the Securities Exchange Act of 
1934, trading in such securities otherwise 
than on a national securities exchange 
is suspended, for the period from Feb¬ 
ruary 26. 1975 through March 7, 1975. 

By the Commission. 

IsfalI Shirley E. Hollis. 

Assistant Secretary. 

IFR Doc.75-5684 Filed S-8-75;8:45 am) 


[File No. 500-1) 

INDUSTRIES INTERNATIONAL, INC. 

Suspension of Trading 

February 25, 1975. 

It appearing to the Securities and Ex¬ 
change Commission that the summary 
suspension of trading In the common 
stock of Industries Internationa). Ine.. 
being traded otherwise than on a na¬ 
tional securities exchange is required in 
the public interest and for the protec¬ 
tion of investors: 

Therefore, pursuant to section 15(c) 
<ft) of the Securities Exchange Act of 
1934, trading in such securities other¬ 
wise than on a national securities ex¬ 
change Is suspended, for the period from 
February' 26, 1975 through March 7, 
1975. 

By thc Commission. 

(seal) Shirley E. Hollis. 

Assistant Secretary. 

|FR Doc.75-5685 Filed 3-3-75:8:45 Am) 


(File No. 500-11 

WESTGATE CALIFORNIA CORPORATION 
Suspension of Trading 

February 25, 1975. 

It appearing to the Securities and Ex¬ 
change Commission that the summary 
suspension of trading In the common 
stock (class A and B>, the cumulative 
preferred stock (5 percent and 6 per¬ 
cent), the 6 percent subordinated de¬ 
bentures due 1979 and the 6% percent 
convertible subordinated debentures due 
1987 being traded otherwise than on a 
national securities exchange is required 
in the public Interest and for the pro¬ 
tection of Investors; 

Therefore, pursuant to section 15(c) 
(5) of the Securities Exchange Act of 
1934. trading in such securities otherwise 
than on a national securities exchange 
la suspended, for the period from Feb¬ 
ruary 26. 1975 through March 7, 1975. 

By the Commission. 

(seal] Shirley E. Hollis, 

Assistant Secretary. 

IFR Doc.75-5686 Filed 8-3-75:8’45 am) 


l Pile No. 500-1J 

ZENITH DEVELOPMENT CORP. 

Suspension of Trading 

February 25. 1975. 

It appearing to the Securities and Ex¬ 
change Commission that the summary 
suspension of trnding In the common 
stock of Zenith Development Corpora¬ 
tion being traded otherwise than on a 
national securities exchange Is required 
in the public interest and for the protec¬ 
tion of Investors; 

Therefore, pursuant to section 15(c) 
(5) of the Securities Exchange Act of 
1984. trading in such securities otherwise 
than on a national securities exchange 
is suspended, for the period from Feb¬ 
ruary 26. 1975 through March 7. 1975 

By thc Commission. 

(seal! Shirley E. Hollis, 

Assistant Secretary 

|PR Doc.75-5687 Filed 5-8 75:8:45 am 


U.S. RAILWAY ASSOCIATION 
PRELIMINARY SYSTEM PLAN 
Invitation for Comments 

The preliminary system plan, pub¬ 
lished In this issue of the Federal Reg¬ 
ister. has been prepared by the United 
8tales Railway Association < "Associa¬ 
tion" > on the basLs of reports and other 
information submitted to It by the Secre¬ 
tary of Transportation, the Rail Systems 
Planning Office of thc Interstate Com¬ 
merce Commission. (“RSPO") and in¬ 
terested persons In accordance witli the 
Regional Rail Reorganization Act of 1973 
• Pub. L. 93-236. 87 Stat. 985, 45 USC 701. 
et seq ), and on the basis of its own in¬ 
vestigations. consultations, research, 
evaluation, and analysis pursuant to that 
Act. 

On or before July 26.1975. the Associa¬ 
tion will adopt and submit to the Con¬ 
gress n final system plan, reflecting an 
evaluation of all responses received from 
interested persons, testimony at public 
hearings to be conducted by the RSPO, 
and the results of Its own additional 
study and review. 

The Association invites all interested 
persons to submit comments on the pre¬ 
liminary system plan, for consideration 
by the Association, in connection with 
its preparation of the final system plan. 
In order to be so considered, comments 
must be submitted by April 27, 1975; they 
should be addressed to the PSP Com¬ 
ment Office. United States Railway As¬ 
sociation. 2nd St. SW.. Washington, D.C. 
20595. and should Identify, by Chapter 
and page references, the portions of the 
preliminary system plan to which the 
comment Is addressed. 

Dated at Washington, D C , this 26th 
day of February, 1975. 

Edward O. Johnson, 
President. United States 
Railway Association. 

IFR Doc.75-6934 Filed 3 3-76:1:38 pm] 
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INTERSTATE COMMERCE 
COMMISSION 

(Nolle* No. 711] 

ASSIGNMENT Of HEARINGS 

February 27. 1975. 

Cases assigned for hearing, postpone¬ 
ment. cancellation or oral argument ap¬ 
pear below and will be published only 
once. This list contains prospective as¬ 
signments only and does not include 
cases previously assigned hearing dates. 
The hearings will be on the issues as 
presently reflected In the Official Docket 
of the Commission. An attempt will be 
made to publish notices of cancellation 
of hearings as promptly as possible, but 
interested parties should take appro¬ 
priate steps to insure that they are noti¬ 
fied of cancellation or postponements of 
hearings In which they are interested. No 
amendments will be entertained after 
the date of this publication. 

MC 136732 Sub 7. Aubrey Freight Lines. Inc., 
now Assigned March 17. 1076 at New York 
City. New York, will be held in Room E- 
2222. 26 Federal Plant. 

MC 136032 Sub 2. Texas Continental Express. 
Inc., now assigned March 20. 1976. at New 
York City. New York, will be hold In Room 
E 2222. 26 Federal Plaza. 

MC 140036. Winters Trucking. Inc., now as¬ 
signed March 21. 1975. at New York City. 
New York, will be held in Room E-2222. 26 
Federal Plaza, 

MC 69264 Sub 69, Smith and Solomon Truck¬ 
ing Company. MC 91811 8ub 13. MUton K. 
Morris. Inc., now assigned March 18. 1976. 
at New York City. New York, will be held In 
Room E-2222. 20 Federal Plaza. 

MC 13900 Sub 18. Midwest Haulers, Inc., now 
being assigned April 21. 1975. at the office* 
of the Interstate Commerce Commission, 
Washington. D.C. 

No. AB-71. Baltimore and Annapolis Railroad 
Company Abandonment of Operations Be¬ 
tween Clifford Junction, Baltimore City 
and Annapolis. In Baltimore and Anne 
Arundel Counties. Maryland, now assigned 
April 16. 1976 at Baltimore. Maryland; will 
be held in Room 030. Oeorge H. Fallon 
Federal Building. 31 Hopkins Plaxa. 

No. 36066, Oklahoma Intrastate Freight 
Rates and Chargee—1974. now assigned 
April 1, 1975. at Oklahoma City, Okie.. Is 
postponed to April 3, 1975. at Oklahoma 
City. Okla., In a hearing room to be later 
designated. 

No. 86090. Oeneral Environment Corpora¬ 
tion—Petition for Declaratory Order—Ap¬ 
plicability of Tariff Provtslona. now as¬ 
signed March 20. 1975, at Dallas. Tex, Is 
postponed Indefinitely. 

[seal] Robert L. Oswald. 

Secretary . 

IFR Doc.75-6716 Filed 3-3-75:8:46 am] 


I Notice No. 221 

MOTOR CARRIER TEMPORARY 
AUTHORITY APPLICATIONS 

Important Notice 

February 25. 1975. 

The following are notices of filing of 
application, except as otherwise specifi¬ 
cally noted, each applicant states that 
there will be no significant effect on the 
quality of the human environment re¬ 
sulting from approval of its application, 
for temporary authority under section 


210a(a) of the Interstate Commerce Act 
provided for under the new rules of Ex 
Parte No. MC-67, (49 CFR 1131) pub¬ 
lished in the Federal Register, issue of 
April 27.1965. elective July 1,1965. These 
rules provide that protests to the grant¬ 
ing of an application must be filed with 
the field official named in the Federal 
Register publication, within 15 calendar 
days after the date of notice of the fil¬ 
ing of the application is published In the 
Federal Register. One copy of such pro¬ 
tests must be served on the applicant, or 
its authorized representative, if any. and 
the protests must certify that such serv¬ 
ice has been made. The protests must be 
specific as to the service which such pro¬ 
tes tant can and will offer, and must con¬ 
sist of a signed original and six (6) 
copies. 

A copy of the application Is on flic, 
and can be examined at the Office of the 
Secretary. Interstate Commerce Com¬ 
mission. Washington. DC., and also in 
field office to which protests are to be 
transmitted. 

No. MC 6078 (Sub-No. 79TA). filed 
February 12. 1975. Applicant: D. F. 
BAST. INC.. P.O. Box 2288. Allentown. 
Pa. 18001. Applicant’s representative: 
Bert Collins. Suite 6193. 5 World Trade 
Center, New York. N.Y. 10048. Authority 
sought to operate as a common carrier, 
by motor vehicle, over irregular routes, 
transporting: Structural and fabricated 
steel, from Allentown. Pa., to Norfolk, 
Va.. for 180 days. Supporting shipper: 
Walter C. HcLser, Traffic Mfg.. Lehigh 
Structural Steel Co.. 1 Allen 8treet, Al¬ 
lentown. Pa. Send protests to: F. W. 
Doyle, District Supervisor. Bureau of Op¬ 
erations. Interstate Commerce Commis¬ 
sion. 600 Arch St.. Room 3238, Philadel¬ 
phia, Pa. ^9106. 

No. MC 22195 (Sub-No. 161TA), filed 
February 18, 1975. Applicant: DAN DU¬ 
GAN TRANSPORT COMPANY, 41st & 
Grange Avenue. Sioux Falls. 8. Dak. 
57105. Applicant’s representative: Fred 
Fischer (same address as applicant). Au¬ 
thority sought to operate as a common 
carrier, by motor vehicle, over irregular 
routes, transporting: Anhydrous ammo¬ 
nia. in bulk. In tank vehicles, from points 
in Polk, Red Lake. Pennington, and Mar¬ 
shall Counties, Minn., to points in North 
Dakota and South Dakota, for 180 days. 
Supporting shipper: Poly Phos Process¬ 
ing Company, P.O. Box 444. Grand Forks, 
N. Dak. 58201. Send protests to: J. L. 
Hammond. District Supervisor. Bureau 
of Operations, Interstate Commerce 
Commission, Room 369. Federal Bldg., 
Pierre, S. Dak. 57501, 

NO. MC 100666 (Sub-No. 293TA), filed 
February 14. 1975. Applicant: MELTON 
TRUCK LINES. INC. P.O. Box 7666. 
Shreveport, La. 71107. Applicant’s repre¬ 
sentative: Wilburn L. Williamson, 280 
National Foundation Life Bldg., 3535 
N.W. 58th Street, Oklahoma City, Okla. 
73112. Authority sought to operate as a 
common carrier . by motor vehicle, over 
irregular routes, transporting: Cross- 
ties, from Alexandria. La., to points in 
Coconino County, Artz., for 180 days. 
Supporting shipper: Dura-Wood Treat¬ 


ing Company. A Division of Roy 0 Mir 
tin Lumber Company, p.o Box im 
Alexandria, La. 71301. Send protati i 
Ray C. Armstrong. Jr.. District 
Wsor. Bureau of Operation.!. intmS 
Commerce Commission, T-9 om no 
Postal. Service Bldg., 701 Loyola Aw 
New Orleans, La. 70113. 

No. MC 106398 (Sub-No. 724TA) fiwj 
February 12. 1975. Applicant* RATIO? 
AL TRAILER CONVOY, INC 
Main. Tulsa, Okla. 74103. Aptfk*nt‘i 
representative: Irvin Tull isomeaddna 
as applicant). Authority sought to 
crate as a common carrier , fay ^ 

hide, over irregular routes, irmuportlai 
Portable animat shelters, from the plant- 
site of Advance Design Modules for 
Auburndale. Wis^ to points in Iowa, 
braskn, Illinois, and Minnesota, tor in 
days. Supporting shipper: Gary Thomp¬ 
son, General Mfg., Advance Design Mod¬ 
ules. Inc., P.O. Box 170, Auburndale, Wu. 
54412. Send protests to: C. L Phinipa 
District Supervisor. Bureau of Opera¬ 
tions, Interstate Commerce CommiaJea ■ 
Room 240-Old P.O. Bldg.. 215 NW.Thirt. 
Oklahoma City. Okla. 73102. 

No. MC 107496 <Sub-No. 990TA).flW 
February 14, 1975. Applicant: ROAN 
TRANSPORT CORPORATION, Third 
and Keosauqua Way. Des Motrin, Ion 
50309. Applicant’s representative: I 
Check (same address as applicant?. Au¬ 
thority sought to operate as a eonaov 
carrier, by motor vehicle, over Irregular 
routes, transporting: (1) Anftvdrotu cm» 
mania. In bulk, in tank vehkiei. from 
Kingsbury. Ind.. to points In New York 
and Connecticut and <2) chexfiloals. to 
bulk, in tank vehicles, from Ktnsdwry, 
Ind.. to points in Michigan, Illinois, Indi¬ 
ana, Iowa. Ohio. Wisconsin, and Ken¬ 
tucky. for 180 days. Supporting shipper* 
Midwest Ammonia Corporation, 600 Wet 
41st Street. Chicago, IU. 60609 Ffccher- 
Calo Chemical & Solvents Corpora#*. 
600 West 41st Street. Chicago, III. £*» 
Send protests to: Herbert W. Allen. Dis¬ 
trict Supervisor, Bureau of Operators 
Interstate Commerce Commission. »» 
Federal Bldg., Dos Moines, Iowa 503W 

No. MC 109689 (Sub-No. 283 TA>.ftW 
February 18. 1975. Applicant: WJ 
HATCH CO.. 643 South 800 West, 
Cross. Utah 83087. Applicant’s 
sentative: Mark K. Boyle. 345 Gomn 
State St.. Salt Lake City, Utah * u *- 
Authority sought to operate ass aw** 
carrier, by motor vehicle, over 
routes, transporting: Liquid arpnoil 
bulk, in tank vehicles). from ' 
California, to North Salt Lake, 1 
points within 5 miles theretf. 1* . 
dAys. Supporting shipper: Utah 
slons Company, P.O. Box 248, ^ 

Lake, Utah 84054. Send protest* toJJ 
D. Heifer, District Supervisor. ! 

Operations. Interstate Commerce 
mission. 125 South State SL 
City. Utah 84138. 

No. MC 111045 (Sub-No. I23TA‘^ 
February 12. 1975. 

WING CARRIERS, INC. 

Tampa. Fla. 33601. AppUcants^ 
sentative: J. V. McCoy <same a 
applicant). Authority sought to J* 
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„!«**<* carrier, by motor vehicle. 
U* tn»ular routes, transporting: Dry 
S to bulk. 1 " *"* vehicles, from 
pSoty Fla., to Montgomery. Ala., for 
Hrlrt supporUiw shipper: Broctway 
STco toe- PO. BOX 8038. Mont- 
~ Ala 36110. 8 cnd protests to: 
KJ b Ttkhcrtr District Supervisor. 
d Operations. Interstate Com- 
conunUsion. Palm Coast II Bldg.. 
QtieftS. 5255 NW 87th Avenue. Miami. 
Jk 13170. 

Sol MC 111401 < Sub-No. 441TA). filed 
fitirm IS. 1975. Applicant: GROEN- 
WXE TRANSPORT. TNC.. 2510 Rock 
yiol Bhd, P.O. Box 632, Enid. Okla. 
!poJ Applicant's representative: Victor 
l Cocitoclc (same address as appli- 
asn. Authority sought to operate as a 
Wfimcm carrier. by motor vehicle, over 
foralu routes, transporting: Phenol 
artrtk Add), tn bulk, in tank vehicles, 
•ran Tuscaloosa. Ala., to Brownsville. 
Ta, for export Into Mexico. Shipments 
r? in foreign commerce, for 180 days. 
Importing shipper: Copechim America. 

Richard C. Muslclak, Chem.. Mktg., 
Mr. One Allen Center, Suite 2510. 
Scostoo, Tex. 77002. Send protests to: 
C. L Phillips. District Supervisor, Bu¬ 
rsa d Operations. Interstate Commerce 
Caomisslon. Room 240, Old Post Office 
B&. 215 NW Third, Oklahoma City, 
Ctk 73101 

R&.MC 111401 <Sub-No. 442TA», filed 
\Nmtj 19. 1975 Applicant: GROEN- 
0TKZTRANSPORT. INC.. P.O. Box 632, 
fcatOWa 73701. Applicant's represen t- 
Victor R Comstock (same ad- 
&mi* applicant), Authority sought to 
•wit as a common carrier , by motor 
IJM*. Q**r irregular routes, transport- 
1 hr OmfcoZ;. in bulk, in tank vehicles. 

the faculties of Nalco Chemical 
'GfW. at or near Garyvllle. La., to 
Nets la the United States (except Ala- 
I Alaska, Arkansas, Florida. Geor- 
Hawaii, Louisiana, Mississippi, 

; Jr*™ 4 ’ Tennessee and Texas), for 
i w oiyi. Supporting shipper: Nalco 
~**1 Company. James E. Carr. Cor- 
! JSf 2901 Butterfield Rond. Oak 
| JJ*. nL 60521. Send protests to: C. L. 
[ District SxiiHfiTlsor, Bureau of 
| 22 ??? 1 Interstate Commerce Com- 
I Room 240. Old P.O. Bldg.. 215 
; a » oW, Oklahoma City. Okla 73102. 

115691 <Sub-No. 32TA), filed 
htSSLn , 1975 A PPBcnnt: MURPHY 

2rS° R A TATI0N * mc - 1414 Craw- 
Anniston, Ala. 36201. Appli- 

Iq L!?J t ? n 1 tnt,VT: John P. Carlton. 
Uittv? Bldg » Birmingham. 

14 i Authority sought to operate 
cv^ , J™* carrier , by motor vehicle. 

transporting: 
bwd u,lfr cated lumber arut 
Uscirii ** untr *o*cd posts, from the 
L u of Lumber Company. 

to&bi* r *** HuJe 7 vU1 «v Ala.. Fox 
^ Compaq Inc., at or near Ccn- 

teu (w ’ *** °*tondaJe Wood Prod¬ 
igy E"* ^ ‘ at or near Tusc^- 

Oho^ ) IT 1 . ln Florida, Georgia, 

Kentucky. Louisiana, 


Maryland. Michigan. Mississippi. Mis¬ 
souri, Ohio, Oklahoma. Pennsylvania, 
Tennessee, and West Virginia, for 180 
days. Supporting shippers: Fullco Lum¬ 
ber Company. Inc., P.O. Box 672, Halcy- 
vllle, Ala. 35565. Fox Lumber Company, 
Ccntreville. Ala. 35042. Cottondale Wood 
Products. Inc., Tuscaloosa, Ala. 35401. 
Send protests to: Clifford W. Wltfte, Dis¬ 
trict Supervisor. Bureau of Operations, 
Interstate Commerce Commission, Room 
1616, 2121 Bldg., Birmingham, Ala. 35203. 

No. MC 116077 (Sub-No. 362TA), filed 
February 18. 1975. Applicant: ROBERT¬ 
SON TANK LINES, INC., 2000 West 
Loop South. Suite 1800, Houston. Tex. 
77027. Applicant’s representative: J. C. 
Browder (same address as applicant). 
Authority sought to operate as a common 
carrier , by motor vehicle, over Irregular 
routes, transporting: Liquid sulphur frl- 
oxide. in bulk, In tank vehicle*, from 
Houston, Tex., to points ln Ohio. Mich¬ 
igan, Illinois. Georgia, New Jersey. Penn¬ 
sylvania, and Washington, for 180 days. 
Supporting shipper: Stauffer Chemical 
Company, Westport. Conn. Send pro¬ 
tests to: John F. Mensing, District Su¬ 
pervisor. Bureau of Operations, 515 
Rusk. 8610 Federal Bldg.. Houston. Tex. 
77002. 

No. MC 118159 (Sub-No. 157TA), filed 
February 18. 1975. Applica nt: NA¬ 

TIONAL REFRIGERATED TRANS¬ 
PORT. INC.. 1931 N. Sheridan Road. 
Tulsa. Okla. 74151. Applicant’s repre¬ 
sentative: Nell A. DuJardin, P.O. Box 
2298, Green Bay, Wls. 54306. Authority 
sought to operate «* a common carrier, 
by motor vehicle, over Irregular routes, 
transporting: Cheese, from the plantait© 
and facilities of L. D. Schreibcr Cheese 
Co.. Logan. Utah to Denver, Oolo.. Dallna 
and Ft. Worth, Tex.. Chicago. Ill., To¬ 
ledo, Davton and Cleveland, Ohio: At¬ 
lanta. Ga., Rocky Mount, N.C., Green¬ 
ville. S.C., Baltimore. Md., Oklahoma 
City. Okla., and to point* within a 50- 
mile radius of the above-named point*, 
for 180 days. Supporting shipper: L. D. 
Schreibcr Cheese Co., Inc., Robert Buch- 
berger. O.TJtf., 1607 Main Street. Green 
Bay, Wls. 54302. 8end protests to: C. L. 
Phillips, District Supervisor, Bureau of 
Operations, Interstate Commerce Com¬ 
mission. Room 240, Old P.O. Bldg., 215 
NW. Third. Oklahoma City, Okla. 73102. 

No. MC 118402 (Sub-No. 5TA), filed 
February 18. 1975. Applicant: HILLSIDE 
MOTOR LINE8. INC.. 321 Indian River 
Road, Orange. Conn. 06477. Applicant’s 
representative: Thomas W. Murrett, 
342 North Main 8treet, West Hartford. 
Conn. 06117. Authority sought to operate 
as a common carrier, by motor vehicle, 
over irregular routes, transporting: 
Bananas, from points in the New York. 
N.Y. Commercial Zone, to Ipswich, Moss., 
for 180 days. Supporting shipper: Yell- 
O-Glow Banana Corp., Mitchell Road. 
Ipswich. Mass. 01938. Send protests to: 
James D. Perry, Jr.. District Supervisor. 
Bureau of Operations, Interstate Com¬ 
merce Commission. 135 High St.. Room 
324, Hartford. Conn. 06101. 


No. MC 124212 (Sub-No. 82TA). filed 
February 12. 1975. Applicant: MIT¬ 
CHELL TRANSPORT, INC., 6500 Pearl 
Road. P.O. Box 30248. Cleveland, Ohio 
44130. Applicant’s representative: J. A. 
Kundtz. 1100 National aty Bank Bldg.. 
Cleveland, Ohio 44114. Authority sought 
to operate as a common carrier , by motor 
vehicle, over irregular routes, transport¬ 
ing: Liquid oxygen, In bulk. In shipper- 
owned cryogenic trailers, from the plant- 
sites of Alrco, Inc., at Butler and Na¬ 
trona. Penn., Buffalo, N.Y., and the 
plant-site of Air Products at Creighton. 
Penn., to points In Kentucky. Ohio, West 
Virginia, points in Pennsylvania on and 
west of U.S. Highway 15, Blacksburg and 
Pulaski. Va.. and Bristol and Kingsport. 
Tenn., liquid argon. tn bulk, ln shipper- 
owned cryogenic trailers, from the plant- 
sites of Alrco, Inc., at Butler. Penn., and 
Warren. Ohio, to point* in Indiana, 
Kentucky. Ohio. West Virginia, and the 
Lower Peninsula of Michigan, points in 
New York on and west of Interstate 
Highway 81. points in Pennsylvania on 
and west of U.8. Highway 15, and Oak 
Ridge, Tenn, for 180 days. Supporting 
shipper: Alrco Industrial Gases. Divi¬ 
sion of Alrco. Inc,. 650 Smithfleld 8t. 
Suite 620. Pittsburgh. Pa. 15222. 8end 
protest* to: James Johnson, District 
Supervisor, Bureau of Operations, Inter¬ 
state Commerce Commission. 181 Fed¬ 
eral Office Bldg., 1240 East Ninth St., 
aeveland. Ohio 44199. 

No. MC 128375 (Sub-No. 129TA», filed 
February 18, 1975. Applicant: CRETE 
CARRIER CORPORATION, P.O. Box 
81228, Lincoln, Nebr. 68501. Applicant’s 
representative: Ken Adam* (6ame ad¬ 
dress &m applicant). Authority sought to 
operate as a contract carrier . by motor 
vehicle, over Irregular routes, transport¬ 
ing: Motor vehicle parts, equipment , and 
accessories . (1) from Atlanta, Ga., and 
its Commercial Zone to points in Florida, 
North Carolina. South Carolina, Ala¬ 
bama, Mississippi and Loulsana; (2) 
from North Kansas City. Mo., and it* 
Commercial Zone to point* in Colorado. 
Utah. Montana. Nebraska, Iowa. Kan¬ 
sas. and Wyoming: (3) from Dallas, Tex., 
and its Commercial Zone to all point* in 
New Mexico and Oklahoma: (4) from 
Columbus. Ohio and its Commercial 
Zone to points ln Michigan and Indiana: 
(5) from Bensenvllle, Ill., and It* Com¬ 
mercial Zone to Iowa. Minnesota. Wis¬ 
consin, South Dakota. North Dakota, 
and Michigan: (6) from Leetsdale, Pa . 
and its Commercial Zone to points In 
Maryland. New York, New Jersey. Con¬ 
necticut. Rhode Island. Massachusetts, 
Vermont, New Hampshire, and Maine. 
Restriction: (A) To traffic moving from 
facilities of the Marcmont Corporation 
under a continuing contract with the 
Marcmont Corporation. (B> To traffic 
having a prior movement inbound to said 
origin* by Contract or Private carriage 
from Maremont plants or facilities lo¬ 
cated at Ripley. Nashville, Pulaski, or 
Loudon, Tenn. (C) Restricted to ship¬ 
ments stopped to both partially load and 
partially unload at the named origins 
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and moving In conjunction with service 
already authorized to be performed by 
applicant for 180 days. Supporting ship¬ 
per: Arthur L. Comeau. Oeneral Traffic 
Mfg.. Maremont Corporation. 168 North 
Michigan Avenue. Chicago. 111. 60601. 
Send protests to: Max H. Johnston. Dis¬ 
trict Supervisor, Bureau of Operations, 
Interstate Commerce Commission. 320 
Federal Bldg.. Court House, Lincoln, 
Nebr. 68508. 

No. MC 120480 (Sub-No. 18 TA>, filed 
February 12. 1975. Applicant: TRI-LINE 
EXPRESSWAYS. LTD.. 550 71 Avenue 
SE.. Calgary. Alberta Canada T2H 0S6. 
Applicant’s representative: Edward T. 
Lyons. Jr., 1600 Lincoln Center Bldg. 
1600 Lincoln Street. Denver, Colo. 80203. 
Authority sought to operate os a common 
carrier. by motor vehicle, over Irregular 
routes, transporting: Sodium bicar - 
bonate, from the plnntsite and storage 
faculties of Church & Dwight Co.. Inc., In 
Sweetwater County. Wvo., to ports of 
Entry on the International Boundary, 
between the United States and Canada, 
located In Montana, restricted to the 
transportation of traffic moving In 
foreign commerce to points In the 
Province of Alberto. Canada, for 180 
days. Supporting shipper: Church & 
Dwight Co . Inc.. 1416-1446 Willis Ave¬ 
nue. Syracuse. N Y. 13201. Send protests 
to: Paul J. Labane. District Supervisor. 
Bureau of Operations Interstate Com¬ 
merce Commission. Room 222. UB. 
Post OfUce Bldg., Billings. Mont. 59101. 

No. MC 136485 <8ub-No. 6TA), filed 
February 18. 1975. Applicant: WAL¬ 
DORF TRANSPORTATION CO . INC., 
P.O. Box 353. Waldorf. Md. 20601. Ap¬ 
plicant's representative: Daniel B. 
Johnson. 1123 Munsey Bldg., 1329 E. 
Street NW., Washington. DC. 20004. 
Authority sought to operate as a con- 
tract carrier . by motor vehicle, over Ir¬ 
regular routes, transporting: Fence, 
fence fitting s and accessories, and 
materials, supplies, and equipment used 
in the manufacture of fence and acces¬ 
sories, and reinforcing wire mesh, and 
materials, supplies and equipment used 
In the manufacture of reinforcing wire 
mesh (except In bulk), between the 
plantsitc. warehouse and storage facili¬ 
ties of National Pence Manufacturing 
Co., Inc. at Bladeasburg. Md.. on the one 
hand, and, on the other, points in 
Louisiana. Arkansas, Alabama. Con¬ 
necticut, Delaware, Florida. Georgia, 
Illinois, Indiana. Kentucky. Maine, 
Maryland, Massachusetts. Michigan. 
Mississippi. New Hampshire, New Jersey, 
New York. North Carolina, Ohio, 
Pennsylvania, Rhode Island, South 
Carolina, Tennessee. Vermont, Virginia, 
West Virginia. Wisconsin, and the 
District of Columbia. Restriction: The 
operations authorized herein are limited 
to a transportation service to be per¬ 
formed under a continuing contract, or 
contracts with National Fence Manufac¬ 
turing Company, Inc.. Bladensburg. Md., 
for 180 days. Supporting shipper: Na¬ 
tional Pence Manufacturing Co., Inc., 
4301 46th Street. Bladensburg, Md. 20710. 
Send protests to: W. C. Her&man. Dis¬ 


trict Supervisor. Bureau of Operations, 
Interstate Commerce Commission. Room 
317, 12th & Constitution Are. NW„ 
Washington. D C. 20432. 

No. MC 139693 (Sub-No. 1TA). filed 
February 10. 1975. Applicant: BONNIE 
LEASING, INC., P.O. Box 13. RJL #4. 
Loogootee, Ind. 47553. Applicant repre¬ 
sentative: Walter P. Jones, Jr., 601 
Chamber of Commerce Bldg., Indianap¬ 
olis. Ind. 46204. Authority sought to op¬ 
erate as a common carrier, by motor ve¬ 
hicle, over Irregular route*, transporting: 
Beer. Ale and Empty Containers, between 
Detroit, Mich., Cincinnati, Ohio. New¬ 
port. Ky.. Peoria, Ill., St. Louis, Mo.. Mil¬ 
waukee. Wis.. on the one hand, and. on 
the other. Linton. French Lick. Loogoo¬ 
tee, and Edinburg, Ind., for 180 days. 
Supporting shippers: Orange County 
Beverage Co . Inc., 112-114 Wells Ave., 
French Lick, Ind. Linton Beer Sales, Inc., 
317 8. Main St. P.O. Box 49. Unton, Ind. 
Johnson County Beverage, Inc., Ill E. 
Center Cross St, Edinburg. Ind. Loogoo¬ 
tee-Shoals. Beverage Co.. Inc., P.O. Box 
135, Loogootee. Ind. Send protests to: 
James W. Habermehl. District Super¬ 
visor, Bureau of Operations, Interstate 
Commerce Commission. 802 Century 
Bldg.. 36 S. Penn. St., Indianapolis, Ind. 
46204. 

No. MC 140563 (Sub-No. 3TA). Hied 
February 10, 1975. Applicant: W. T. 
MYLES TRANSPORTATION COM¬ 
PANY, P.O. Box 321, Conley, Go. 30027. 
Applicant's representative: Archie B. 
Culbreth. Suite 246. 1252 West Peachtree 
St NW.. Atlanta. Ga 30309. Authority 
sought to operate as a common carrier , 
by motor vehicle, over irregular routes, 
transporting: (1) Newspaper supple¬ 
ments, and advertising matter , when 
moving In the same vehicle with news¬ 
paper supplements, from the plantsltes 
and warehouse facilities of Treasure 
Chest Advertising Company. Inc., located 
at or near Dallas. Tex.. Hartford, Conn. 
Itasca, HI.. Morrow. Ga.. and Windsor 
Locks. Conn., to points In that part of the 
United States In and east of Minnesota, 
Nebraska. Iowa, Kansas. Oklahoma, arid 
Texas. (2) Newsprint paper . between the 
planUites and warehouse facilities of 
Treasure Chest Advertising Company, 

l nc. , located at or near Dallas. Tex., 
Hartford. Conn., Itasca. HI.. Morrow, Oa.. 
and Windsor Locks, Conn., when moving 
In the same vehicle with newspaper sup¬ 
plements moving under (1) above, for 180 
days. Supporting shipper: Treasure 
Chest Advertising, Company. Inc., 1259 
Morrow Industrial Blvd., Morrow, Ga. 
30260. Send protests to: William L. 
Bcroggs. District Supervisor. Bureau of 
Operations. Interstate Commerce Com¬ 
mission. 1252 West Peachtree St NW, 
Room 546, Atlanta. Ga. 30309. 

No. MC 140594 (Sub-No. 1TA), filed 
Feb ruary 14. 1975. Applicant: AL BER T 
BELSTRA, doing business as BELSTRA 
TRUCKING, R.R. 3. Box 258. Demotte, 

l nd. 46310. Applicant's representative: 
David Cohen, 3701 Main St.. East Chi¬ 
cago, Ind. 46312. Authority sought to 
operate as a contract carrier, by motor 
vehicle, over irregular routes, transport¬ 


ing: Agricultural machinery 
and parts, from Clay Center* KinT^I 
coin, Kans., Premont, Nebr . Sioux i 
8 . Dak., and Demotte, ind to ; 
In Indiana. Hilnols. Michigan Ohio v. 
cons In, and Missouri, for 180* dan’ll 
porting shipper: De Young * 8 on*iS| 
Equipment. Inc., Demotte, Ind 1 
Send Protests to: J. H Gray, District ] 
Supervisor. Bureau of Operations, InW.1 
state Commerce Commission, J 45 w 
Wayne. Room 204, Ft. Wayne, Ind 

No. MC 140631 (Sub-No. 1TA) 1 
Pcbrunry 18. 1975. Applicant: ROBUn 
W. LADEHOFF, doing busine* m! 
LADEHOFF S, P.O. Box 51. Morse Br* f 
Nebr. 68648. Applicant's representing. I 
Robert W. Lad eh of! (same address u I 
applicant). Authority sought to op 
as a common carrier, by motor 
over Irregular routes. transporiSfH 
Dried distillers grains, from the fadfiti 
of Grain Processing Corporation, at t 
near Muscatine. Iowa to the facilJUa c 
Fiavoriand Industries, Inc. nt or 1 
Mead, Nebr„ for 180 days. 8uppcr* 
shipper: Fiavoriand Industries, lOu, 
Regency Circle, Omaha, Nebr ttiU 
Send protests to: Carroll Russell,Dt«r 
Supervisor. Bureau of Operations, Jnu 
state Commerce Commission, Suite re¬ 
union Pacific Plaza, 110 North HthSt.1 
Omaha. Nebr. 68102. 

No. MC 140632 (Sub-No. 1TA> 
February 20. 1975. Applicant: CR4 
COAL TRANSPORTS. INC. PO Befltj 
166, Paris, Ark. 72855. Applicant's 
tentative: Dale Woodall, 900 
Bank Bldg., Memphis. Term. 38101 Ai 
thority sought to operate as a coal 
carrier . by motor vehicle, over 
routes, transporting: Charcoal and ch& 
coal briquettes, from Paris. Art, acd 
Jacksonville, Tex., to all points la | 
United States (except Alaska 
Hawaii), and materials used in the iw 
ufacture of charcoal and 
briquettes, on return, for 180 days 
porting shippers: Arkansas Chai 
Inc., P.O. Box 166. Paris, Ark. 1 
Campfire Charcoal, Inc. P.O Box t 
Jacksonville, Tex. 75766 Send proiedl 
to: William H. Land, Jr.. District Super¬ 
visor. Bureau of Operations, sterna* 
Commerce Commission, 2519 FMer* 
Office Bldg., 700 Wert Capitol 
Rock. Ark. 72201. 

No. MC 140660 (Sub-No. ITA). 
February 18. 1975. Applicant: DON- 
W. COLE. Route #1. Wlnthrop. 
55396. Applicant's representative* 
ford E. KIsUer, P.O Box 82028 I 
Nebr. 68501. Authority fought to of** 1 
aa a common carrier, by motor wn > 
over irregular routes, transporter 
utd fertilizer solutions. In bulk, to 
vehicles, from the plants!te and f* 
on NaChurs Plant Pood Co ; , k*tt« 
or near Red Oak. Iowa to 
nesota, South Dakota. . 

Dakota. Kaasos. Missouri, and 
sin. for 180 days. SxipportHjff 
NaChurs Plant Pood CO- 
Broadway, Red Oak. Iowa 8end**f 
to: A. N. Spnth, 
reau of Operations. Interstate*. 
Commission, 414 Federal Bldg- 
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MftfttfL 

uc 140668 TA. filed February 19. 

* rt- GEOROE 8. BOWMAN. 
.155* M BOWMAN TRUCK- 
rpoulf 3 Ivtt, S C. 29655. Applicant's 

iJejnUtiTf: George 8. Bowman 
p i&fatzs 05 a;>pUcant). Authority 
■t«hi to operate as a common carrier, 
n ortor vehicle. over Irregular 
IJL; timsportlng: Fertilizer mate - 
^firmer erodes, nitrate and 
&rr finer, cortiz pipe and key Itx 
r feco Ston, S.C., to Augusta. Oa . 
jcAororta. Savannah and Brunswick, 
Leri Sanford. Fla., to Starr. 8.C.. for 
I fen. Supporting shipper: Kaiser 
fcgtrxral Chemicals, P.O. Box 135, 
rr.SC. »68L E. E Strotheld. District 
etixt, Bureau of Operations. Xnter- 
m Commerce Commission. Room 302. 

I’41 Six. HOQ Pickens 8t.. Columbia. 
KJMOi 

SaMC 1406M TA. filed February 18. 
Applicant: TRANSPO RTES 

TO. S.A de C.V.. Km 114 Car- 
i Ttanspcntnsular Ensenada. Baja 
del Nort. Applicant's repre- 
t: Arnold M. Cowan, 221 Avenue 
[tfotado Bench, CaUf. 90277. Authority 
_ \ to operate us a contract carrier, 
r wtor vehicle. over Irregular routes, 
nr. Petroleum and petroleum 
to, indttdinp prcases, oils, lubri- 
J end diesel. In bulk. In tank trucks, 
t billers, tank frml-trailers or any 
tttisn of said vehicles operated as 
[l efi, from Wilmington. Calif., to the 
|fcrt of Ehtry on the International 
f line, between the United States 
dltaieoat or near San Ysidro, Calif., 
I 8an Yrtdro. Calif., and at or 
rCUriro. CaUf., including Calexico, 
“.for 180 day* Supporting shipper: 

’ i McOcano*, SA Ave.. Marina 
t No. 329, Mexico 17. DP. Send 
to: Philip Yallowttx, District 
w. Bureau of Operatkms, Inter - 
»Oomsnerce Commission. 300 North 
Aigdes Street. Room 7708. Loe 
\ Calif 9001X 

Amir-ATTos or Passkkckbs 

192538 (Sub-No. 18TA). filed 
ry It, 1975. Applicant: YELLOW 
lu i?®* INCORPORATED. 520 
^vySlreft, Bristol Va. 24210. Appll- 
representative Thomas I. Camp- 
287, Bristol, Va. 24201. Au- 
^ l °P^rate as a common 

w^motor vehicle, over irregular 
t NJ^ raportln>?; P^z$enpers and 
in the *ame vehicle with 
pointfl 1° Sullivan, 
8 ishlnpt0T1 Aunties.Tenn„ 
Va., and Wash- 
to points in the 
(I kdudinjr Alaska. In ape- 

In round-trip ami sight- 
J?? 1 ' ftnd 5Peeiftl operations in 
f ‘ JJJDd-trlp and sightseeing 
JlLl, s ”w*>rted by: 

it. Sen,or ^tizens Center. 

* M?" Ptke - Brtat °»- Tcnn. 
|B fc , 7 h®'* r W‘. 830 Edftemont Ave.. 

R*2V W# - Hnp0, d Roller, 800 
1 Brtstol, Va 24210. c. F. Nave. 


411 Fairvipw St.. Johnnon City, Tenn. 
37601. Send protests to: Danny R. Beeler, 
District Supervisor. Bureau of Opera¬ 
tions, Interstate Commerce Commission, 
215 Campbell Ave. 8W„ Roanoke, Va. 
24011. 

By the Commission. 

I seal I Robert L. Oswald, 

Secretary. 

\m Doc.75-6717 FU*<1 2-3-75:8:49 ami 


IRREGULAR ROUTE MOTOR COMMON 

CARRIERS OF PROPERTY—ELIMINA¬ 
TION OF GATEWAY LETTER NOTICES 

Pkbkuary 21, 1975. 

The following letter-notices of propos¬ 
als to eliminate gateways for the pur¬ 
pose of reducing highway congestion, al¬ 
leviating air and noise pollution, mini- 
mixing safety hazards, and conserving 
fuel have been filed with the Interstate 
Commerce Commission under the Com¬ 
mission's Gateway Elimination Rules <49 
CFR 1035(a)), and notice thereof to ail 
interested persons is hereby given as pro¬ 
vided in such rules. 

An original and two copies of protests 
against the proposed elimination of any 
gateway herein described may be filed 
with the Interstate Commerce Commis¬ 
sion within 10 days from the date of this 
publication. A copy must also be served 
upon applicant or its representative. Pro¬ 
tests against the elimination of a gate¬ 
way will not operate to stay commence¬ 
ment of the proposed operation. 

Successively filed letter-notices of the 
same carrier under these rules will be 
numbered consecutively for convenience 
in identification. Protests, it any. must 
refer to such letter-notices by number. 

No. MC 31462 <Sub-No. El 10). filed 
May 11. 1974 Applicant: PARAMOUNT 
MOVERS. INC.. P.O. Box 309. Lancaster. 
Texas 75146. Applicant's representative: 
R, L. Rork (same as above). Authority 
sought to operate as a common carrier . 
by motor vehicle, over irregular routes, 
transporting: Household poods, as de¬ 
fined by the Commission, from points In 
that part of Florida on and east of a line 
beginning at the Georgia-Florida State 
line extending along UB. Highway 231 
to the Gulf of Mexico, to points in that 
part of Michigan on and between a line 
beginning at Mackinaw City extending 
along Interstate Highway 75 to junction 
UJEL Highway 31. thence along UB. 
Highway 31 to junction U.S. Highway 
131, thence along U S. Highway 131 to 
the Michigan-Indiana State line, thence 
along UB. Highway 131 to the Michigan- 
Indlana State line, thence along the 
Michigan-Indiana State line to Junction 
UJ3. Highway 27. thence along U.S. 
Highway 27 to Junction Michigan High¬ 
way 46, thence along Michigan Highway 
13, thence along Michigan Highway 13 to 
Bay City. Michigan. The purpose of this 
filing is to eliminate the gateway of 
points In Georgia, points In Tennessee. 
Cairo. Illinois, and points within 25 
miles thereof, and Ft Wayne, Indiana, 
and points in Indiana within 40 miles 
thereof. 


No. MC 31462 <8ub-No. E158). filed 
May 11, 1974. Applicant: PARAMOUNT 
MOVERS. INC.. P.O. Box 309. Lancaster. 
Texas 75146. Applicant’s representative: 
R. L. Rork (same as above). Authority 
sought to operate as a common carrier, 
by motor vehicle, over Irregular routes, 
transporting: Household poods, as de¬ 
fined by the Commission, from points in 
that part of Illinois on and north of a 
line beginning at the Illinots-Iowa State 
line extending along Illinois Highway 164 
to Junction U.S. Highway 150, thence 
along UB. Highway 150 to Junction Il¬ 
linois Highway 78. thence along Illinois 
Highway 78 to Junction Illinois Highway 
78. thence along Illinois Highway 78 to 
Junction Illinois Highway 90. thence 
along Illinois Highway 90 to Junction 
Illinois Highway 29. thence along Illinois 
Highway 29 to Junction Illinois Highway 
17. thence along Illinois Highway 17 to 
Junction Illinois Highway 28. thence 
along Illinois Highway 28 to Junction 
Interstate Highway 80. thence along In¬ 
terstate Highway 80 to the n!lnols-Indl- 
ana State line, to points in that part of 
Kentucky on and cast of a fine beginning 
at the Kentucky-Indiana State line at 
Louisville extending along U.S. Highway 
31W to Junction Kentucky Highway 90, 
thence along Kentucky Highway 90 to 
Junction Kentucky Highway 163, thence 
along Kentucky Highway 163 to the Ken- 
tucky-Tennessee State line. The purpose 
of this filing is to eliminate the gateway 
of Ft. Wayne, Indiana, and points in 
Indiana within 40 miles thereof. 

Applicant: PARAMOUNT MOVERS, 
INC.. P.O. Box 309, Lancaster, Texas 
75146. Applicant's representative: R. L. 
Rork (same as above). Authority sought 
to operate as a common carrier, by motor 
vehicle, over Irregular routes, transport¬ 
ing: Household poods, as defined by the 
Commission, from points in that part 
of Missouri on and north of a fine begin¬ 
ning at the Missouri-Kansas State fine 
extending along U.S. Highway 66 to the 
Missouri-Illinois State fine, to points in 
that part of Ohio on and north and east 
of a line beginning at the Indiana-Ohio 
State line extending along Ohio High¬ 
way 571 to Junction UB, Highway 127, 
thence along UB. Highway 127 to junc¬ 
tion Ohio Highway 49. thence along 
Ohio Highway 49 to Junction U.S. High¬ 
way 35. thence along U.S. Highway 35 to 
junction U-8. Highway 68. thence along 
U.S. Highway 68 to Junction UB. High¬ 
way 22. thence along U.S. Highway 22 to 
junction Ohio Highway 73. thence along 
Ohio Highway 73 to the Ohio-Kentucky 
State line. The purpose of this filing is 
to eliminate the gateway of SL Louis, 
Missouri and East St Louis. Illinois, and 
points within 50 miles thereof, and Ft 
Wayne. Indiana, and points in Indiana 
within 40 miles thereof. 

No. MC 106509 (Sub-No. El), filed 
May 26. 1974. Applicant: YOUNGER 
TRANSPORTATION. INC.. P.O. Bo* 
14066. Houston. Tex. 77021. Applicant's 
representative: Wray E. Hughes (same 
as above). Authority sought to operate as 
a common carrier . by motor vehicle, over 
Irregular routes, transporting: ifa- 
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chinery , equipment, materials, and sup¬ 
plies used In. or tn connection with, the 
discovery, development, production, re¬ 
fining. manufacture, processing, storage, 
transmission, and distribution of natural 
gas and petroleum and their products 
and by-products; and machinery. mate- 
rials . equipment, and supplies used in. 
or In connection with, the construction, 
operation, repair, servicing, mainte¬ 
nance, and dismantling of pipelines. In¬ 
cluding the stringing and picking up 
thereof, except the picking up or string¬ 
ing of pipe in connection with main or 
trunk pipelines, between points in Ala¬ 
bama, on the one hand. and. on the other, 
points in Colorado, Wyoming. Utah. 
Montana, and Nevada. The purpose of 
this filing is to eliminate the gateway of 
points in Texas. 

No. MC 106509 (Sub-No. E23), filed 
May 26, 1974. Applicant: YOUNOER 
TRANSPORTATION. INC., P.O. Box 
14066, Houston. Tex. 77021. Applicant’s 
representative: Wray E. Hughes (same as 
above). Authority sought to operate as a 
common carrier, by motor vehicle, over 
irregular routes, transporting: Machin¬ 
ery. equipment, materials, and supplies 
used in or in connection with the con¬ 
struction. operation, repair, servicing, 
maintenance, and dismantling of pipe¬ 
lines. other than pipelines used for the 
transmission of natural gas. petroleum, 
their products and by-products, water, 
or sewerage, restricted to the transpor¬ 
tation of shipments moving to or from 
pipeline rights of way, between points In 
Georgia, on the one hand. and. on the 
other, points in Colorado. Wyoming. 
Utah, and Montana. The purpose of this 
filing is to eliminate the gateway of 
points in Texas. 

No. MC 106509 (Sub-No. E24), filed 
May 26. 1974. Applicant: YOUNOER 
TRANSPORTATION. INC.. P.O. Box 
14060, Houston, Tex. 77021. Applicant’s 
representative: Wray E. Hughes (same 
as above). Authority sought to operate 
as a common carrier, by motor vehicle, 
over Irregular routes, transporting: 
Machinery, equipment, materials, and 
supplies used In or in connection with 
the construction, operation, repair, 
servicing, maintenance, and dismantling 
of pipelines, other than pipelines used for 
the transmission of natural gas, petro¬ 
leum, their products, and by-products, 
water, or sewerage, restricted to the 
transportation of shipments moving to or 
from pipeline rights of way, between 
points in Nevada, on the one hand. and. 
on the other, points In Louisiana. 
Alabama. Florida, and Oeorgia. The pur¬ 
pose of this filing is to eliminate the 
gateway of points in Texas. 

No. MC 106509 (Sub-No. E25), filed 
May 20. 1974. Applicant: YOUNOER 
TRANSPORTATION, INC., P.O. Box 
14066. Houston. Tex. 7702L Applicant's 
representative: Wray E. Hughes (same as 
above) Authority sought to operate as a 
common carrier. by motor vehicle, over 
irregular routes, transporting: Earth 
drilling machinery and equipment, and 
machinery, equipment , materials, sup¬ 


plies and pipe Incidental to. used in. or 
in connection with (a) the transporta¬ 
tion. Installation, removal, operation, re¬ 
pair. servicing, maintenance, and dis¬ 
mantling of drilling machinery and 
equipment, (b) the completion of holes 
or ivells drilled. (c> the production, stor¬ 
age, and transmission of commodities 
resulting from drilling operations at well 
or hole sites and (d> the injection or 
removal of commodities into or from 
holes or wells, between points In Lea and 
Eddy. N. Mex., on the one hand. and. on 
the other, points in Wyoming. Montana, 
North Dakota, South Dakota, and points 
in that part of Colorado on and east of 
a line beginning at the Colorado-New 
Mexico State line extending atong In¬ 
terstate Highway 25 to the Color&do- 
Wyoming State line. The purpose of this 
filing is to eliminate the gateway of 
points in Texas. 

No. MC 106509 (Sub-No. E20), filed 
May 20, 1974. Applicant: YOUNOER 
TRANSPORTATION. INC., P.O. Box 
14066. Houston. Tex. 77021. Applicant’s 
representative: Wray E. Hughes (same 
as above). Authority sought to operate 
as a common carrier. by motor vehicle, 
over irregular routes, transporting: 
Earth drilling machinery and equipment, 
and machinery, equipment, materials, 
supplies, and pipe incidental to. used In. 
or in connection with (a) the transporta¬ 
tion. installation, removal, operation, re¬ 
pair. servicing, maintenance, and dis¬ 
mantling of drilling machinery and 
equipment, (b) the completion of holes 
or wells drilled, (c» the production, stor¬ 
age. and transmission of commodities re¬ 
sulting from drilling operations at wells 
or hole sites and <d> the injection or re¬ 
moval of commodities into or from holes 
or wells, between points in Oklahoma, 
on the one hand. and. on the other, 
points in Wyoming, Utah, and Montana. 
The purpose of this filing is to eliminate 
the gateway of points in Texas. 

No. MC 106509 <Sub-No. E27>, filed 
May 26. 1974. Applicant: YOUNGER 
TRANSPORTATION. INC- P.O. Box 
14066, Houston. Tex. 77021. Applicant’s 
representative: Wray E. Hughes (same 
as above). Authority sought to operate 
as a common carrier, by motor vehicle, 
over irregular routes, transporting: Earth 
drilling machinery and equipment . and 
machinery, equipment, materials, sup¬ 
plies, and pipe Incidental to. used In. or 
In connection with (a) the transporta¬ 
tion, installation, removal, operation, re¬ 
pair. servicing, maintenance, and dis¬ 
mantling of drilling machinery and 
equipment, (b) the completion of holes 
or wells drilled, (c) the production, stor¬ 
age, and transmission, of commodities 
resulting from drilling operations at well 
or hole sites, and <d> the injection or 
removal of commodities into or from 
holes or wells, between points in Loui¬ 
siana, on the one hand, and, on the 
other, points In Colorado, Wyoming, 
Utah. Montana, North Dakota, and 
South Dakota. The purpose of this filing 
is to eliminate the gateway of points in 
Texas. 


No. MC 106509 (Sub-No. < 
May 26, 1974. Applicant Yotm 
TRANSPORTATION, W C Po 
14066, Houston. Tex. 7702f Armli 
representative: Wray E. Hughes * 
as above). Authority sought to < 
as a common carrier, by motor vmn 
over irregular routes, transporting 
plies and pipe incidental to used te 
In connection with (a) thetranwm 
tlon. Installation, removal operation 
pair, servicing, maintenance. inT 
mantling of drilling machinery 
equipment, (b) the completion of ha 
or wells drilled, (c) the production, it, 
age, and transmission of commodiuar 
suiting from drilling operations ju v 
or hole sites and <d) the injection or r 
moval of commodities into or from! 
or wells, between points In Misii 
on the one hand. and. on the u* 
points in Colorado, Wyoming. Utah. i» 
Montana. The purpose of this filing is 
eliminate the g&tew ay of points in 1 

No. MC 114211 <8ub-No. £«B).j 
June 4. 1974, Applicant: WA 

TRANSPORT, INC.. P.O. Box 
Waterloo, Iowa 50704. Applicant* i 
resentative: Kenneth R. Nelson i wnri 
above). Authority sought to operate u 
common carrier, by motor vehicle, < 
irregular routes, transporting: Ar 
tural implements and parts t 
when moving Incidental to and ta l 
same vehicle with said commodities te 
cept, in each Instance, commodities i 
because of size or weight require thi 
of special equipment. And except i 
modi ties described in Mercer In 
sion — Oil Field Commodities, 74 ! | 
459 from Baxter Spring!. Kansu 
points In Washington. Oregon. ( 
nia, Nevada, Idaho. Montana Wjn 
Utah. Arizona. New Mexico, j 
North Dakota. Louisians. Florida ( 
gia. South Carolina. North Carolina 1 
ginia. West Virginia. Maryland ‘ 
Jersey, to points in that port ol 
nessee on and east of a line bcgmnlcfi 
the Alabama-Tenncsjiee State line r 
tending along UJ3. Highway 73 
tlon UB. Highway 4i. thence along l 
Highway 41 to Junction U£ HighW * 
thence along UB. Highway 11 J* 
tlon Tennessee Highway 33. thence* 
Tennessee Highway 33 to iwcuoci 
Highway 25E, thence along US & 
way 25E to the Twmfissee-KfDtt 
State line, to points In that I**** 
tucky on and east of a 

the Tennessee-Kentucky S****;^ 

tending along U.S Highway 25 E 
tlon U.S. Highway 119. thence nonp 
Highway 119 to junction UB" 1 » 
421, thence along UB. High^*. t 
Junction Kentucky Highway 5°, 
along Kentucky Highway 80 to 

Junction Kentucky Hishway »• 
along Kentucky High*** J , 

Kentucky-Ohlo State 
that part of Alabama on and. 
line beginning at i 

Alabama State line exundin* 
Highway 82 to Junction 
11, thence along U-8- I 
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4 -rtk*CJS HiRhway 31. thence along 
Sfa^hw 31 to Junction Alternate 
rtftrbiwy 72. thence Along Alternate 
Z±lEZ 12 to junction UR. High¬ 
ly Ttbcw along UR. Highway 72 
rL Alabama-Tennessee State line, to 
affalD that part of Mississippi on and 
o( t line beginning at the 
HvuayMississippi State line along 
82 to the Mlsslxaippl- 
state Une, to points in that 
vrt at Arkansas on and south of a line 
taHaiag at the Oklahoma-Arkansas 
t^Tlme extending along U.8. Highway 
5tohoctioR VS. Highway 71. thence 
*ig ba Highway 71 to Junction UR. 
Highway thence along U.8. 82 to the 
lArtum-Uisshsippi State line, to points 
It felt part of Oklahoma on. south and 
cs; rf »line beginning at the Kansas- 
CUaboca Stite line extending along 
JJ& Highway 183 to junction US. H i gh - 
nj 8, thence along US. Highway 64 to 
faction UK Highway 281. thence along 
CS Highway 281 to Junction Interstate 
tthwiy 40. thence along Interstate 
B&njr 40 to Junction Interstate High¬ 
ly 44. thence along Interstate High¬ 
ly 44 to Junction US. Highway 75. 
tace Along UJ3. Highway 75 to Junc- 
tsxUA Highway 70. 

Thoce along U.S. Highway 70 to the 
,Othhooft-AiiL\asa'. State line, to points 
b that part of Kansas on and west of 
> life* beginning at the Kansas-Nebraska 
hue hoe along U S. Highway 183 to the 
bMtfildRlmA State line, to points 
k that part of Wisconsin on and east of 
4 fc* beginning at Lake Michigan ex- 
todng along Wisconsin Highway 31 to 
Wisconsin Highway 32. thence 
•bg Wkoonsin Highway 32 to junction 
Hi Highway 41, thence along UR. Hlgh- 
JW 41 to Junction Wisconsin Highway 
it tbence Along Wisconsin Highway 21 
jj fraction Wisconsin Highway 73. 

Along Wisconsin Highway 73 to 
[Aston Wisconsin Highway 13. thence 
jmWtaaotfn Highway 13 to junction 
2. thence nlong UJS. Hlgh- 
IJVJ to Junction U.S. Highway 53. 
!?“» ■*«« VS. Highway 53 to the 
rJJ*Wn-Mlnnesou State line, to 
part of Minnesota on, 
of a line beginning at 
, y^wa ccnsin.Minnesota State line ex- 
ff?**®* Highway 2 to Junc- 
71 - Uien « alcxig U.S. 

JMinnesota Highway 210, 
' wong Minnesota Highway 210 to 
Highway 75, thence along 
75 to the Minnesota- 
te*** «*• line, to points In 
Ly. Dakota on. north and 

Ibfafeuu be « fllinlr ‘« at the South 

. Sute extending 

t» H S IWiy 12 10 Junction UJ3. 
ill alon « UA Highway 

KftmSs®* “«*""* M. thence 
****** 14 to Junction South 

l wfil^ ay 37, ^ cricc along South 

-MiSSSS" *° Junctton South 

South Dakota Highway 
^ V*** Highway 47. 
|h the Dakota Highway 47 

pol«ta iiP?h°i*' NcbraKka State 
In that part of Nebraska 


on and west of a line beginning at the 
South Dakota-Nebraska State line ex¬ 
tending along Nebraska Highway 47 to 
Junction Nebraska Highway 12. thence 
along Nebraska Highway 12 to junction 
UR. Highway 281. thence along U8. 
Highway 281 to Junction Interstate 
Highway 80. thence along Interstate 
Highway 80 to Junction UR. Highway 
183. thence along UR. Highway 183 to 
the Nebraska-Kansas State line, with 
no transportation for compensation on 
return except as otherwise authorized 
restricted against shipments moving In 
foreign commerce to points in Canada. 
The purpose of this filing Is to eliminate 
the gateway of Claremorc. Oklahoma. 

No. MC 114211 < Sub-No. E717), filed 
June 4. 1974. Applicant: WARREN 

TRANSPORT. INC.. P.O. Box 420. 
Waterloo. Iowa 50704. Applicant's repre¬ 
sentative: Kenneth R. Nelson (same as 
above). Authority sought to operate as 
a common carrier , by motor vehicle, over 
irregular routes, transporting: Farm 
machinery and parts thereof (except 
commodities requiring the use of special 
equipment), from Madison, S. Dak., to 
points in that part of Indiana on and 
cast of a line beginning at the Indinna- 
MichJgan State line extending along 
UR. Highway 27 to junction Indiana 
Highway 37. thence along Indiana High¬ 
way 37 to Junction Interstate Highway 
485. thence along Interstate Highway 
485 to Junction UR. Highway 40. thence 
along U.8. Highway 40 to the Hlinoto- 
Indiana State line: to points in that part 
of Illinois on and south of a line be¬ 
ginning at the Illinois-Indiana State line 
extending along UJS. Highway 40 to the 
IUinois-Mlssourl State lint; and to points 
in that part of Missouri on and east of 
a line beginning at the Illinois-Missouri 
State line extending along UR. Highway 
67 to the Missouri-Arkansas State line. 
The purpose of this filing is to eliminate 
the gateways of Nassau. Minn., and Ft. 
Dodge, Iowa. 

No. MC 114211 (Sub-No. E718). filed 
June 4. 1974. Applicant: WARREN 

TRANSPORT. INC., P.O. Box 420. 
Waterloo. Iowa 50704. Applicant's repre¬ 
sentative: Kenneth R. Nelson (same as 
above). Authority sought to operate as 
a common carrier , by motor vehicle, over 
irregular routes, transporting: Road 
building equipment, from McAllen, Tex., 
to points In Colorado, Nebraska, South 
Dakota. Minnesota, Iowa, and Illinois. 
The purpose of this filing Is to eliminate 
the gateway of points in Kansas. 

No. MC 114211 <8ub-No. E719), filed 
June 4. 1974. Applicant: WARREN 
TRANSPORT. INC. P.O. Box 420, Wa¬ 
terloo. Iowa 50704. Applicant's represent¬ 
ative: Kenneth R. Nelson (same as 
above). Authority sought to operate as 
a common carrier , by motor vehicle, over 
Irregular routes, transporting: Self-pro¬ 
pelled tractors, road making machinery 
and contractors* equipment and sup¬ 
plies. from 8Creator, Ill., to points in 
Washington. Oregon. California, Nevada, 
Idaho. Montana, North Dakota, and to 
points in that part of Utah on and north¬ 


west of a line beginning at the Utah-Ari¬ 
zona State line extending along U.S. 
Highway 91 to junction Utah Highway 
20. thence along Utah Highway 20 to 
junction U.8. Highway 89. thence along 
U.S. Highway 89 to Junction Interstate 
Highway 70. thence along Interstate 
Highway 70 to Junction Utah Highway 
10. thence along Utah Highway 10 to 
junction Utah Highway 33, thence along 
Utah Highway 33 to junction Uj 8. High¬ 
way 40, thence along UR. Highway 40 to 
Junction Utah Highway 44, thence along 
Utah Highway 44 to the Utah-Wyoming 
State line; to points In that part of 
Wyoming on and northwest of a line 
beginning at the Utah-Wyoming State 
line extending along Wyoming Highway 
530 to Junction Interstate Highway 80, 
thence along Interstate Highway 80 to 
Junction U 8. Highway 187. thence along 
U5. Highway 187 to Junction Wyoming 
Highway 28. thence along Wyoming 
Highway 28 to Junction UR. Highway 287. 
thence along UR. Highway 287 to junc¬ 
tion Wyoming Highway 220, thence along 
Wyoming Highway 220 to Junction U.S. 
Highway 20, thence along U.S. Highway 20 
to Junction U.S. Highway 85. thence 
along UJS. Highway 85 to Junction U.S. 
Highway 18, thence along US. Highway 
18 to the Wyoming-South Dakota State 
line: and to points in that part of South 
Dakota on and north of a Unc beginning 
at the Wyoming-South Dakota State line 
extending along UR. Highway 18 to Junc¬ 
tion South Dakota Highway 79. thence 
along South Dakota Highway 79 to 
junction Interstate Highway 90, thence 
along Interstate Highway 90 to the South 
Dakota-Minnesota State line. The pur¬ 
pose of this filing is to eliminate the gate¬ 
way of Minneapolis. Minn. 

No. MC 114211 (Sub-No. E720). filed 
June 4. 1974. Applicant: WARREN 

TRANSPORT. INC., P.O. Box 420, Wa¬ 
terloo. Iowa 50704. Applicant's represen¬ 
tative: Kenneth R. Nelson (same as 
above). Authority sought to operate as 
a common carrier , by motor vehicle, over 
irregular routes, transporting: Road 
building equipment (except In each in¬ 
stance, commodities which because of 
size or weight requires the use of special 
equipment, and except commodities de¬ 
scribed in Mercer Extension-Oil Field 
Commodities , 74 M.C.C. 459), from Mc¬ 
Allen. Tex., to points in the Upper Pe¬ 
ninsula of Michigan, Vermont, New 
Hampshire. Maine, Massachusetts, and to 
points in that part of Rhode Island on 
and north of a line beginning at the 
Rhode Is!and-Connecticut State line ex¬ 
tending along Rhode Island Highway 138 
to the Atlantic Ocean; to points In that 
part of Connecticut on and north of a 
line beginning at the Connecticut-New 
York State line extending along Inter¬ 
state Highway 84 to Junction Connecticut 
Highway 86. thence along Connecticut 
Highway 66 to Junction Connecticut 
Highway 2. thence along Connecticut 
Highway 2 to junction Connecticut High¬ 
way 52. thence along Connecticut High¬ 
way 52 to Junction Connecticut Highway 
138, thence along Connecticut Highway 
138 to the Connecticut-Rhode Island 
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State line: to points in that part of New 
York on and north of a line beginning at 
the New York-Pcnnsylvania State line 
extending along Interstate Highway 84 
to the New York-Connectlcut State line. 

To points in that part of Pennsylvania 
on and north of a line beginning at the 
Ohio-Pennsylvania State line extending 
along U.S. Highway 62 to junction U.S. 
Highway 322. thence along U S. Highway 
322 to Junction Interstate Highway 80. 
thence along Interstate Highway 80 to 
Junction UB. Highway 209. thence along 
UB. Highway 209 to the New York- 
Pennsylvanla State line: to points In that 
part of Ohio on and east of a line 
beginning at Lake Erie extending along 
Ohio Highway 40 to Junction Ohio High¬ 
way 11, thence along Ohio Highway 11 
to junction Ohio Highway 82, thence 
along Ohio Highway 82 to the Ohio- 
Pennsylvania State line: and to points in 
that part of the Lower Peninsula of 
Michigan on and east of a line beginning 
at Mackinaw City extending along Inter¬ 
state Highway 75 to junction UB. High¬ 
way 27. thence along U.8. Highway 27 to 
Junction U.S. Highway 127, thence along 
UB. Highway 127 to Junction U8. High¬ 
way 223. thence along U.S. Highway 223 
tc the Michigan-Ohio State line, re¬ 
stricted against shipments moving in 
foreign commerce to points In Canada 
and restricted to the transportation of 
traffic originating at the plant sites and 
warehouse facilities of Deere and Com¬ 
pany. The purpose of this filing Is to 
eliminate the gateways of Clarenv>r* 
Okla.. and Horicon. Wis. 

No. MC 114211 <8ub-No. E721). filed 
June 4. 1974. Applicant: WARREN 

Waterloo, Iowa 50704. Applicant’s repre¬ 
sentative: Kenneth R. Nelson (same as 
above). Authority sought to operate as a 
common carrier . by motor vehicle, over 
Irregular routes, transporting: Road 
building equipment (except In each In¬ 
stance. commodities which because of 
size or weight requires the use of special 
equipment, and except commodities 
described In Mercer Extension -Oil Field 
Commodities. 74 M.C.C. 459. from 
Tonkawa. Okla.. to points In California. 
Oregon, Washington. Montana. North 
Dakota, Wisconsin. Arkansas. Louisiana, 
Mississippi. Alabama. Florida. Georgia. 
Tennessee. Kentucky. South Carolina, 
North Carolina. Virginia. West Virginia, 
and to points In that part of Arizona on 
and west of a line beginning at the 
Arizona-Utah State line extending 
along U.8. Highway 89 to Junction U S. 
Highway GO. thence along U8. Highway 
GO to Junction Arizona Highway 77. 
thence along Arizona Highway 77 to 
junction Arizona Highway 76. thence 
along Arizona Highway 76 to Junction 
Interstate Highway 10. thence along In¬ 
terstate Highway 10 to junction U.8. 
Highway 80. thence along UB. Highway 
80 to the Mexico-Arizona State line; to 
points in that part of Utah on and west 
of a line beginning at the Arlzona-Utah 
State line extending along UB. Highway 
89 to Junction Utah Highway 14. thence 
along Utah Highway 14 to Junction Utah 
Highway 56. thence along Utah Highway 


56 to the Utah-Nevada State line; to 
points in that part of Nevada on and west 
of a line beginning at the Utah-Nevada 
State line extending along Nevada High¬ 
way 25 to Junction U 8. Highway 93. 
thence along UB. Highway 93 to the 
Nevada-Idaho 8tote line. 

To points In that part of Idaho on and 
west of a line beginning at the Ncvada- 
Idaho State line extending along U.S. 
Highway 93 to Junction U.8. Highway 30. 
thence along U.8. Highway 30 to junc¬ 
tion UB. Highway 26, thence along U.8. 
Highway 26 to Junction U.8. Highway 
20. thence along UB. Highway 20 to the 
Idaho-Wyoming State line: to points in 
that part of Wyoming on and north of 
a line beginning at the Montana and 
Idaho-Wyoming Stale line extending 
along U.8. Highway 20 to Junction Alter¬ 
nate UB. Highway 14. thence along Al¬ 
ternate UB. Highway 14 to Junction U.S. 
Highway 87. thence along UB. Highway 
87 to the Wyomlng-Montana State line; 
to points In that part of Minnesota on 
and north of a line beginning at the 
North Dakota-Minncsota State line ex¬ 
tending along Minnesota Highway 55 to 
Junction Minnesota Highway 9. thence 
along Minnesota Highway 9 to Junction 
U.S. Highway 12. thence along UB. 
Highway 12 to Junction Minnesota High¬ 
way 4. thence along Minnesota Highway 
4 to Junction US. Highway 212, thence 
along UB. Highway 212 to Junction 
Minnesota Highway 22. thence along 
Minnesota Highway 22 to Junction U.8. 
Highway 65. thence along UB. Highway 
65 to the Mlnnesota-Iowa State line; 
and to points In that part of Iowa on 
and east of a line beginning at the Iowa- 
Minnesota State line extending along 
Interstate Highway 35 to Junction U.S. 
Highway 18. thence along U.8. Highway 
18 to junction U.S. Highway 69. thence 
along U.S. Highway 69 to Junction UB. 
Highway 20. thence along U.8. Highway 
20 to Junction Interstate Highway 35. 
thence along Interstate Highway 35 to 
the Missouri-Iowa State line, restricted 
against shipments moving in foreign 
commerce to points in Canada. The pur¬ 
pose of this filing is to eliminate the 
gateway of Ciaremore. Okla. 

No. MC 114211 (Sub-No. E722). filed 
June 4. 1974. Applicant: WARREN 

TRANSPORT. INC.. P.O. Box 420. 
Waterloo. Iowa 50704. Applicant’s rep¬ 
resentative: Kenneth R Nelson (same 
as above). Authority sought to operate 
as a common carrier . by motor vehicle, 
over irregular routes, transporting: 
Farm machinery and parts thereof (ex¬ 
cept commodities the transportation of 
which, because of size or weight, requires 
the use of special equipment, and except 
commodities described In Mercer Exten¬ 
sion-Oil Field Commodities . 74 M.C.C. 
459). from Tonkawa, Okla.. to points in 
California, Oregon. Washington, Mon¬ 
tana, North Dakota, Wisconsin. Arkan¬ 
sas, Louisiana. Mississippi. Alabama, 
Florida, Georgia, South Carolina. North 
Carolina, Tennessee, Kentucky. West 
Virginia. Virginia, and to points In that 
part of Arizona on and west of a line 
beginning at the Arlzona-Utah State 
line extending along UB. Highway 89 to 


Junction U.8. Highway 60. thence i 
U.8. Highway 60 to Junction At 
H ighway 77. thence along Arizona 
way 77 to Junction Arizona Highwul 
thence along Arizona Highway ™, 
Junction Interstate Highway jo \ 
along Interstate Highway 10 to 
U.8. Highway 80. thence along US RwvJ 

way 80 to the Mexico-Arizona suieS* 
to points in that part of Utah on i 
west of a line beginning at the Arbou 
Utah State line extending atony CJ 
Highway 89 to Junction Utah Hiyhn 
14, thence along Utah Highway 141 
Junction Utah Highway 56, thence i 
Utah Highway 66 to the UUh-N 
State line. 

To points in that part of Nevada c_ 
and west of a line beginning at the Utah] 
Nevada State line extending tioag 1 
vada Highway 25 to Junction UB Hit 
way 93. thence along US. Highny 1 
to the Nevada-Idaho State Une, topx'il 
In that part of Idaho on and west of] 
line beginning at the Nevada-Idaho 801 
lino extending along US. Highwiy W1 
junction UB. Highway 30, thence i 
UB. Highway 30 to Junction UB I 
way 26. thence along U.8. Highwaj 1 
to Junction U.S. Highw ay 20. thence i 
U.S. Highway 20 to the Idaho-Wya 
State line: to points in that part < 
Wyoming on and north of a Une beg 
ning at the Montana end Idiho-Wji 
mlng State line extending atom UJ 
Highway 20 to Junction Alternate U0 
Highway 14. thence along Alternate U3 
Highway 14 to Junction UB ffigfcv 
87. thence along UB. Highway 07tot 
Wyomlng-Montana State line: to potejf 
in that part of Minnesota on and! 
of a line beginning at the North W 
Minnesota State line extending 
Minnesota Highway 55 to junction 1 
nesota Highway 9. thence along 
soU Highway 9 to Junction UB High* 
12. thence along U.8. Highway 17J 
junction Minnesota Highway 4. r 
along Minnesota Highway 4 to ju 
U.S. Highway 212. thence 
Highway 212 to Junction 
Highway 22. thence A* 00 # ._ rl 
Highway 22 to Junction 
thence along UB. Highway 65 to uk 
nesota-Iowa State Une; and to po® 
that part of Iowa on and east os 
beginning at the Iowa -Minnesota' 
line extending along Interstate I 
35 to Junction U.S Highway • 
along U.S. Highway 18 to 
Highway 60. thence alorf 05.HV 
69 to junction 0.8. Highway 20. 
along U S. Highway 20 to innex to fc* 
state Highway 35. 

Highway 35 to the 
line, restricted against sManw" I 
tag In foreign eommerceto pem ^ ^ 
Canada. The purpose of tW» 
eliminate the gateway of cu**—, 
Okla. j.j 

No. MC 114211 tSuh-No.'W^H 
June 4. 1974. Applies^ " ,*f 

TRANSPORT. INC.. P.aBM 
loo, Iowa 50704. Applies** 
tlve: Kenneth R. I £J^? 0 n e rRl*»*f 

above). Authority pouglit te we ^ #1# 

common carrier, by m ^ Unt . Trick 11 
Irregular routes, transporting 
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those with vehicle beds, bed 
’ ikDd flftb wheels). equipment dc- 
Tfw use In conjunction with farm 
j* peris thereof, the transportation 
"tfiJcfc because of Rise or weight re- 
rteciiil equipment, from Inde- 
Mo.. to points in that part of 
i on and northwest of a line 
_ at the Minnesota-North Da- 
i State line extending along Mlnnc- 
iKghwav 13 to Junction U.8. High* 
} ft thence along UB. Highway 75 
' anetkjo Minnesota Highway 210. 
nkm Minnesota Highway 210 to 

_ c ^n us. Highway 59, thence along 

& fflftowy 59 to junction UB. High- 
r 1 th?nce along UB. Highway 2 to 
dxoUJB Highway 71. thence along 
IHUhway 71 to the United States- 
to lctenutional Boundary Une; to 
\ tn that port of North Dakota on 
I noth of a line beginning at the 
i Dskota-Montana State line ex- 
j ilcng UJS Highway 12 to the 
i Dakota-South Dakota State Une; 
ipctotj in that part of Montana on and 
tot i line beginning at the Montana- 
k> SUte line extending along UB. 
jtuy 12 to Junction UB. Highway 93, 
itoog US Highway 93 to the 
a-ldiho State line, thence along 
»Moatina>Idaho State line to Junction 
kotina Highway 324. 

Ttee along Montana Highway 324 
)Mfcn Interstate Highway 15. thence 
cf Interstate Highway 15 to Junc- 
i Montana Highway 41. thence along 
mi Highway 41 to Junction U.8. 
V W, thence along UB. Highway 
Injunction US. Highway 12. thence 
rUS. Highway 12 to the Montana- 
b Ihkota State Une: to points In 
it c«rt of Idaho on and north of a line 
"aief at the Idaho-Washington 
f line extending along UB. Highway 
1 to the Idaho-Montana State Une. 
“®fc along the Idaho-Montana State 
i wtaction US. Highway 93. thence 
"I US. Highway 93 to Junction Idaho 
jni 23. thence along Idaho Hlgh- 
* U> Junction Idaho Highway 29. 
^ 3long Idaho Highway 29 to the 
Sute line; to points in 
> ? n k a ^^ i «bl n gto n on and north 
J^tobegtanlnf at the Washlngton- 
^ 1,ne extending along Wash- 
tV?? 7 11 10 Junction UB. 
thence ajQng UB Highway 
8tat« Unc; 

t narts^* 4 . ". 11,41 pflrt of Oregon on 
riTrwf ot “ Unc Winning at the 
a«» tof)' , txt * ndln « »long U.S. 

I thlL to , i mct,on Oregon Hlgh- 
-S' * lonK 0re *°n Highway 
tattrstat e Highway 5, 
taToli nU V? tAl * n ‘Khway 5 to 
12«. thence 
S H i* hway 128 to Junction 

* ! „ 20 - ^ence along C.S. 

US. Highway 
ilontnt. 0 ^ Highway 97 to 
Mb^^H, HlKhw ' n y 8«N. thence 
»» *<> June- 

^J'^O^on-Waeh- 
: it to 71,6 purpose of this 
to lawful gateways of 
^ TOd Fargo, N. Dak. 


No. MC 114211 <Sub-No. E724). filed 
June 4. 1974. Applicant: WARREN 

TRANSPORT. INC.. P.O. Box 420. 
Waterloo. Iowa 50704. Applicant's repre¬ 
sentative: Kenneth Ft. Nelson (same as 
above). Authority sought to operate as a 
common carrier . by motor vehicle, over 
Irregular routes, transporting: Farm ma¬ 
chinery and parts thereof (except com¬ 
modities requiring special equipment), 
from Madison, 8. Dak., to points in that 
part of Illinois on and southeast of a line 
beginning at the niinois-Wisconsin State 
Une extending along UB. Highway 51 to 
junction UB. Highway 24, thence along 
U.S. Highway 24 to junction Illinois 
Highway 29. thence along Illinois High¬ 
way 29 to Junction UB. Highway 06. 
thence along UB. Highway 66 to the 
Ulinols-Missouri State Une; and to points 
in that part of Minnesota on and north 
of a Une beginning at the Minnesota- 
South Dakota State line extending along 
U.8. Highway 12 to the Minnesota-Wis¬ 
consin State Une; and to points in that 
part of North Dakota on and north of a 
line beginning at the North Dakota- 
South Dakota State Une extending along 
North Dakota Highway 3 to Junction 
North Dakota Highway 13, thence along 
North Dakota Highway 13 to Junction 
North Dakota Highway 30. thence along 
North Dakota Highway 30 to Junction 
Interstate Highway 94. thence along In¬ 
terstate Highway 94 to the North 
Dakota-Minnesota State Une. The pur¬ 
pose of this flUng is to eliminate the 
gateway of Nassau, Minn. 

No. MC 114211 < Sub-No. E725), filed 
June 4. 1974. Applicant: WARREN 

TRANSPORT. INC.. P.O. Box 420, Water¬ 
loo, Iowa 50704. Applicant's representa¬ 
tive: Kenneth R. Nelson (same as above). 
Authority sought to operate as a com¬ 
mon carrier, by motor vehicle, over irreg¬ 
ular routes, transporting: Farm tractors. 
from MJtcheU. 8. Dak. to points In Illi¬ 
nois, Indiana, and to points In that part 
of Wisconsin on and southeast of a Une 
beginning at the Iowa-Wisconsln State 
Une extending along U.S. Highway 151 
to Junction U.S. Highway 41, thence 
along U.S. Highway 41 to Green Bay. 
Wls., and to points In that port of Mis¬ 
souri on and southeast of a Une begin¬ 
ning at the Kansas-Missouri State Une 
extending along Missouri Highway 92 to 
Junction Missouri Highway 33. thence 
along Missouri Highway 33 to Junction 
Missouri Highway 48. thence along Mis¬ 
souri Highway 48 to Junction U S. High¬ 
way 169. thence along UB. Highway 169 
to the Missouri-Iowa Stale Une. The pur¬ 
pose of this filing is to eliminate the gate¬ 
way of Ft Dodge. Iowa. 

No. MC 114211 (Sub-No. E726). filed 
June 4. 1974. Applicant: WARREN 

TRANSPORT. INC.. P O Box 420. Water¬ 
loo. Iowa 50704. Applicant's representa¬ 
tive: Kenneth R. Nelson (same as above). 
Authority sought to operate as a com¬ 
mon carrier, by motor vehicle, over irreg¬ 
ular routes, transporting: Self-propelled 
farm machinery and parts thereof, from 
Rlchardton, N. Dak., to points in New 
York. The purpose of this filing is to eUm- 
lnate the gateway of the plant site of the 


Stlnar Corporation located at or near 
Minneapolis, Minn. 

No. MC 114211 (Sub-No. E727), filed 
June 4. 1974. Applicant: WARREN 

TRANSPORT. INC.. P.O. Box 420. Water¬ 
loo. Iowa 50704. Applicant's representa¬ 
tive: Kenneth R. Nelson (same as above). 
Authority sought to operate as a com¬ 
mon carrier, by motor vehicle, over irreg¬ 
ular routes, transporting: Grading, pav¬ 
ing and finishing machinery. equipment, 
parts, accessories and attachments, from 
Bamesvllle. Minnesota, to points In Cali¬ 
fornia. Nevada, Utah. Arizona, New Mexi¬ 
co. Texas. Oklahoma, Missouri. Arkansas, 
Louisiana. Mississippi, Alabama. Georgia, 
Florida. South Carolina. Tennessee, 
North Carolina. Kentucky. Virginia, West 
Virginia, Ohio. Maryland. Delaware, New 
Jersey. Pennsylvania. Connecticut, Rhode 
Island. New York. Massachusetts, Ver¬ 
mont. New Hampshire. Maine and to 
points in that part of Michigan on, south 
and east of a Unc beginning at the In- 
dlana-Michigan State Une extending 
along UB. Highway 31 to Junction 
Michigan Highway 60. thence along 
Michigan Highway 60 to Junction Inter¬ 
state Highway 94. thence along Interstate 
Highway 94 to Junction U.8. Highway 23, 
thence along U S. Highway 23 to Junction 
Michigan Highway 21, thence along 
Michigan Highway 21 to Junction U.S. 
Highway S3, thence along U.8. Highway 
53 to Lake Huron, to points in that part of 
Indiana on and south of a Une beginning 
at the HUnois-Indiana State line extend¬ 
ing along Indiana Highway 10 to Junc¬ 
tion UB. Highway 31. thence along UB. 
Highway 31 to the Indiana-Michigan 
State Une. to points in that part of I1U- 
nols on and south of a Une beginning at 
the Iowa-Illinols State Une extending 
along Interstate Highway 80 to Junction 
Illinois Highway 23. thence along Illinois 
Highway 23 to Junction Illinois Highway 
17. thence along Illinois Highway 17 to 
Junction Illinois Highway 114, thence 
along Illinois Highway 114 to the Illlnois- 
Indi&na State line, to points In that part 
of Washington on and west of a line be¬ 
ginning at the United States-Canada 
Boundary Une extending along Interstate 
Highway 5 to Junction Washington State 
Highway 169. thence along Washington 
8tate Highway 169 to Junction Washing¬ 
ton State Highway 410, thence along 
Washington Highway 410 to Junction U.8. 
Highway 12. thence along US. Highway 
12 to junction Washington Highway 141. 

Thence along Washington 8tAte High¬ 
way 141 to the Washlngton-Orcgon 
State Une. to points In that part of 
Idaho on, and west and south of a Une 
beginning at the Oregon-Idaho State 
Une extending along Interstate Highway 
80N to Junction Interstate Highway 15, 
thence along Interstate Highway 15 to 
junction U.S, Highway 30N, thence along 
U.8. Highway 30N to the Idaho-Wyo- 
ming State Une. to points in that part 
of Wyoming on and south of a line 
beginning at the Idaho-Wyoming State 
line extending along UB. Highway 30N 
to junction US. Highway 189, thence 
along UB. Highway 189 to Junction In¬ 
terstate Highway 80, thence along Inter¬ 
state Highway 80 to junction Illinois 
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State Highway 23. thence along Illinois 
State Highway 23 to Junction Illinois 
State Highway 17, thence along Illinois 
State Highway 17 to junction Ullnols 
State Highway 114, thence along Htnols 
State Highway 114 to the Illlnoto-Indi- 
ana State line, to points In that part 
of Washington on and west of a line 
beginning at the United States-Canada 
Boundary line extending along Inter¬ 
state Highway 5 to Junction Washington 
State Highway 169. thence along Wash¬ 
ington State Highway 169 to Junction 
Washington Highway 410, thence along 
Washington Highway 410 to Junction 
UB. Highway 12, thence along UB. High¬ 
way 12 to Junction Washington Highway 
141, thence along Washington State 
Highway 141 to the Waahlngton-Oregon 
State line, to points in that part of Ore¬ 
gon on and west on a line beginning at 
the Washington-Oregon State line ex¬ 
tending along Interstate Highway 38N 
to JuncUon U.8. Highway 197. 

Thence along U.8. Highway 197 to 
JuncUon UB. Highway 97, thence along 
UB. Highway 97 to Junction UB. High¬ 
way 20. thence along UB. Highway 20 
to the Oregon-Idaho State line, to points 
In that part of Idaho on, west and south 
of a line beginning at the Oregon-Idaho 
State line extending along Interstate 
Highway 80N to Junction Interstate 
Highway 15. thence along Interstate 
Highway 15 to Junction UB. Highway 
30N, thence along UB. Highway 30N to 
the Idoho-Wyoming 8Uite line to points 
In that part of Wyoming on and south 
of a line beginning at the Idaho-Wyo¬ 
ming State line extending along UB. 
Highway 30N to Junction UB. Highway 
189, thence along U.8. Highway 189 to 
junction Interstate Highway 80. thence 
along Interstate Highway 80 to junction 
UB. Highway 287, thence along UB. 
Highway 287 to JuncUon Wyoming State 
Highway 220. thence along Wyoming 
State Highway 220 to Junction UB. 
Highway 20. thence along UB. Highway 
20 to JuncUon UB. Highway 18. thence 
along UB. Highway 18 to the Wyoming- 
South Dakota State line. The purpose 
of this filing Is to eliminate the gateway 
of Canton. South Dakota. 

Applicant: WARREN TRANSPORT, 
INC., P.O. Box 420, Waterloo. Iowa 50704. 
Applicant's representative: Kenneth R. 
Nelson (same as above). Authority 
sought to operate as a common carrier . 
by motor vehicle, over irregular routes, 
transporting: Farm machinery and parts 
thereof, from Barnesvllle. Minnesota, to 
points in Indiana. Missouri, and points 
in that part of Kansas on and south of 
a line beginning at the Colorado-Kansas 
State line extending along Interstate 
Highway 70 to JuncUon Kansas Highway 
4, thence along Kansas Highway 4 to 
Junction UB. Highway 59, thence along 
UB. Highway 59 to the Kansas-Missouri 
State line. The purpose of this filing is 
to eliminate the gateway of Ft. Dodge, 
Iowa. 

No. MC 114211 <8ub-Na E729). filed 
June 4. 1974. Applicant: WARREN 
TRANSPORT, INC., P.O. Box 420, 
Waterloo. low 50704. Applicant's repre- 


sentaUve: Kenneth R. Nelson (same as 
above). Authority sought to operate as a 
common carrier , by motor vehicle, over 
Irregular routes, transporting: Farm 
machinery and parts thereof, from Green 
Isle. Minnesota, to points in Colorado. 
Oklahoma, and to points in that part of 
Kansas on and west of a line beginning 
at the Nebraska Kansas State line ex¬ 
tending along UB. Highway 159 to Junc¬ 
Uon UB. Highway 59. thence along UB. 
Highway 59. U> JuncUon Kansas Highway 
96. thence along Kansas Highway 96, to 
junction Kansas Highway 26. thence 
along Kansas Highway 26. to JuncUon 
UB. Highway 66. thence along UB. 
Highway 66 to the Kansas-Missouri State 
line. The purpose of this filing is to 
eliminate the gateway of Beatrice and 
Nebraska City, Nebraska, and points in 
Iowa, 

No. MC 114211 <Sub-No. E730). filed 
June 4. 1974. Applicant: WARREN 

TRANSPORT. INC., P.O. Box 420, 
Waterloo, Iowa 50704 Applicant's repre¬ 
sentative: Kenneth R. Nelson (same as 
above). Authority sought to operate as a 
common carrier, by motor vehicle, over 
Irregular routes, transporting: Self- 
propelled sweepers and hod buggies, from 
Orcen Island. Minnesota, to points in 
New York. Pennsylvania, Maryland. New 
Jersey, Delaware, Virginia, Massachu¬ 
setts and Connecticut. The purpose of 
tills filing is to eliminate the gateway of 
Minneapolis, Minnesota. 

No. MC 114211 (Sub-No. E731). filed 
June 4. 1974. Applicant: WARREN 

TRANSPORT, INC.. P.O. Box 420, 
Waterloo. Iowa 50704. Applicant's repre- 
sentaUve: Kenneth R. Nelson (same as 
above). Authority sought to operate as a 
common carrier , by motor vehicle, over 
irregular routes, transporUng: Self- 
propelled rollers, from Green Island, 
Minnesota, to points In Massachusetts. 
The purpose of this filing is to eliminate 
the gateway of Minneapolis, Minnesota. 

No. MC 114211 (Sub-No. E732), filed 
June 4. 1974. Applicant: WARREN 

TRANSPORT. INC.. P.O Box 420, Wa¬ 
terloo, Iowa 50704. Applicant's represent¬ 
ative: Kenneth R. Nelson (same as 
above). Authority sought to operate as a 
common carrier, by motor vehicle, over 
irregular routes, transporting: Farm ma¬ 
chinery and parts thereof (except com¬ 
modities the transportation of which, be¬ 
cause of size or weight, requires the use 
of special equipment, and except com¬ 
modities described In Mercer Extension- 
OU Field Commodities, 74, M.CC. 459. 
from Armstrong, Iowa, to points In Lou¬ 
isiana. Florida, to points in that part of 
Georgia on and south of a line begin¬ 
ning at the Alabama-Georgia State line 
extending along UB. Highway 62 to 
Junction UB. Highway 84. thence along 
UB. Highway 84 to JuncUon UB. High¬ 
way 1, thence along UB. 1 to the Geor- 
gla-Florlda State line, to points in that 
port of Alabama on and south of a line 
beginning at the Alabama-Mlsslsslppl 
State line extending along UB. Highway 
80 to Junction U.8. Highway 62. thence 
along UB. Highway 82 to the Alabama- 
Plorlda State line, to points In that part 


of Mississippi on and south of a line % 
ginning at the Arkanm-Mtssii! 
SUite line extending along u £ Hbw 
49 to Junction UB. Highway B 2 
along UB. Highway 82 to Junction! 
Highway 51. thence along U.S Highv 
51 to Junction Interstate Highway 1 
thence along Interstate Highwsygn 
the Mississlppi-Alabama State Hoe. i 
points In that part of Arkansai on i 
south of a line beginning at the l 
homa-Arkansas State line exteu 
along UB. Highway 62 to Junction l 
Highway 71. 

Thence along UB. Highway 71 to jc* 
tlon Interstate Highway 40. thence 
Interstate Highway 40 to junction i 
kansas Highway 7, thence along AiIl 
sas Highway 7 to junction U.8. High* 
270, thence along U.S. Highway 
JuncUon U.8. Highway 79, thence i 
UB. Highway 79 to JuncUon US, l 
way 49. thence along U.8. Highway < 
to the Arkansas-Mississfppt Stile h 
to points In that part of Oklahoma c 
south and west of a line beginning at t 
Kansas-Oklahoma State line txU 
along Oklahoma Highway 2 to ju 
Oklahoma Highway 10. thence 
Oklahoma Highway 10 to Junction 1 
Highway 169. thence along Uj 8.J 
169 to JuncUon Oklahoma Highway J 
thence along Oklahoma Hlghwiy 201 
Junction UB. Highway 69, thence i 
UB. Highway 69 to JuncUon US, 1 
way 62. thence along US Highway Ol 
the Oklahoma-Arkansas State Une. i 
points in that part of New Mexico on I 
south of a line beginning it the Arb 
New Mexico State line extending i 
Interstate Highway 40 to the New 1 
ico-Texas State line, to point* fa i 
part of Arizona on and south of • 1 
beginning at the Nevada-Arizona SU 
line extending along UB. Highway M * 
junction UB. Highway 66, thence •» 
U.S. Highway 66 to the Arizona** - 
Mexico State line, to points In that i 
of Nevada on and south of a line bei 
ning at the Califomla-Nevada State *■ 
extending along Interstate HlghWJ 
to JuncUon U.S. Highway 93, 4 
along U.8. Highway 93 to the II 
Arizona 8tate line, to points In that f 
of California on. south and west 1 
beginning at Santa Cruz. California® 
tending along California Highway 
junction California Highway 152 . i 
along California Highway 152 to,® 
Interstate Highway 5. ^ence *lon«j 
terstate Highway 5 to JuncUflO 
Highway J18. thence along County * 
way J18 to junction CtWjrola^ 
99. thence along California HJ* s 
to Junction CahforoU Highway 
thence along California High* 7 
JuncUon Interstate HighW * *. A 
along Interstate Highway 
Califomia-Nevada State Une. 
pose of this filing is to ehmin ^* 

way of Des Moines, Iowa. Maw ^ 
Missouri. Claremore. OJclanoo* 
points in Kansas. j 

No. MC 114211 (Sub-Nfc 
- — Applicant- 


June 4. 1974. 

TRANSPORT. INC*. j 

Waterloo. Iowa &0KM is 

resentaUve: Kenneth R ^ 
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Authority sought to operate 
icoamon carrier, by motor vehicle. 
I^dular routes, transporting: Self- 
id /arm machinery and parte 
from Lincoln. Nebr. to points in 
*;*rt of New York on and east of a 
, J^aning at the United States- 
i International Boundary line ex- 
[ Ucn* Interstate Highway 81 to 
New York Highway 12. thence 
4 jif* York Highway 12 to junction 
rY:rk Highway 23. thence along New 
t Highway 23 to junction New York 
j 8. thence along New York Hlgh- 
j i to Junction New York Highway 
'tteooe along New York Highway 97 
'the Nr* York-New Jersey 8tate line, 
tpepose of this filing is to eliminate 
[ ptmys of the plant site of the 
r Corporation located at or near 
| , Minn., points in Iowa, and 

idly. Nebr. 

It MC 114211 < Sub-No. E734>, filed 
4. 1974. Applicant: WARREN 
RT. INC.. P.O. BOX 420. 
Iowa 50704. Applicant's rep- 
e: Kenneth R. Nelson (same 
i abo«c). Authority sought to operate 
\umnon carrier, by motor vehicle, 
rirregular routes, transporting: Sclf- 
farm machinery and parts 
tf, from Orest Bend, Kans.. to 
i in that part of New York on and 
tetf a line beginning at the United 
International Boundary 
ittfending along UH. Highway 81 to 
“ i New York Highway 12, thence 
f Sew York Highway 12 to Junc- 
ANH York Highway 28, thence along 
1 York Highway 28 to Junction New 
1 Highway 30. thence along New 
t Highway 30 to junction New York 
17. thence along New York 
r 17 to junction New York High- 
r lll. thence along New York High- 
i wl to the New York-Ptnnsylvanla 
The purpose of this filing is 
' the gateway of the plant 
*xSuiiar Corporation located at or 
^ Waneapohs, Minn., and Beatrice, 

MC 114211 (Sub-No. E735), filed 
iJ22 4, A PPWcant: WARREN 
PORT. INC., PO. Box 420, 
jo. Iowik 50704. Applicant's rep- 
Kenneth R Nelson (same 
Authority sought to operate 
*£2?* carrier, by motor vehicle, 
hSPJjrroutes, transporting: Self- 
*^***ton. road making ma - 
n*?ti 0ntractors ’ equipment and 
0rpen ^land, Minn., to 
d ncrw! P f rt °* Nor ^i Dakota on 
1 a Ulle b cgi»nlng at the 
tfM- 8011 * D **ota State line 
Highway 83 to 
' Highway 11. 

m « hwa y 11 

uSL^rth Dakota Highway 3. 

TEXEStPUP* m 8hway 13. 
'tattion vrH l J h rP^ ,tota H1 «hway 13 
Dakota Highway 30. 

N t onjl Dakota Highway 30 

tote IU « hwa >- M. 

Highway 94 to 
"■■^Minnesota State Une; 


and to points In Washington, Oregon, 
California, Idaho. Nevada. Arizona, Mon¬ 
tana. Wyoming, New Mexico. Texas, 
Oklahoma. Louisiana, Arkansas, Mis¬ 
souri. Mississippi, Tennessee. Kentucky. 
Illinois. Wisconsin. Michigan. Ohio, In¬ 
diana, West Virginia, North Carolina, 
South Carolina. Alabama, Georgia. Flor¬ 
ida, Rhode Island, Vermont. New Hamp¬ 
shire. and Maine. The purpose of this 
filing is to eliminate the gateway of 
Minneapolis, Minn. 

No. MC 114211 (Sub-No. E736), filed 
June 4. 1974. Applicant: WARREN 

TRANSPORT, INC., P.O. Box 420, Wa¬ 
terloo. Iow r a 50704. Applicant's repre¬ 
sentative: Kenneth R. Nelson (same as 
above). Authority sought to operate as a 
common carrier . by motor vehicle, over 
Irregular routes, transporting: Farm ma¬ 
chinery and parts thereof (except com¬ 
modities the transportation of which be¬ 
cause of size or weight requires the use 
of special equipment, and except com¬ 
modities described in Mercer Extension - 
Oil Field Commodities , 74 M.C.C. 459). 
from Thief River Falls. Minn., to points 
in Louisiana. Florida, and to points in 
that part of California on and south of a 
line beginning at the Arizona-California 
State line extending along U.3. Highway 
66 to junction U.8. Highway 95. thence 
along U.S. Highway 95 to junction Inter¬ 
state Highway 10. thence along Interstate 
Highway* 10 to Junction California High¬ 
way 111. thence along California High¬ 
way 111 to Junction California Highway 
74. thence along California Highway 74 
to Junction California Highway 71, thence 
along California Highway 71 to Junction 
U.8. Highway 395. thence along UB. 
Highway 395 to Junction California High¬ 
way 76. thence along California Highway 
76 to Oceanside, Calif.; to points in that 
part of Arizona on and south of a Une 
beginning at the New Mexico-Arizona 
State line extending along US. Highway 
66 to the Arizon-Californla State Une; to 
points in that part of Oklahoma on and 
south of a Une beginning at the Missourl- 
Oklahoma State line extending along In¬ 
terstate Highway 44 to junction UJS. 
Highway 64, thence along U.S. Highway 
64 to Junction UJB. Highway 60. thence 
along U.S. Highway 60 to junction Ok¬ 
lahoma Highway 15. thence along Okla¬ 
homa Highway 15 to the Oklahoma- 
Texas State line; to points in that part 
of Arkansas on, west, and south of & line 
beginning at the Missouri-Arkansas State 
Une extending along U.S. Highway 71 to 
Junction Interstate Highway 40. 

Thence along Interstate Highway 40 
to the Arkansas-Tennessee State Une; 
to points in that part of Tennessee on 
and south of a Une beginning at the Ar¬ 
kansas-Tennessee State line extending 
along Interstate Highway 40 to Junction 
U.S. Highway 78. thence along U.8. High¬ 
way 78 to the Tcnnessce-Mlssissippi State 
Une; to points in that part of Mississippi 
on and south of a line beginning at the 
Tenncsscc-Mississippi State Une extend¬ 
ing along U.S. Highway 78 to the Missis¬ 
sippi-Alabama State Une; to points in 
that part of Alabama on and south of a 
line beginning at the Mississippi-Ala¬ 
bama State Une extending along U.S. 


Highway 78 to Junction UJB. Highway 431. 
thence along U.8. Highway 431 to Junc¬ 
tion U-S. Highway 280, thence along U.S. 
Highway 280 to the Alabama-Gcorgia 
State line; to points in that part of 
Georgia on and south of a Une beginning 
at the Alabama-Georgia State Une ex¬ 
tending along U.8. Highway 280 to Junc¬ 
tion US. Highway 80. thence along U.8. 
Highway 80 toSavaimah Beach. Go.; and 
to points in that part of New Mexico on 
and south of a Une beginning at the 
Texas-New Mexico State line extending 
along U.S. Highway 66 to junction U.8. 
Highway 285, thence along UH. Highway 
285 to Junction UH. Highway 85. thence 
along US. Highway 85 to Junction US. 
Highway 66. thence along U.S. Highway 
66 to the New Mexico-Arizona State line. 
The purpose of this filing is to eliminate 
the gateways of points in Iowa. Beatrice 
and Nebraska City, Nebr., and Clare- 
more, Okla. 

No. MC 114211 (Sub-No. E752), filed 
June 4. 1974. Applicant: WARREN 

TRANSPORT. INC.. P.O. Box 420. 
Waterloo. Iowa 50704. AppUcant's repre¬ 
sentative: Kenneth R. Nelson (same as 
above). Authority sought to operate as a 
common carrier, by motor vehicle, over 
irregular routes, transporting: Agricul¬ 
tural implements and parts (except in 
each instance, commodities which 
because of size or weight, requires the 
use of special equipment, and except 
commodities described in Mercer Exten¬ 
sion-Oil Field Commodities , 74 M.C.C. 
459). from Leavenworth. Kans.. to points 
in California, Louisiana. Florida, and 
to points in that part of Washington on 
and west of a line beginning at the 
Oregon-Washington State line extending 
along U.S. Highway 97 to Junction Inter¬ 
state Highway 90. thence along Inter¬ 
state Highway 90 to junction Interstate 
Highway 5. thence along Interstate High¬ 
way 5 to junction Washington Highway 
542. thence along Washington Highway 
542 to Junction Washington Highway 9. 
thence along Washington Highway 9 to 
the United States-Canada International 
Boundary Une: to points in that part of 
Oregon on and west of a line beginning 
at the Utah-Oregon State line extending 
along Oregon Highway 140 to Junction 
U.8. Highway 395, thence along U.8. 
Highway 395 to Junction Oregon High¬ 
way 31. thence along Oregon Highway 31 
to Junction U.S. Highway 97, thence 
along U.S. Highway 97 to Junction U.S. 
Hlghw*ay 197. thence along U.S. Highway 
197 to the Washlngton-Oregon State 
hue; to points in that part of Nevada 
on and southwest of a line beginning at 
the Utah-Nevada State line extending 
along U.S. Highway 50 to Junction Alter¬ 
nate U-8. Highway 95. 

Thence along Alternate U.8. Highway 
95 to Junction Nevada Highway 34. 
thence along Nevada Highway 34 to the 
Nevada-Oregon State line; to points in 
that part of Utah on and southwest of a 
Une beginning at the Arizona-Utah State 
Une extending along U.S Highway 89 to 
Junction Utah Highway 15, thence along 
Utah Highway 15 to Junction Utah High¬ 
way 18, thence along Utah Highway 18 
to junction Utah Highway 56, thence 
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along Utah Highway 56 to the Utah- 
Nevada State line; to point* in that part 
of Arizona on and southwest of a fine 
beginning at the Arizona-New Mexico 
8tate line extending along US. Highway 
66 to Junction U-S. Highway 80. thence 
along US. Highway 80 to the Utah- 
Arizona State line; to points in that part 
of New Mexico on and south of a line 
beginning at the Texas-New Mexico 
State line extending along US. Highway 
66 to the Arizona-New Mexico State line; 
to points in that part of Oklahoma on 
and south of a line beginning at the 
Arkansas-Oklahoma State line extending 
along Interstate Highway 40 to Junction 
Muskogee Turnpike, thence along 
Muskogee Turnpike to Junction UJS, 
Highway 64. thence along U.S. Highway 
64 to Junction U.S. Highway 60. thence 
along US. Highway 60 to Junction Okla¬ 
homa Highway 15. thence along Okla¬ 
homa Highway 15 to Junction US. High¬ 
way 283. thence along U.S. Highway 283 
to Junction U.S. Highway 60. thence 
along U.S. Highway 60 to the Okl&homa- 
Texas State Une: to points In that port 
of Arkansas on and south of a line begin¬ 
ning at the Mississippi-Arkansas State 
line extending along U.S Highway 82 to 
Junction U-S. Highway 65, thence along 
U8. Highway 65 to Junction US. High¬ 
way 270. thence along US. Highway 270 
to Junction U.S. Highway 71. thence 
along U.S. Highway 71 to junction Inter¬ 
state Highway 40. thence along Inter¬ 
state Highway 40 to the Oklahoma- 
Arkansas State line; to points In that 
part of Mississippi on and south of a line 
beginning at the Alabama-Misslssippl 
State line extending along U.S. Highway 
80 to Junction Mississippi Highway 19. 

Thence along Mississippi Highway 19 
to Junction Mississippi Highway 12. 
thence along Mississippi Highway 12 to 
junction US. Highway 49E. thence along 
US. Highway 49E to Junction US. High¬ 
way 82. thence along U.S. Highway 82 to 
the Mississippi-Arkansas State line; to 
points in that part of Alabama on and 
south of a line beginning at the Georgla- 
Alabama State line extending along 
Alabama Highway 48 to Junction Ala¬ 
bama Highway 9. thence along Alabama 
Highway 9 to Junction U8. Highway 280. 
thence along U8. Highway 280 to junc¬ 
tion Alabama Highway 25. thence along 
Alabama Highway 25 to Junction U.8. 
Highway 80. thence along U.S. Highway 
80 to the Alaboma-Mlssisslppl State 
line; to points In that part of Georgia on 
and south of a line beginning at the 
Georgia-South Carolina State line ex¬ 
tending along Interstate Highway 20 to 
junction U.S. Highway 78. thence along 
US. Highway 78 to Junction Georgia 
Highway 61. thence along Georgia High¬ 
way 61 to Junction Georgia Highway 166, 
thence along Georgia Highway 166 to the 
Alabama-Georgla State Une; to points 
In that part of South Carolina on and 
southeast of a line beginning at the 
North Carolina-South Carolina State 
Une extending along Interstate Highway 
95 to Junction South Carolina Highway 
341. thence along South Carolina High¬ 
way 341 to Junction South Carolina High¬ 
way 34, thence along South Carolina 


Highway 34 to Junction Interstate High¬ 
way 20, thence along Interstate Highway 
20 to the Georgia-South Carolina State 
line: and to points in that part of North 
Carolina on and southeast of a Une 
beginning at Westover, N.C., extending 
along North Carolina Highway 45 to 
Junction US. Highway 64. thence along 
U.8. Highway 64 to Junction US. High¬ 
way 13, thence along U.S. Highway 13 to 
Junction North Carolina Highway 11. 
thence along North Carolina Highway 11 
to Junction North Carolina Highway 24, 
thence along North Carolina Highway 24 
to Junction US. Highway 701, thence 
along US. Highway 701 to Junction 
North CaroUna Highway 41. thence along 
North Carolina Highway 41 to Junction 
Interstate Highway 95. thence along In¬ 
terstate Highway 95 to the North Caro¬ 
lina-South CaroUna State Une. The pur¬ 
pose of this filing is to eliminate the 
gateway of Claremore. Okla. 

No. MC 114211 (Sub-No. E757). filed 
June 4. 1974. Applicant: WARREN 

TRANSPORT. INC.. P.O. Box 420. 
Waterloo. Iowa 50704 Applicant’s repre¬ 
sentative: Kenneth R. Nelson (same as 
above). Authority sought to operate as a 
common carrier, by motor vehicle, over 
irregular routes, transporting: Tractor* 
(except those with vehicle beds, bed 
frames and fifth wheels), equipment, 
designed for use In conjunction with 
tractors, attachment* for the above- 
described commodities described above 
In mixed loads with such commodities, 
except commodities requiring special 
equipment from Mitchell. South Dakota, 
to points in Maine. New Hampshire, 
Vermont, Massachusetts, Rhode Island, 
Connecticut, New Jersey. Washington. 
Delaware, and to points in that part of 
New York on and east of a line beginning 
at Clayton. New York extending along 
New York Highway 12 to Junction U8. 
Highway 11. thence along U.S. Highway 
11 to the New York-Pennsylvanla State 
Une. to points In that part of Virginia on 
and east of a Une beginning at the 
Potomac River extending along U.S. 
Highway 301 to Junction US. Highway 
460. thence along 08. Highway 460 to 
Junction U.S. Highway 360. thence along 
US. Highway 360 to Junction U8. High¬ 
way 29. thence along US. Highway 29 
to the Virginia-North Carolina State 
line, to points in that part of South 
Carolina on and east of a Une beginning 
at the North Carolina-South Carolina 
State Une extending along U.8. High¬ 
way 321 to junction Interstate Highway 
26. thence along Interstate Highway 26 
to Charleston, to points In that part of 
North Carolina on and east of a Une 
beginning at the Virginia-North Caro¬ 
lina State Une extending along U8. 
Highway 29 to Junction U.8. Highway 
220. thence along US. Highway 220 to 
Junction North Carolina Highway 49. 
thence along North Carolina Highway 49 
to Junction Interstate Highway 85. 

Thence along Interstate Highway 85 to 
junction US. Highway 321, thence along 
U S. Highway 321 to the North Carolina- 
South CaroUna 8tate line, to points in 
that part of Florida on and south of a line 
beginning at Tampa. Florida extending 


along Interstate Highway 4 to iw 
Florida Highway 528. thence aW 
Ida Highway 528 to Junction F 
Highway 520. thence along Florida 
way 520 to Cocoa. Florida, to ntiSU 
that part of Minnesota on aadnorth * 
a Une beginning at the North D 
Minnesota Slate line extending 
U8. Highway 10 to Junction 

Highway 87, thence along __ 

Highway 87 to Junction Minnesoti mZ 
way 84. thence along MinnesoU 
way 84 to Junction Minnesota Hi,-. 
200, thence along Minnesota Highly 
to Junction UJS. Highway ICO tbt_ 
along US. Highway 169 to Ely,’ Mlrril 
sola, to points In that part of Mantua 
on and north of a line beginning it the 
United 8tatcs-Canada boundary ilncet. 
tending along Hill County Highway i 
to junction U.8. Highway 2. thence 
US. Highway 2 west to the Mootu* 
Idaho State line, to points in that pul 
of Idaho on and west of a line beg 
at the Idaho-Montana State line e: 
ing along US. Highway 2 to June) 

US. Highway 95. thence along U S 
way 95 to Junction US. Highwoj 
thence along US. Highway 12 to 
Idaho-Washtngton State line, to 
In that part of Oregon on and ves: 
a Une beginning at the WM 
Oregon State Une extending alone 
eon Highway 11 to Junction U& 2 
way 395, thence along U S. Highway 335 
to Junction Oregon Highway 74, 
along Oregon Highway 74 to Ji 
Oregon Highway 206. thence slang 0w* 
gon High way 206 to Junction US Hit" 
way 97 thence along US. Highway 
junction Oregon Highway 140. 
along Oregon Highway 140 to f 
US Highway 395 thence along U- 
Highway 395 to the Oregon-Nmdi 
Une to points in that part of Corn* 
on and northwest of a line beglnniQf “ 
the Oregon-California State Uneextew 
lng along US. Highway 395 to JindW 
California Highway 299. 

California Highway' 299 to 
fomla. The purpose of this fllinfJ*JI 
eliminate the gateway of Nassau. 
sola, and Fargo. North Dakota, 

No. MC 114211 (Sub-No. 

June 4. 1974. Applicant: 

TRANSPORT. INC.. P.O. Box *£ 
terloo, Iowa 50704. Applicant s 
alive: Kenneth R Nelson turn » 
above). Authority sought 
a common carrier, by motor vehldt.^ 
irregular routes, transport to t- T3 
tractors (except those with 
bed frames and fifth het-k J 
designed for use In {raa 

farm tractors, and part* 

Lincoln, Nebaska. to • 0 , Qr«* 

ton and to points In ^ 

on and north of a line begmnua^ 

Washing ton-Orecon State1 . Jo3 js* 

along Oregon Highway js* 

terstntc Highway SON. thenrt*^^ 
terstate Highway 80N to Jt»« 
state Highway 5. th< ' nre ^ .'.. nuh«f 
Highway 5. to J un ^ u “ 

22. thence along Orcron HU" ^ 
Junction Oregon High*** ^ 
along Oregon Highway 2V. ^ 

V3. Highway 20. thence fdoa* 


■nee 1 
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- $ to Newport. Oregon, to points in 
S ^ of Idaho on and north of a line 
at the Washlngton-Idaho 
Site itoc extending along UR. Highway 
q to the Montana-Idaho State line, to 
fisra to that part of Montana on and 
EJb of a line beginning at the Mon- 
JLjiUho State line extending along 
STffllhW 12 to the Junction US. 
Edw 10. thence along U.8. Highway 
MiJtancUon Highway 287. thence along 
MLHfchw 287. to junction UR. High- 


«it ia. 

Thence along U S Highway 12 to the 
jfocUM-Narth Dakota Suite line, to 
to that part of North Dakota on 
Ednort h of a line beginning at Uie 
Iteuna-North Dakota State line ex- 
along US Highway 10 to the 
Dakota-Minnesota State line, and 
to points la that part of Minnesota on 
ot north of a line beginning at the 
fcto Dakota-Mlnncsota State line ex- 
to&nf along U S Highway 10 to junc- 
te Minnesota Highway 34. thence along 
Itencota Highway 34. to Junction Mln- 
scsoti Highway 200. thence along Hlgh- 
nj MO. to junction Minnesota Highway 
tttxoce along Minnesota Highway 6 to 
jactlcnUA Highway 169. thence along 
Ml Highway 169. to Junction Minnesota 
Ediny 1. thence along Minnesota 
Bgimr 1 to Lake Superior. The purpose 
g thk Sling Is to eliminate the gateway 
c< PIto. North Dakota, points In Iowa 
OdNebraska City, Nebraska. 


Kfc MC 114211 (Bub-No. E773), filed 
tee 4, 1974. Applicant: WARREN 
TRANSPORT. INC., P O. Box 420. Wa- 
krloo, Iowa 50704. Applicant’s represen t- 
ute: Kenneth R. Nelson (same as 
ifictel. Authority sought to operate as a 
***** carrier, by motor vehicle, over 
htfiiir routes, transporting: Farm 
won (eicept those with vehicle beds, 
bed frames and fifth wheels). equipment 
for use tn conjunction with farm 
teton. parts thereof and the transpor- 
«te of which, because of size or weight 
jJWtas special equipment from Grand- 
1 * t . to points In Washington, and to 
la that part of Oregon on and 
j graof aline beginning at the Oregon- 
hne extending along 
^Highway H to Junction UR. 

I •/T 1 * 39510 Junction Oregon Highway 
Oregon Highway 74 to 
Highway 19 to Junction 
Sff aghway 218 to junction U.S. 
^cnce along U.S Highway 
Highway 20. thence 
2^ <5**!*** 2010 i un ctlon Oregon 

h L5?*** 101 * On ^ on H, « h ’ 

Eto Junction Oregon Highway 126, 
Oregon Highway 126 to 
"gW totem ttto Highway 5. thence 
Otttw m'k ate H5 shwajr 5 to junction 
SKJg*"* «. thence alonjt Oregon 
I >5 tta 'Jrt to points 

lire °* 1<iaho on and north of a 
HlfcuJrSf ** Idaho-Montana 
alon * Highway 
Highway 13. thence 
8^«?a«hway 13 to junction U.8. 

Mong OH. Highway 
0.8. Highway 12. 

W **^Qn 0 M i?' 8 ' Rlshway 12 to th0 

^“wo-Maho SUte line, to potato 


in that part of Montana on and north 
of a line beginning at the North Dakota- 
Montana State line extending along US. 
Highway 12 to Junction U.8. Highway 
10. thence along UR. Highway 10 to 
junction UR. Highway 91. thence along 
U.S. Highway 91 to Junction Montana 
Highway 43, thcncc along Montana 
Highway 43 to Junction UR. Highway 
93. thence along U.8. Highway 93 to the 
Idaho-Montana State line, to points In 
that part of Minnesota on and north of 
a line beginning at the North Dakota- 
Mlnnesota State line extending along 
Minnesota State Highway 13 to junction 
UR. Highway 75. thence along UR. 
Highway 75. to Junction Minnesota 
Highway 210. thence along Minnesota 
Highway 210 to junction Minnesota 
Highway 29. thence along Minnesota 
Highway 29 to Junction U.S. Highway 71, 
thence along U.8. Highway 7i to the 
United States-Canada Boundary Une, 
and to points In that part of North Da¬ 
kota on and north of a line beginning at 
the Minnesota-North Dakota State line 
extending along Interstate Highway 94 
to Junction US. Highway 81, thence 
along UR. Highway 81 to Junction North 
Dakota Highway 46, thence along North 
Dakota Highway 46 to Junction North 
Dakota Highway 30, thence along North 
Dakota Highway 30 to Junction North 
Dakota Highway 3. thence along North 
Dakota Highway 3 to the South Dakota- 
North Dakota State line. The purpose of 
this filing Is to eliminate the gateway 
of points in Iowa and Fargo. North 
Dakota. 

No. MC 114211 (Sub-No. E774), filed 
June 4. 1074. Applicant: WARREN 

TRANSPORT. INC., P.O. Box 420. Wa¬ 
terloo. Iowa 50704. Applicant’s represent¬ 
ative: Kenneth R. Nelson (same as 
above). Authority sought to operate as a 
common carrier, by motor vehicle, over 
Irregular routes, transporting: Agricul¬ 
tural machinery and agricultural imple¬ 
ments and parts thereof, the transporta¬ 
tion of which, because of size or weight, 
requires special equipment, from Spring- 
field. Missouri, to points In North Dakota, 
and to points in that part of Wisconsin 
on and north of a line beginning at Oreen 
Bay. Wisconsin extending along U.S. 
Highway 41 to Junction UR. Highway 10, 
thence along UR. Highway 10 to Junction 
Wisconsin Highway 49. thence along 
Wisconsin Highway 49. to Junction Wis¬ 
consin Highway 21, thence along Wiscon¬ 
sin Highway 21. to Junction UR. High¬ 
way 16. thence along UR. Highway 16 to 
the Wisconsin-Minnesota State line, to 
points In that port of Minnesota on and 
north of a Une beginning at the Wiacon- 
sln-Minnesota State line along UR. 
Highway 16 to the Minnesota-South Da¬ 
kota line, to points In that part of South 
Dakota on and north of a Une beginning 
at the Minnesota-South Dakota State 
Une extending along UR. Highway 16 to 
junction South Dakota Highway 42. 
thence along South Dakota Highway 42 
to Junction Bouth Dakota Highway 37, 
thcncc along South Dakota Highway 37 
to junction South Dakota Highway 44, 
thence along South Dakota Highway 44 


to junction U.S. Highway 183. thence 
along UR. Highway 183 to the South 
Dakota-Ncbraska Slate line, and to 
points in that port of Nebraska on and 
north of a line beginning at the South 
Dakota-Nebraska State Une extending 
along U.S. Highway 183 to Junction Ne¬ 
braska Highway 12. thence ‘along Ne¬ 
braska Highway 12 to Junction UR. 
Highway 20, thence along UR. Highway 
20 to the Nebraska-Wyoming State line. 
The purpose of this filing is to eliminate 
the gAtcway of Fort Dodge. Iowa. 

No. MC 114211 (Sub-No. E1160). filed 
July 30, 1974. AppUcant: WARREN 

TRANSPORT. LNC„ P.O. Box 420, 
Waterloo, Iowa 50704. AppUcant’s repre¬ 
sentative: Kenneth R. Nelson (same as 
above). Authority sought to operate as a 
common carrier, by motor vehicle, over 
Irregular routes, transporting: Farm ma¬ 
chinery and parts thereof (except com¬ 
modities the transportation or which, 
because of size or weight, requires tho 
use of special equipment). between Elgin. 
HI., on the one hand, and, on the other, 
points In South Dakota and Minnesota. 
The purpose of this filing Is to eliminate 
the gateway of points In Iowa. 

No. MC 114211 (Sub-No. EU96), filed 
September 5, 1974 AppUcant: WARREN 
TRANSPORT. INC., P.O. Box 420. 
Waterloo, Iowa 50704. AppUcant's repre¬ 
sentative: Kenneth R. Nelson (same as 
above). Authority sought to operate as a 
common carrier , by motor vehicle, over 
irregular routes, transporting: Farm ma¬ 
chinery and parts thereof, from points 
in Missouri on and south, of a Une begin¬ 
ning at the Kansas-Missouri State Une. 
thence along U.S. Highway 36 to tho 
Missouri-IlUnois State line to points in 
North Dakota. The purpose of this Alins 
is to eliminate the gateways of Beatrice. 
Nebr., and points in Iowa. 

No. MC 114211 (Sub-No. E1202), filed 
September 5. 1974. Applicant: WARREN 
TRANSPORT. INC., P.O. Box 420. 
Waterloo. Iowa 50704. Applicant's repre¬ 
sentative: Kenneth R. Nelson (same as 
above). Authority sought to operate as a 
common carrier, by motor vehicle, over 
irregular routes, transporting: Agricul¬ 
tural implements and parts for agricul¬ 
tural implements and tanks and towers, 
from points in that part of Michigan 
beginning at Bay City, Mich., thence 
along UR. Highway 10 to Lake Michigan, 
thence along the Lake Michigan Une to 
Junction Michigan Highway 57, thence 
along Michigan Highway 57 to Junction 
UR. Highway 131, thence along UR. 
Highway 131 to junction Michigan 
Highway 86, thence along Michigan 
Highway 86 to Junction Michigan High¬ 
way 66. thence along Michigan Highway 
66 to the Michigan-Indiana State line to 
points In that part of South Dakota on 
and south and west of a line beginning at 
the Nebraska-South Dakota State line, 
thence along UR. Highway 83 to Junc¬ 
tion UR. Highway 34. thence along UR. 
Highway 34 to the South Dakota-Wyo¬ 
ming State line. The purpose of this fil¬ 
ing is to eliminate the gateway of 
Beatrice. Nebr. 
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No. MC 114211 <8ub-No. E1224>, filed 
September 5. 1974 Applicant: WARREN 
TRANSPORT. INC.. P.O. Box 420. 
Waterloo. Iowa 50704. Applicant's repre¬ 
sentative: Kenneth R. Nelson (same as 
above). Authority sought to operate as a 
common carrier, by motor vehicle, over 
Irregular routes, transporting: Agricul¬ 
tural implements . pumps, water systems . 
component parts for water systems, 
towers and parts for agricultural Imple¬ 
ments and pumps, from points in Minne¬ 
sota to points in Texas, restricted against 
movement to oil field locations. The pur¬ 
pose of this filing Is to eliminate the 
gateway of Beatrice. Ncbr. 

No. MC 114211 (Sub-No. E1242>, filed 
October 9. 1974. Applicant: WARREN 
TRANSPORT. INC.. P.O. Box 420. 
Waterloo, Iowa 50704/ Applicant's repre¬ 
sentative: Kenneth R. Nelson (same as 
above). Authority sought to operate as a 
common carrier , by motor vehicle, over 
irregular routes, transporting: Iron and 
steel articles. as described in Appendix V 
to the report in Descriptions in Motor 
Carrier Certificates . 61 M.C.C. 209. the 
transportation of which, because of size 
or weight, requires special equipment, 
from Warren, Ohio, to points in St Louis 
County. Mo., restricted to the transpor¬ 
tation of shipments originating at the 
facilities of Van Huffel Tube Corpora¬ 
tion. dlvison of Youngstown Sheet and 
Tube Company, and of Republic Steel 
Corporation located at or near Warren. 
Ohio. The purpose of this filing is to 
eliminate the gateway of points in Mis¬ 
souri (except points in St. Louis County). 

No. MC 116915 (Sub-No. E9). filed 
June 4. 1974. Applicant: ECK MILLER 
TRANSPORTATION CORPORATION. 
Owensboro, Ky. 42301. Applicant's repre¬ 
sentative: William P. Sullivan, 1819 H 
St. NW, Washington. D C. 20006. Au¬ 
thority sought to operate as a common 
carrier. by motor vehicle, over irregular 
routes, transporting: OH well and mine 
machinery, pipe and supplies made of 
aluminum, and equipment, materials and 
supplies used In the manufacture and 
processing of the foregoing commodities, 
(1) between points In Mississippi, on the 
one hand. and. on the other, points in 
Connecticut. New Jersey, New York, and 
Pennsylvania, and (2) between points in 
Georgia on and west of UB. Highway 
441. on the one hand, and, on the other, 
and points in New York west of a line 
beginning at the Pennsylvania-New York 
State line and extending along US. 
Highway 219 to Junction New York High¬ 
way 98 and thence along New York Hlgh- 
98 to Carlton. N.Y. The purpose of this 
filing is to eliminate the gateway of 
Hawesville, Ky. 

No. MC 117344 (Sub-No. E13>. filed 
Mav 7.1974. Applicant: THE MAXWELL 
COMPANY. 10380 Evendale Drive. Cin¬ 
cinnati, Ohio 45215. Applicant's repre¬ 
sentative: Stivcrson & Aldcn, 50 West 
Broad Street, Columbus. Ohio 43215. Au¬ 
thority sought to operate as a common 
carrier , by motor vehicle, over Irregular 
routes, transporting: Vegetable oils , In 
bulk, in tank vehicles, from Decatur, 
Ind., to points In Alabama. Georgia. 


Delaware, Kentucky, those points In that 
part of Maine on and south of a line 
beginning at the Maine-New Hampshire 
State line extending along UB. Highway 
2 to Bangor, thence along Alternate UJS. 
Highway 1 to Ellsworth, thence along 
Maine Highway 3 and 102 to the Atlantic 
Ocean, points in Maryland. Mississippi, 
New Hampshire. New Jersey, those points 
in that part of New York on. east and 
south of a line beginning on the New 
York-Pcnnsylvania State line extending 
along UB. Highway 11 to intersection 
with New York Highway 7. thence along 
New York Highway 7 to the New York- 
Vermont State line. North Carolina, 
South Carolina, Tennessee (except 
Kingsport and Elizabeth ton). Vermont 
and Virginia. The purpose of this filing 
is to eliminate the gateway of Cincin¬ 
nati, Ohio. 

No. MC 117344 (Sub-No. E35), filed 
June 2. 1974. AppUcant: THE MAX¬ 
WELL COMPANY. 10380 Evendale Drive, 
Cincinnati, Ohio 45215. Applicant's rep¬ 
resentative: Thomas L. Maxwell (some 
as above). Authority sought to operate 
as a common carrier , by motor vehicle, 
over irregular routes, transporting: (1) 
Vegetable oils in bulk, in tank vehicles, 
(a) from points in Illinois (except Chi¬ 
cago. Decatur and Bloomington); and 
Kentucky (except Louisville) to points 
In Connecticut, Massachusetts and 
Rhode Island (b) from Indiana (except 
Indianapolis) to points in Connecticut 
and Rhode Island, and (2) soybean oil , 
from Chicago, Decatur and Bloomington, 
Ill., and Louisville. Ky„ to points in Con¬ 
necticut, Massachusetts and Rhode Is¬ 
land. The purpose of this filing is to 
eliminate the gateways of Cincinnati and 
Columbus. Ohio. 

No. MC 117344 <8ub-No. E38>, filed 
May 22. 1974. Applicant: THE MAX¬ 
WELL CO., 10380 Evendale Drive, Cin¬ 
cinnati. Ohio 45215. Applicant's repre¬ 
sentative: James R. Stivcrson, 50 W. 
Broad St.. Columbus, Ohio 43215. Au¬ 
thority sought to operate a s a common 
carrier , by motor vehicle, over irregular 
routes, transporting: Vegetable oils. In 
bulk. In tank vehicles, from Cincinnati, 
Ohio, to points In Kansas and Nebraska. 
The purpose of this filing is to eliminate 
the gateway of the plant site of Mrs. 
Tucker's Poods, Division of Anderson 
Clayton Co., near Jacksonville, Hi. 

No. MC 117344 (Sub-No. E40), filed 
May 22. 1974. Applicant. THE MAX¬ 
WELL CO. 10380 Evendale Drive, Cin¬ 
cinnati. Ohio 45215. Applicant's repre¬ 
sentative: James R. Stivcrson. 50 W. 
Broad St.. Columbus, Ohio 43215. Au¬ 
thority sought to operate as a common 
carrier , by motor vehicle, over irregular 
routes, transporting: Vegetable oils, in 
bulk. In tank vehicles, from Jacksonville. 
Ill., to points in Delaware, those in 
Maine on and south of a line beginning at 
the Maine-New Hampshire State line 
and extending along UB. Highway 2 to 
Bangor, thence along UB. Highway Al¬ 
ternate l to Ellsworth, thence along 
Maine Highway 3 and 102 to the Atlantic 
Ocean, Maryland. New Hampshire, New 
Jersey, New York. North Carolina, South 


Carolina. Pennsylvania, Vermont k 
ginia, and West Virginia. The DttrwJ.* 
this filing is to eliminate the 
Cincinnati. Ohio. * 7( * 


No. MC 117344 (Sub-No. E4P 
May 22. 1974. Applicant: THE imr 
WELL CO.. 10380 Evendale DrtveTcfc 
cinnati. Ohio 45215. Applicant's repre¬ 
sentative: James R. 6tiverwm, 50 w 
Broad St., Columbus, Ohio 43215 Au 
thorlty sought to operate as a commoi 
carrier , by motor vehicle, over Irrerukr 
routes, transporting: Soya bean oil m 
bulk, in tank vehicles, from Decatur,nt 
to points in Connecticut. Massachtmti. 
and Rhode Island. The purpose of thk 
filing Is to eliminate the gateways of Ck>. 
cinnati and Columbus, Ohio. 


No. MC 117344 (Sub-No. E42), filed 
May 22, 1974. Applicant: THE MAX¬ 
WELL CO., 10380 Evendale Drive, Cin¬ 
cinnati, Ohio 45215. Applicant's repre¬ 
sentative: James R. Stivcrson, 50 Wert 
Broad Street, Columbus. Ohio 43215 Aa- 
thority sought to operate as a common 
carrier . by motor vehicle, over Irregular 
routes, transporting: (a) Soya tarn <4, 
In bulk, in tank vehicle, from Decatur 
HI. to points In Delaw are, those in Ken¬ 
tucky on and cast of a line beginning it 
the Kentucky-Indiana boundary and ex¬ 
tending south along Route 421 to Frank¬ 
fort, Ky.: thence along Route 127 to the 
Kentucky-Tennessee boundary; Mary¬ 
land. New Jersey. New York. North Caro¬ 
lina, South Carolina, those In Tennessef 
on and east of a line beginning at the 
Tennessee-Kentucky boundary and ex¬ 
tending south along US. Route 37 to 
Dayton, Tennessee; thence wroth akmg 
State Route 60 to the Tcnnessee-Owt* 
boundary (except Kingsport and 
bethton); Ohio. Pennsylvania. Virginia 
and West Virginia, and (b) soya bta* rt 
in bulk. In insulated stainless steel or 
aluminum tank vehicles from Decator. 
HI. to points in Maine on and south of i 
line beginning at the Maine-New Hamp¬ 
shire State line and extending east ttoni 
UB. Route 2 to Bangor, thence south¬ 
east along UB. Route Alternate 1 w 
Ellsworth, thence south along 
Routes 3 and 102 to the AtlanUc Ooesa 
New Hampshire, and Vermont The P^ 
pose of this filing is to eliminate u* 
gateway of Cincinnati, Ohio. 

No. MC 117344 (Sub-No B43)| 
May 22, 1974. Applicant: THE MAX¬ 
WELL COMPANY. 10380 EvendakDd" 
Cincinnati, Ohio 45215. Applicant^ rep¬ 
resentative: James R SttversohW 
Broad Street. Columbus. Ohio «-»• * 
thorlty sought to operate as * | 

carrier, by motor vehicle, over WJj 
routes, transporting: Sova 
bulk, in tank vehicles, from , 

Ky.. to points In Connecticut 
chusctts and Rhode 
of this filing Is to eliminate thc**^ 
of Cincinnati and Columbus. O 

No. MC 117344 <Sub-N° 

May 22. 1974. Applicant: /SL £ia- 
WELL CO.. 10380 Evendale Drt ■ 
cinnati. Ohio 45215. AppHc«“ 
sentatlve: James R, stlvf Att . 
Brood Street. Columbus. Ohio 4331- 
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thsftr *ought to operate os a common 
5Zur by motor vehicle, over Irregular 
^‘transporting: <a> Soya Bean Ott, 
L fr j* m tank vehicles, from Louisville, 
r, to points In Delaware, Maryland. 
^ Jew. New York. Ohio. Pennsyl- 
^ tod <b> soya bean oil. In bulk. In 
toiled stainless steel or aluminium 
ack tthfctoa from Louisville. Ky. to 
jeats in Vermont, New Hampshire and 
sail In Maine on and south of a line 
Vanning tt the Maine-New Hampshire 
gite line and extending east along U.8. 
Bide 2 to Bangor, thence southeast 
yzj US Route Alternate 1 to EUs- 
vonb, thence south along Maine Routes 
1 ind 102 to the Atlantic Ocean. The 
popott of this filing Is to eliminate the 
puny of Cincinnati. Ohio. 

ft. MC 117344 <8ub-No. E45>, filed 
Itsy O, 1974. Applicant: THE MAX¬ 
WELL CO., 10380 Evendale Drive. 
CtodnnaU. Ohio 45218. Applicant's 
sproentatfve James R. Stlverson. 50 
V Bread St. Columbus. Ohio 43215. Au- 
Mty sought to operate as a common 
tarter, by motor vehicle, over irregular 
ptfo, transporting; Synthetic liquid 
reriw, in bulk, lit 114 vehicles, from 
Durian, Ohio, to points In Alabama. 
Grata South Carolina. Mississippi, and 
Itau. The purpose of this filing is to 
tfcnbuk the gateway of TaylorsporL 
U 


IhMC 117344 (Sub-No. E48>. filet 
Ik; 19. 1974. Applicant: THE MAX¬ 
ELL CO.. 10380 Evendale Drive 
QadnaiU. Ohio 45215. Applicant’! 
»W3entAUve: Thomas L. MaxweL 
•ace u above). Authority sought U 
kwile u a common carrier . by motoz 
over Irrtcular routes, transport- 
■J; Wpkvic acid, in bulk. In tank 
from Hamilton. Ohio, to points 
<wccpt Points in the St Louis, 
aa-ort St. Louis. HI., commercial 
7 ? M defined by the Commission), 
S"® 1 ®* Ncw Albany. Ind., 
Ky.. points in Tennessee on 
Si*!?*? ^8 Highway 127. and 
Wheonsm, The purpose of this 

SiiSSS* the 8aUfway 01 

‘Sub-No. E49), tiled 
KBj ' *T 4 ' Applicant: THE MAX- 

Qscinn.h 0- ’ rti ? 380 Bvcnda >* Drlre, 
45215 ‘ Applicants 
, 4 ®, „ Thomas L Maxwell 
ton-. u V ° * ' AuU >orlty sought to 
Whir*# p-* com77lon carrier, by motor 
t* ^ 8U,ar routcs - transport- 
■W* talnf*. °? d J l<ruUi ivnthetic 
o^ ." Unk vrtllc,e »- f rom 
hfcc*. 2!^ *? P 01 ” 1 * ,n Alabama. 

South Carolina. 
^ Cvottal h?U d p,lwf 10 Points In 

ac,ny £f 5 i, and wcst of C 8 

^tiiauaate^^? 09 * ° r thto min * 
** Wteway of Taylors- 

‘Sub-No. E50). 

ApDllcant* 


nu. rv^ Applicant: THE MA 

^• 0 r E "” a "' 


Drii 
Applican 

U Maxw 


(same as above). Authority sought to 
operate as a common carrier , by motor 
vehicle, over Irregular routes, transport¬ 
ing: Paints, resin* and varnishes, In bulk. 
In tank vehicles, from Columbus, Ohio to 
Kansas City. Kans., and points in Iowa, 
Minnesota. Wisconsin and Missouri. The 
purpose of this filing is to eliminate the 
gateway of Covington. Ky. (a point In 
the Cincinnati Commercial Zone). 

No. MC 117344 (Sub-No. ESI), filed 
May 21. 1974. Applicant: THE MAX¬ 
WELL CO , P O Box 15010. Cincinnati, 
Ohio 45215. Applicant’s representative: 
Thomas L. Maxwell (same as above). 
Authority sought to operate as a com¬ 
mon carrier, by motor vehicle, over irreg¬ 
ular routes, transporting: Chemicals 
(except Petro-chemicals) In bulk. In 
tank vehicles, from Jackson County. In¬ 
diana to points In Alabama, Arkansas, 
Georgia. Kansas, Louisiana, Mississippi, 
those in Missouri on and south of a line 
commencing at St. Louis, Missouri, and 
extending west along Interstate High¬ 
way 1-70 to Its Junction with State Route 
19, thence north along State Route 19 
to its Junction wtib State Route 22. 
thence west along State Route 22 to Its 
Junction with U.8. Route 63. thence 
north along U.8. Route 63 to Its Junction 
with UjB. Route 36, thence west along 
UJB. Route 36 to St. Joseph. Missouri 
(except points In the St. Louis. Missouri. 
East St. Louis. Illinois Commercial 
Zone as defined by the Commission); 
Oklahoma: those points In South Caro¬ 
lina on and south of U-8. Highway 78. 
and Texas. Restriction: The authority 
granted herein is restricted against the 
transportation of dry chemicals to points 
In Ohio, and points In Chambers. Mont¬ 
gomery. Harris, Port Bend. Galveston, 
Liberty, and Brazoria Counties, Texas. 
The purpose of this filing Is to eliminate 
the gateway of the facilities of the 
Polymcrs-Chemlcal Division of W. R. 
Grace & Co. at Owensboro, Ky. 

No. MC 117344 (8ub-No. E52), filed 
May 21. 1974. Applicant: THE MAX¬ 
WELL CO.. 10380 Evendale Drive, Cin¬ 
cinnati. Ohio 45215. Applicant’s repre¬ 
sentative: Thomas L. Maxwell (same as 
above). Authority sought to operate as 
a common carrier, by motor vehicle, over 
Irregular routes, transporting: Liquid 
chemicals (except petrochemicals. In 
bulk. In tank vehicles, from Columbus. 
Ohio, to points in Alabama, Arkansas, 
Olbson. Perry, Posey, Spencer. Vander- 
baugh. and Warrick Counties, Indiana. 
Kan s a s, Louisiana, Mississippi, those In 
Missouri on and south of a line begin¬ 
ning at St. Louis. Mo., and extending 
along Interstate Highway 70 to Its Junc¬ 
tion with Missouri Highway 19. thence 
along Missouri Highway 19 to Junction 
Missouri Highway 22, thence along Mis¬ 
souri Highway 22 to Its Junction with 
U-8. Highway 63. thence along UB. High¬ 
way 63 to Junction UJB. Highway 36. 
thence along U.S. Highway 36 to 8t. 
Joseph. Mo. (except points In the St. 
leuli, Mo.-East St Louis. HI., commer¬ 
cial zone as defined by the Commission), 
Oklahoma and Texas. The purpose of 


this filing Is to eliminate the gateway 
of the facilities of the Polymers and 
Chemical Division of W. R. Grace & Co., 
at Owensboro. Ky. 

No. MC 119441 < Sub-No. El), filed 
April 15. 1974. Applicant: BAKER HI- 
WAY EXPRESS. INC.. P.O Box 484. 
Dover, Ohio 44622. Applicant’s repre¬ 
sentative: Richard H. Brondon. 505 
Hartmon Bldg., Columbus. Ohio 43215. 
Authority sought to operate as a com¬ 
mon carrier . by motor vehicle, over Ir¬ 
regular routes, transporting: (1) Clay 
construction panels, from Sugar Creek, 
Ohio, to points In Arkansas, Kansas. 
Maine. Vermont, New Hampshire. Okla¬ 
homa. Texas, and Louisiana (Minerva, 
Ohio)*; (2) Clay products (except in 
bulk), from Sugar Creek, Ohio, to points 
In Connecticut. Massachusetts, and 
Rhode Island (Massillon. Ohlo>*; (3) 
Clay products and /Ire clays, from Sugar 
Creek. Ohio, to points in Iowa, Minne¬ 
sota. and Missouri (Newcomerstown. 
Ohio)*; and (4) Clay products . from 
Sugar Creek. Ohio, to points in Tennes¬ 
see. Alabama. Mississippi, Oeorgia. and 
North Carolina (the facilities of Kopp 
Clay Co„ at Mineral City. Ohio)*. The 
purpose of this filing is to eliminate tho 
gateways Indicated by asterisks above. 

By the Commission. 

fsxAL) Robert L. Oswald. 

Secretary. 

(FR Doc.75-5719 Filed 5-3-75:8:45 am) 


[Notice No. 1J 


MOTOR CARRIER APPLICATIONS FOR 
TACK.NG AND GATEWAY ELIMINATION 
IN FINANCE PROCEEDINGS 


February 25. 1975. 

The following notices are supplemental 
materials to the section 5(2) finance ap¬ 
plications listed below wherein each ap¬ 
plicant requests (1) to tack certain au¬ 
thorities in Its respective pending 
finance application, and (2) to concur¬ 
rently eliminate the gateway In order to 
provide the described direct service. 

Each applicant (except as otherwise 
specifically noted) states that there will 
be no significant effect on the quality of 
the human environment resulting from 
approval of Its appUcatlon. 

Protests to the granting of the re¬ 
quested authority must be filed with the 
Commission within 30 days after the 
date of this Federal Register notice.* 
Failure seasonably to file a protest will 
be construed as a waiver of opposition 
and participation In this noticed portion 
of the finance proceeding. 

A protest should comply with section 
247(d) of the Commission’s genera] rules 
of practice. The original and one (1) 
copy of the protest shall be filed with tho 
Commission, and a copy shall be served 
concurrently upon applicant’s represen¬ 
tative or applicant if no representative 
Is named. 


• Protasis to tbs letter notice In MO-52858 
may be filed with the Commission within 10 
days of this Pzdou Rxoam publication. 
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MC-F-l 1406—Artim Transportation Byntem, 
Inc.—Control and Merger—The Olenn 
Cartage Company. 

MC-F-l 1631—Ace Doran Hauling ft Rigging 
Co.—Pur.(P)—Daniel Hamm Drayage Co. 

MC-F-l 1748—Coastal Industrie* Inc.—Con¬ 
trol—P. B. Mu trie Motor Transportation. 
Inc. 

MC-F-l2030—Convoy Company—Control— 
Colorado Midland Transport Co. 

MC-F-l2041—Bourns Cartage Company— 
Pur ch a se —Els ton-Richards Storage Com¬ 
pany. 

MC-F-l2070—P-B Truck Line Company- 
Pur. (P) —Elmer L. Sims. O. Orant 81ms 
and Elmer L Sima (Trustee for 81ms Family 
Trust) dba Salt Lake Transfer Company. 

MC-F-12072—Northwest Transport Service, 
Inc.—Pur. (P)—Elmer L. 81ms, O. Orant 
81ms, and Elmer L Sims. (Trustee for Sims 
Family Trust), dba Salt Lake Transfer 
Company. 

MC-F-l2068—Herriott Trucking Company, 
Ino.—Pur. (P)—Oliver Truck Lines, Inc. 

MC-F 12080—Bond Transport. Inc.—Pur¬ 
chase— Park hi 11 Truck Company. 

MC-F-12090—Cedar Rapids 8toel Transporta¬ 
tion. Inc.—Purchase—The Kinnlson Truck¬ 
ing Company. 

MC-P-12004—Ace Doran Hauling A Rigging 
Oo—Pur. (F)—Tri-State Motor Transit Oo. 

MC-F-12007—Wills Trucking. Inc.—Pur. 
(P)—Drv Bulk Transoort. Inc. 

MC-F-12116—Aoe Doran Hauling A Rigging 
Co—Purchase—Engel Trucking, Inc. 

MC-F-12130—C W Transport, Inc.—Pur¬ 
chase—Zone Motor Freight, Inc. 

MC-F-l 2144—J. V. McNlcholas Transfer 
Company—Control and Merger—The J. M. 
Bar be Co. 

MC-F-12156—Ace Doran Hauling A Rigging 
Co—Pur. (P)—Tri-state Motor Transit Oo. 

MC-F-l 2172—Oliver Trucking Company. 

Inc.—-Pur (P)—Harrison-Shields Trans¬ 
portation Lines, Inc. 

MC-F-12188—J. B. Montgomery, Inc.—Con¬ 
trol and Merger—M Ol. Freight Company 

MC-F-l 2100—National Freight, Inc.—Pur¬ 
chase—Northeastern Trucking Company 

MC-F-l 2102—Howard Martin, Inc.—Pur¬ 
chase—Gary Motor Preight, Inc. 

MO-F-12100—General Highway Express, 

Inc.—Control and Merger—Rocthltsberger 
Transfer Company 

MC-F-l2202—C W Transport. Inc.—Control 
and Merger—The Overland Transportation 
Company 

MC-F-12213—C A H Transportation Oo. 
Inc.—Purchase (Portion)—A. A. Martin 
Transportation Co., Inc. 

MC-F-12237—Sen tie Trucking Corporation— 
Control and Merger—Craun Transporta¬ 
tion. Inc. 

MC-F-l 2274—Bond Transport, Inc.—Pur¬ 
chase—Donald Stump, dba Rlchley Cart¬ 
age Co. 

MC-F-12222—Old Dominion Freight Line— 
Merger—Star Transport Co., Inc. 

MC-F-12296—Twin City Freight. Inc.—Pur¬ 
chase (Portion)—United-Stick Ingham 

Freight Lines, Tnc. 

MC-F-12303—Dudley's Transcontinental 

Movers. Inc. et a).—Purchase—Trans- 
World Mover*. Inc. 

MC-F-12309—Von Der Ahe Van Lines. Inc — 
Purchase—Adobe Van A Storage. Inc. 

MC-F-12326—All Island Delivery Service, 
Inc.—Purchase * Erames Trucking Co , Inc. 

MC-F-12327—Bvrnei Long Inland Motor 
Cargo. Inc.—Pur (P)—All Island Delivery 
Service, Inc. 

MC-P-12332—Great Coastal Express, Inc — 
Purchase—Shippers Express, Inc. 

MC-F-12361— Fayard Moving and Transpor¬ 
tation Corporation — Purchase — H. J. 
Moran, dba 81nglng River Motor Freight 

MC-F-l2373—Hnllamore Motor Transporta¬ 
tion. Inc.—Purchase (Portion)—Fred Car¬ 
penter, Ino. 


MC-F 12378—James H. Hartman A Son. 

Inc.—Purchase (Portion)—Pe Idmont Pe¬ 
troleum Products, Incorporated 
MC-F-12381—Arrow Trucking Co —Purchase 

(Portion) —D A H Trucking, Inc. 
MO-F-12419— Arrow Carrier Corporation— 

Purchase—New England Transportation 

Company 

MC-F-12433—F-B Truck line Company— 

Purchase—Lester Smith Trucking, Inc. 

No MC 41406 (8ub-No. 48), filed Jan¬ 
uary 30. 1975. Applicant: ARTIM 

TRANSPORTATION SYSTEM. INC. 
7105 Kennedy Avenue, P.O. Box 2176, 
Hammond, Ind. 46323. Applicant’s rep¬ 
resentative: William J. Walsh (Same ad¬ 
dress as applicant). Authority sought to 
operate as a common carrier , by motor 
vehicle, over Irregular routes, transport¬ 
ing: iron and steel articles , (1) from 
points In Illinois, Indiana, and Michigan, 
to point* in Kentucky. Ohio, New York, 
Pennsylvania, and West Virginia. The 
purpose of this filing is to eliminate the 
gateways of Detroit and Monroe, Mich, 
and Middletown. Ohio; (2) from point* 
In Kentucky. Ohio, New York, Pennsyl¬ 
vania and West Virginia, to point* in In¬ 
diana. Illinois. Iowa, Missouri and Wis¬ 
consin. The purpose of this filing Is to 
eliminate the gateways of 8turgte. Mich, 
and Middletown. Ohio. This application 
is a gateway elimination request filed 
pursuant to the Commission’* Policy 
Statement in Ex Parte No. 55 < Bub-No. 
8> noticed in the Federal Register issue 
of December 9, 1974: and is directly re¬ 
lated to MC-F-l 1406 published in the 
Federal Register of December 30. 1971. 

No. MC 112304 (Sub-No. 02>. filed 
February' 3, 1975. Applicant: ACE 

DORAN HAULING A RIGGING CO., a 
Corporation. 1601 Blue Rock Street, 
Cincinnati, Ohio 45223. Applicant’s rep¬ 
resentative: John D. Herbert (Same ad¬ 
dress as applicant). Authority sought to 
operate a* a common carrier , by motor 
vehicle, over Irregular routes, transport¬ 
ing: Commodities . the transportation of 
which because of size or weight require 
the use of special equipment, between 
points In niinois, Indiana, Kentucky. 
Maryland, Michigan, New Jersey. New 
York, Ohio. Pennsylvania. Virginia, West 
Virginia. Wisconsin, and the District of 
Columbia, on the one hand, and, on the 
other, points In Louisiana. Oklahoma, 
and Texas. The purpose of this filing is 
to eliminate the gateways of Cairo and 
Hartford. Ill. and Paducah, Ky. This ap¬ 
plication is a gateway elimination re¬ 
quest filed pursuant to the Commission's 
Policy Statement in Ex Parte No. 55 
(Sub-No. 8) noticed in the Federal Reg¬ 
ister issue of December 9. 1974; and is 
directly related to MC-F-l 1631 published 
In the Federal Register of August 31, 
1972. 

No. MC 102616 (Sub-No. 909>. filed 
February 10. 1975. Applicant: COASTAL 
TANK LINES, INC.. 215 East Waterloo 
Road. Akron, Ohio 44319. Applicant's 
representative: David F. McAllister 
(wme address as applicant). Authority 
sought to operate as a common carrier 
by motor vehicle, over irregular routes, 
transporting: Liquid chemicals and pe¬ 
troleum products , in bulk, in tank vehi¬ 
cles, (1) from points In Connecticut, 


Maine, Massachusetts. New 
Rhode Island, Vermont, and N*w Ya* 
to points in the United 
Alasl» and Hawaii and points in hS£ 
County Tex.) The purpose of thli ftS 
Is to eliminate the gateways of 
and Cleveland, Ohio, Bridgeport 
ark, and Woodbrldge. NJ.. ChJcwS 
Summit, m. and CoraopoliTpa 
from Milwaukee, Wls., and its Own*, 
cial Zone and points in Delaware nil 
nois, Indiana. Kentucky, M Airland 
Michigan, North Carolina, Ohio P«S 
sylvania. West Virginia, and VUrtnUta 
points in Connecticut, Marne, Mass*. 
chusctts. New Hampshire, Rhode Z&Urut 
Vermont, and New York. The porno* 
of this filing Is to eliminate the gat*, 
ways of Balnbridge, Buffalo and Nlawn 
Falls. N.Y., Bridgeport, Newark, ind 
Woodbrldge, NJ., Carpentemtile 
Coraopolls and Philadelphia, Pa and 
Waltham. Mass. This application U * 
gateway elimination request filed per- 
suant to the Commission’s Policy State¬ 
ment In Ex Parte No. 55 <Sub-No. It 
notice in the Federal Register issue of 
December 9. 1974. and U directly related 
to MC-F-l 1748 published in thePnmi 
Register of December 18,1974. 

No. MC 52858 (Letter Notice dhtedy 
related to MC-P-12030), filed Jmo- 
ary 31. 1975. Applicant: CONVOY COM¬ 
PANY, a Corporation, P O. Box 10IIV 
Portland, Oreg. 97210. Applicant’! m>-i 
rffeentativc: T. R. Swennes (some id-j 
dress as applicant). Authority sought to 
operate as a common carrier, by actor 
vehicle, over irregular routes, tramped* i 
ing: Automobiles . trucks and bwci ar 
described In the report to the Comma-] 
slon in Descriptions in Motor Carta* 
Certificates, 61 M.C.C. 209 and W.a; 
secondary movements, in tnidsm 
service (except trailers not designed :o 
be drawn by passenger a utomobdleih be¬ 
tween points in Arizona nnd those pofintij 
in Colorado on or south of US Highway! 
50 and on or east of U S Highway 385 
The purpose of this filing is to eliminate 
the gateways at points in 
Colorado. This letter notice is filed part 
suant to the Commission's Policy State-1 
ment In Ex Parte No 55 (Sub-No. I • 
noticed in the Federal Register j 
December 9, 1974: and Is directly ^ 
la ted to MC-F-12030 published to t" 
Federal Register Issue of Novemwr 
1973. 

Note.—A pplicant not required to & * , 
▼tronmental Impact statement wits 
notice. 

No. MC 120450 (Sub-No. 4>. 
uory 23. 1975. Applicant; 

CARTAGE COMPANY s Corpw* 

146 Pleasant Street. 8.W., 

Mich. 49503. Applicants rep««n» i 
William B. Elmer. 21635 PPEm As* 
Road, St. Clair Shores. Mich. + 8 T| BI(Ji j 
thority sought to operate a* )rr «m>rj 
carrier, by motor vehicle, 
routes, transporting: n ,L.y» d4 

tween Chicago, W.. ^ odi^* 

Ohio, on the one of t&k j 

points in Michigan. The pur*** 
filing Is to diminate the f * w 
Muskegon and Grand HapW 
application Is a gateway 
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t pursuant to Lhe Commission’s 
g* Statement In Ex Parte No. 55 
e> noticed in the Federal Reg- 
Issue of December 9. 1974; and Is 
SrtiT related to MC-F-12041 published 
Register of November 21, 

•n 

to UC 125433 (Sub-No. 58). filed 
fttruirr 7, 1975 Applicant P-B TRUCK 
*r *2 COMPANY, a corporation. 1945 
5 cWih Redwood Road, Salt Lake City. 
F 4 h 84104 Applicant’s representative: 
Difid J. Uster (same address as appll- 
ncti Authority sought to operate as 
l£5 tuk» carrier by motor vehicle, over 
Ftcslar routes, transporting: (l) Afa- 
duvrf, muting and construction ma- 
tqirfpmcnf and supplies of un- 
gal sile and weight, ministg and con- 
grtctttt egalpmenf. self-propelled, each 
15.000 pounds or more, and 
BflcAinerv. tools . parts and sup- 
pa Danins In connection therewith. 
iod Iron and steel articles , os described 
a&Pirte No MC-4S, Descriptions in 
Jfoior Carrier Certificates Appendix V 
CltC.C. 27C (except mining and con- 
Sntexi materials, equipment, and sup- 
between points In California, on 
tteoehand. and. on the other, points in 
IfaBia*. Arizona, and Nevada. 17ie 
owe of this filing Is to eliminate the 
iwuy of Utah (2) commodities , the 
taaporiatlon of which because of size or 
so# requires the use of special equip-* 
act end related machinery parts and 
ntoM contractors' materials and sup- 
Pba then ihelr transportation Is inci- 
fcui to the transportation by carrier of 
ncatlties which by reason of size or 
•dtto require special equipment, ( 3 ) 
WpvpeUed vehicles, each weighing 
WWpounds 0 : more (except motor ve- 
mu defined In Section 203(a) (13) 
* te Interstate Commerce Act and ve- 
«« moving in drlveaway service, and 
std machinery, tools, parts, and sup- 
wb moving in connection therewith, be- 
»«opotita in Oregon and Washington, 
one hand. and. on the other. 
ESj® and New Mexico, re- 

la (2) and <3> above against the 
of boats, and <4> machin- 
itee1, pip€ ’ commodi- 
torsJ? Ds i >ortat,nn of Which, by rea- 
‘hc or weight, rer ulres the use of 
^equipment, and related machin- 
aad related contractors* *na- 
^’*d supplies when tl»eir trans- 
incidental to the tramporta- 
authorized above. 
i Washington, that part 

*2? tnd north of the 44th 
Idah0 ' Wy^lng. Ne- 
Arizona. The purpose of 
Shota? “7 flbninate the gateways of 

w ^ , l^& a plfw* , L c, article * M de * 

tb«, No. MC-45, Descrip- 

Certificates, Ap- 
m ' b<?twcen P° lnt » 

ta£~E*- 0re * on north of 44th 
fife. '»«5r- “° ntan »- Wyoming. 
Kenco Th* Arizona, and New 

th H fll,ng 

c* Month. gfttcw ^y* Of Idaho 
lAG *' < 8 > building material. 


between points In Washington. Ore¬ 
gon north of 44th parallel, Idaho, those 
In that part of Montana on and 
west of a direct north and south 
line extending from the northwest cor¬ 
ner of the United States and Can¬ 
ada, those in Wyoming west of the 
Continental Divide, those In Nevada east 
of a Une extending north and south 
through McDermitt, Nevada, including 
Winnemucca. Nevada, Utah, and Ari¬ 
zona. The purpose of this filing is to 
eliminate the gateways of Idaho. Mon¬ 
tana and Utah. <7) construction equip¬ 
ment (except self-propelled articles 
weighing 15,000 pounds or more and com¬ 
modities of which because of size or 
weight requires the use of special equip¬ 
ment) . from California, to points in that 
part of Colorado west of the Continental 
Divide, and points in Rio Arriba and San 
Juan Counties, N. Mex. The purpose of 
this filing is to eliminate the gateway 
of £.,!t Lake City. Utah. 

( 8 ) Building materials , between Cali¬ 
fornia, on the one hand, and, on the 
other, between points in Arizona, those 
in that part of Nevada east of a line ex¬ 
tending north and south through Mc¬ 
Dermitt, Nevada, including Winne¬ 
mucca, Nevada and those in Wyoming 
west of the Continental Divide. The pur¬ 
pose of this filing is to eliminate the 
gateways of Utah and Idaho. (9) pipe 
when shipped as construction material 
or mining material, between points in 
California, on the one hand. and. on the 
other, points in Wyoming, Nevada and 
Arizona. The purpose of this filing la to 
eliminate the gateways of Utah and 
Idaho. This application Is a gateway 
elimination request filed pursuant to the 
Commission’s Policy Statement in Ex 
Parte No. 55 (Sub-No. 8 ) noticed in the 
Federal Register issue of December 9. 
1974; and is directly related to MOF- 
12070 published In the Federal Register 
of January 9. 1974. 

No. MC 1977 (Sub-No. 23), filed De¬ 
cember 23, 1974. Applicant: NORTH¬ 
WEST TRANSPORT SERVICE, INC. 
5231 Monroe Street, Denver, Colo. 80218. 
Applicant's representative: Leslie R. 
Kelil. Suite 1600. Lincoln Center Build¬ 
ing. 1660 Lincoln Street. Denver. Cola 
80203. Authority sought to operate as a 
common carrier, by motor vehicle, over 
Irregular routes, transporting: General 
commodities (except those of unusual 
value, classes A and B explosives, house¬ 
hold goods as defined by the Commis¬ 
sion. commodities In hulk, and commodi¬ 
ties which, because of size or weight, 
require special handling or use of special 
equipment), between Denver. Colo., on 
the one hand, and. on the other, Boise. 
Pocatello. Blackfoot. and Idaho Falls, 
Idaho, and points in Utah within a 50- 
mile radius of Salt Lake City. Utah. The 
purpose of this filing is to eliminate tho 
gateway of Salt Lake City, Utah. This 
application is a gateway elimination re¬ 
quest filed pursuant to the Commission’s 
Policy Statement in Ex Parte No. 55 
(Sub-No. 8) noticed in the Federal 
Register issue of December 9. 1974; and 
Is directly related to MC-F-12072 pub¬ 


lished in the Federal Register of Jan¬ 
uary 9. 1974. 

No. MC 7920 (Sub-No. 13). filed Jan¬ 
uary 23. 1975. Applicant: HERRIOTT 
TRUCKING COMPANY. INC,. Alice and 
Sumner Streets, East Palestine. Ohi^ 
44413. Applicant’s representative: A. 
Charles Tell. 100 East Broad Street. Co¬ 
lumbus, Ohio 43215. Authority sought to 
operate as a common carrier , by motor 
vehicle, over irregular routes, transport¬ 
ing: General commodities (except thoso 
of unusual value. Classes A and B ex¬ 
plosives. household goods as defined by 
the Commission, commodities In bulk, 
and those requiring special equipment), 
between points In Ohio, on the one hand, 
and, on the other, points in Pennsylvania 
and those in West Virginia north of U.S. 
Highway 40. The purpose of this filing U 
to eliminate the gateways of Summltville 
and Kensington (Columbiana County), 
Ohio. This application is a gateway elim¬ 
ination request filed pursuant to tho 
Commission’s Policy Statement in Ex 
Parte No. 55 (Sub-No. 8 ) noticed In tho 
Federal Register issue of December 9. 
1974; and Is directly related to MC-F- 
12088 published In the Federal Register 
of January 16. 1974. 

MC 83745 ( 8 ub-No. 7). filed February 
3. 1975. Applicant: BOND TRANSPORT. 
INC.. P.O. Box 548. Irwin. Pa, 15642. Ap¬ 
plicant's representative: John A. Vuono, 
2310 Orant Building. Pittsburgh. Po. 
15219. Authority sought to operate as a 
common carrier, by motor vehicle, over 
Irregular routes, transporting: (a) Ma¬ 
chinery and such commodities as require 
specialized handling and specialized 
equipment because of their size and 
weight; (b) self-propelled articles . each 
weighing 15,000 pounds or more and re¬ 
lated machinery. tools, parts and supplies 
moving in connection therewith, between 
Pittsburgh, Pa. and points within 23 
miles thereof, on the one hand. and. ou 
the other, points In Indiana; and (c) 
self-propelled articles, each weighing 
15,000 pounds or more, and related ma¬ 
chinery, tools . parts and supplies In con¬ 
nection therewith, between Pittsburgh. 
Pa. and points within 25 miles thereof, on 
the one hand. and. on the other, points in 
that part of Illinois on and south of UJ9. 
Highway 24. The purpose of this filing Is 
to eliminate the gateway at any point in 
Ohio. This application is a gateway elim¬ 
ination request filed pursuant to tho 
Commission’s Policy Statement In Ex 
Parte No. 55 Sub-No. 8 noticed In tho 
Federal Register issue of December 9, 
1974; and directly related to MC-F-12089 
published in the Federal Register of 
January 16. 1975. 

No. MC 114273 (Sub-No. 228), filed 
February 3. 1975. Applicant: CRST. P.O. 
Box 68 . Cedar Rapids. Iowa 52406. Ap¬ 
plicant’s representative: Robert E. Kon- 
char. Suite 315 Commerce Exchange 
Building, 2720 First Avenue NE., P.O. 
Box 1943, Cedar Rapids, Iowa 52406. 
Authority sought to operate as a com¬ 
mon carrier . by motor vehicle, over Ir¬ 
regular routes, transporting: Genera! 
commodities (except those of unusual 
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value. Classes A and B explosives, live¬ 
stock, household goods as defined by 
the Commission, commodities in bulk, 
and those requiring special equipment ’. 
between Chicago. UL and points in its 
Commercial Zone as defined by the Com¬ 
mission and points In Illinois within 10 
miles of Chicago not included within 
the Chicago. Ill Commercial Zone, on 
the one hand, and, on the other, points 
in Ohio. The purpose of this filing Is to 
eliminate the gateway at Dayton. Ohio. 
This application Is a gateway elimina¬ 
tion request filed pursuant to the Com¬ 
mission's Policy Statement in Ex Parte 
No. 55 (Sub-No. 8) noticed In the Fed¬ 
eral Register issue of December 9. 1974: 
and 1s directly related to MC-F-12090 
published In the Federal Register issue 
of January 16, 1974. 

Norro.—Applicant U asking U> elimlnata 
* gateway of au lb art tie* It U looking 
operator of: (1) Klnni«on Trucking Com¬ 
pany in MC-F-12090; and (2) Lee Broa.. Inc. 
taMC-F-n358. 

No. MC 112304 (Sub-No. 90). filed 
January 31. 1975. Applicant: ACE 

DORAN HAULING k RIGGING CO., a 
corporation. 1601 Blue Rock Street. Cin¬ 
cinnati. Ohio 45223. Applicant's repre¬ 
sentative: A. Charles Tell, 100 East 
Broad Street, Columbus, Ohio 43215. 
Authority sought to operate as a com¬ 
mon carrier, by motor vehicle, over Ir¬ 
regular routes, transporting: <1) Com¬ 
modities. the transportation of which, 
because of size or weight, require spe¬ 
cial handling and the use of special 
equipment, and/or self-propelled articles 
each weighing 15,000 pounds or more, 
and related machinery . tools, parts, and 
supplies rooting in connection therewith 
(restricted to self-propelled articles 
which are transported on trailers), from 
points in Indiana, that portion of Ken¬ 
tucky on and east of a line beginning at 
the Kentucky-Indlana State line near 
Evansville. Ind., thence In a southerly 
direction via UB. Highway 41 to its 
Junction with U.S. Alternate Highway 
41. thence via U.S. Alternate Highway 
41 to the Kentucky-Tcnnessee State line, 
Michigan, New Jersey. New York. Ohio. 
Pennsylvania, and West Virginia, to 
points in California. Nevada, and Utah, 
with no transportation on return, ex¬ 
cept as otherwise authorized. Restric¬ 
tion: The operations authorized under 
the commodity description next above 
are restricted against the transportation 
to Utah and Ncvnda of commodities 
which because of size or weight, require 
special handling and the use of special 
equipment, used in or In connection with 
the construction, maintenance, repair, 
operations, servicing, or dismantling of 
pipelines. The purpose of this filing is 
to eliminate the gateways of Michigan 
and Ohio. 

<2) Commodities, the transportation 
of which because of size or weight, re¬ 
quire special handling and the use of 
special equipment, from points in 
Maryland. Virginia and the District of 
Columbia, to points in California. Ne¬ 
vada and Utah. Restriction: The oper¬ 
ations authorized under the commod¬ 


ity description next above are re¬ 
stricted against the transportation to 
Utah and Nevada of commodities used 
in or in connection w r lth the construction, 
maintenance, repair, operations, servic¬ 
ing. or dismantling of pipelines. The pur¬ 
pose of this filing is to eliminate the gate¬ 
way of Ohio. This application is a gate¬ 
way elimination request filed pursuant to 
the Commission's Policy Statement in Ex 
Parte No. 55 (Sub-No. 8) noticed in the 
Federal Register Issue of December 9. 
1974; and is directly related to MC-F- 
12094 published in the Feoeral Register 
of January 23, 1974. 

No. MC 52661 iSub-No. 32). filed 
June 4,1874. Applicant: WILLS TRUCK¬ 
ING. INC., 5755 Granger Road. Cleve¬ 
land. Ohio 44151. Applicant's representa¬ 
tive: Paul F. Beery. 8 East Broad Street, 
Columbus, Ohio 43215. Authority sought 
to operate as a common carrier. by motor 
vehicle, over Irregular routes, transport¬ 
ing: <I> Crushed raw limestone, in bulk, 
in dump vehicles, from points in Pennsyl¬ 
vania and West Virginia within 50 miles 
of Welrton, W. Va.. to points in Michigan. 
The purpose of this filing is to eliminate 
the gateway of points in Ohio within 
fifty <50> miles of Welrton. W. Va. (2) 
calcium chloride. in bulk, in dump ve¬ 
hicles. from the site of the storage facili¬ 
ties of the Terminal Import-Export Com¬ 
pany at Lorain. Ohio, to points in West 
Virginia within fifty (50) miles of Welr¬ 
ton. W. Va The purpose of this filing is to 
eliminate the gateway of points in Penn¬ 
sylvania within fifty (50) miles of Welr¬ 
ton, W Va. (3) sand, in bulk, from points 
in Michigan, to points in Pennsylvania 
and West Virginia within fifty (50) miles 
of Welrton, W. Va. The purpose of this 
filing is to eliminate the gateway of points 
in Ohio. 

(4) Petroleum coke, in bulk, in dump 
vehicles, from Robinson. Ill., to points in 
Pennsylvania and West Virginia within 
fifty (50) mUes of Welrton, W. Va. The 
purpose of this filing is to eliminate the 
gateway of points in Ohio within fifty 
(50) miles of Welrton. W. Va. (5) Re- 
carbonising coke, la bags, from Toledo 
and Cleveland. Ohio, to points In West 
Virginia within fifty (50) miles of Welr¬ 
ton, W. Va. The purpose of this filing is 
to eliminate the gateway of points in Ohio 
within fifty (50) miles of Welrton. W.V&, 
(6) Recarbonising coke, in bulk, from 
Detroit, Mich., to points in West Virginia 
fifty (50) miles of Welrton, W. Va. The 
purpose of this filing is to eliminate the 
gateways of points in Ohio and Penn¬ 
sylvania within fifty (50) miles of Welr¬ 
ton, W. Va. (7) scrap metal . in dump 
vehicles, between points in Michigan, an 
the one hand, and, on the other, points 
In Pennsylvania and West Virginia fifty 
(50) miles of Welrton. W. Va. The pur¬ 
pose of this filing is to eliminate the 
gateway of points in Ohio within fifty 
(50) miles of Welrton. W Va. <8> ferro 
allop 8 . in bulk, in dump vehicles, between 
points in Pennsylvania and West Vir¬ 
ginia within fifty (50) miles of Welrton. 
W. Va. on the one hand, and. on the 
other, points in Michigan within forty 
<40) miles of Monroe. Mich. The pur¬ 
pose of this filing la to eliminate the 


gateway of points In Ohio. This 
Uon is a gateway elimination rwLt 
filed pursuant to the Cammi*j®*» 
Policy Statement in Ex Parte 
(Sub-No. 8) noticed in the PwauR*! l 
ister issue of December 9. 1974 bujJ 
directly related to MC-JM2097 p*J 
lished in the Federal Rjunsm of Ji&. 
uary 23. 1974. 

No. MC 112304 (Sub-No. 91 ), 
January 31, 1975. Applicant: * ace I 

DORAN HAULING k RIGGING-00 ft] 
corporation. 1601 Blue Rock Street, Cin¬ 
cinnati. Ohio 45223. Applicant* repre¬ 
sentative: A. Charles Tell, iOOEastBnxd 
Street, Columbus, Ohio 43215. Author* 
sought to operate as u common ctxmrr i 
by motor vehicle, over irregular route! j 
transporting: Machinery, the tnuatpor* 
tatton of which, by reason of sire cr j 
weight, requires the use of special eq-jip- 
ment. between points in the Dtstm ( 
Columbia, Illinots. Indiana, Kentucky.] 
Maryland. Michigan, New York OfejoJ 
Pennsylvania. Virginia. West VbgWx] 
and Wisconsin, on the one hand. 1 
on the other, Connecticut, the Distorts 
Columbia. Maryland. MtrachlMlfclj 
Jersey, New York, and Rhode Bind TheJ 
purpose of this filing is to eliminate the 
gateway of Chester County, P». This im¬ 
plication is a gateway diminution re-j 
quest filed pursuant to the Commlatook] 
Policy Statement in Ex Parts No 51] 
(Sub-No. 8) noticed in the FediuiR*- 
irter issue of December 9, 1974; and ij 
directly related to MOP-12114 P«M 
lished in the Feoeral Regwt* of Jw-| 
uary 30, 1974. 

No. MC 111594 (Sub-No. 65).fitaiDf] 
©ember 23.1974. Applicant: CW TRANS¬ 
PORT. INC,, 610 High Street, Wkcw- 
sin Rapids, Wls. 54494. Applicant'ftiefW- 
sentative: Carl L. Steiner, 38 South Uj 
Salic Street, Chicago. Ill. 60043. Author¬ 
ity sought to operate as a common aM 
rier, by motor vehicle, over 
routes, transporting General < 
tics (except Classes A and B 1 
livestock, household goods as 
the Commission, commodities 
and those requiring special 
between points In the St Louis, Wo.-Ea«j 
S t. Louis. I1L Commercial Zon^on “J 
one hand. and. on the othtf. po® J 
Minnesota and Wisconsin, thoae » 
no is on and north of a line her 
at the Missouri-Illinois border, 

east via U S. Highway 54 U) the 
of U.S. Highway 36. thence ft t_ 

U S. Highway 36 to the Junction c 
Highway 121. thence over state 
121 to the junction of SUU H*b 


130. thence south ov , or r ,| U ^,.^ «j 
130 to the Junction of U-S ■■ yJ 

thence cast over U-S. HlghwJ 
IlllnoU-Indlann State Unt TO I 
of this filing Is to eliminate th* 
of the Hussman RefrlgcraU ^ 

plant site located at BrldgeWijW^ ? 

application Is a commit" 

quest filed pursuant to th ^ £ 

Policy Statement In E* ***?,. 0tCI 
No. 8 noticed In the 
Issue of December 9.1974: ondt l 
—■«* to MC-F-.2.M 
PEL'KUAt Rxcisnut of February 
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ur 14552 (Sub-No. 60>. filed January 
c 1175 Applicant: J. V McNICHOLAS 
SiisTER COMPANY. 555 West Pcd- 
tnl Street Youngstown. Ohio 44501. Ap- 
idcTi representative: Paul P. Beery, 
ijS Bread Street. Ninth Floor. Co- 
toba.Ohto 43215. Authority sought to 
as a common carrier , by motor 
orer Irregular routes, transport¬ 
er (11 Pipe and tubing (except corn¬ 
ed in bulk and rolling mill rolls) 
ill between points in West Virginia. 

New York. Ohio, and Penn- 
on the one hand. and. on the 
*fcr. potato to Connecticut. Delaware. 
jtuyUnd. Massachusetts. New Jersey, 
Htode litand. Virginia. Wisconsin, and 
to District of Columbia. The purpose of 
toi Altai is to eliminate the gateways 
it Hancock. Brooke and Ohio Counties, 
I.Vi <2> Iron and steel products <cx- 
apt commodities in bulk and commodi¬ 
ty requiring special equipment), (a) 
ktoten potato in Ohio, on the one hand, 
iM, on the other, points in New York, 
taelumn. Michigan, and West Vlr- 
gLi rb> Between points in Michigan, 
atoooehand, and. on the other, points 
It New York. Pennsylvania, and West 
Vrcuta. (c) Between points in New 
Tort cn the one hand, and. on the other, 

| potato tn Pennsylvania and West Vir- 
psfit (d» Between Pennsylvania, on the 
! «* hind, and. on the other, points in 
WstVbgtaU. 

I 0) Steel pipe, conduit . metallic tubing 
aifcth ifj for the above described com- 
jBfldiUes, 1 a) prom points In West Vlr- 
te, Michigan. New York. Ohio, and 
^yhanla to points In Illinois. In- 
ofik Iowa. Kentucky. Michigan. Wta- 
aata Mtesouri. Minnesota, and West 
rowM. The purpose of this filing is 
»totaat* the gateway at Welrton. W. 

JP ft* m| H npdpmen/, materials, 
wwwfaer (except commodities In bulk. 
Bl wttum m rolls'!, (a) Prom points 

VkSS ?* 01 cu1, Dclawtu ‘t. Maryland. 

Michigan, New Jersey, 

LkM vPa 0 ^ 0 ' p «' n *yl va nla. Rhode 
Virginia. Wlscon- 

*£ut fttn DL ! trtC ! ° f C0lUmbla . 

New York, and 

^ P ur ww« of this filing 

«vS<w!Lh U,e Kalewftjr of The Ed- 

al Wa «Tcn. Ohio. 

fc «£? ^ *if* { pipe - conduit, mctaJ- 
nw for the above de- 
<a> From points In 
S^! 0 ' York, and West 
KKe«^i UL5 M ^ l mino1 *' In^hkna. 

' . Mlthlgan . Wisconsin. 
«u nd Wcst Ylrglnla. 
IftKS 4 flUn * b to eliminate 
“ Warren ' °hlo. 

*r!i ZM aeZZ‘^° 0TltaiTUr ends - and 
ta fat-S******* for the commodl- 
B# °liua *> ve <exc «Pt rommodl- 
taedal c °nimo<IlUe« requiring 

<a> Yrom points In 
M tii. e.»V <1 aesl of a line be- 
***a Soundary line be- 

Pennsylvania 
t£M4, Pennsjlvanla Hlgh- 

. > 1 , . ***t over Pennsylvania 

I^**• ^snorth r T CUon Us H 1 «h- 
north along US. Highway 


19 to Intersection Pennsylvania Highway 
65, thence north along Pennsylvania 
Highway 65 to intersection Pennsylvania 
Highway 989. thence north along Penn¬ 
sylvania Highway 989 to intersection 
Pennsylvania Highway 68. thence east 
along Pennsylvania Highway 68 to Inter¬ 
section Pennsylvania Highway 138, 
thence east along Pennsylvania Highway 
138 to intersection Pennsylvania High¬ 
way 308. thence north along Pennsyl¬ 
vania Highway 308 to Pennsylvania 
Highway 8. thence north along Penn¬ 
sylvania Highway 8 to Intersection Uj 8. 
Highway 62, thence east along UB. High¬ 
way 62 to intersection U.8. Highway 322, 
thence north along UB. Highway 322 
to intersection Pennsylvania Highway 
173. thence west along Pennsylvania 
Highway 173 to intersection Pennsyl¬ 
vania Highway 285, thence west along 
Pennsylvania Highway 285 to intersec¬ 
tion OB. Highway 6. thence west along 
UB. Highway 6 to the 8tate Boundary 
line between Ohio and Pennsylvania to 
points in Delaware. Indiana. Kentucky, 
Maryland. Michigan, New York, Penn¬ 
sylvania and West Virginia. The purpose 
of this filing is to eliminate the gateway 
at the 35 mile radius of Youngstown and 
the 15 mile radius from Burgettstown, 
Pa. 

(b) Empty metal containers; container 
ends and parts and accessories for the 
commodities described above. Between 
Akron, Ohio, on the one hand. and. on 
the other, points In Delaware. Indiana 
Kentucky. Maryland, Michigan. New 
York, Pennsylvania, and West Virginia. 
The purpose of this filing Is to eliminate 
the gateway at Warren. Ohio. 

(c) Empty metal containers. container 
ends and parts and accessories for the 
commodities described above. Prom 
Youngstown. Ohio, to points in Dela¬ 
ware. Indiana, Kentucky, Maryland, 
Michigan. New York. Pennsylvania, and 
West Virginia. The purpose of this filing 
is to eliminate the gateway at Youngs- 
town, Ohio to points within 35 miles 
thereof. 

(7) Household goods, as defined by the 
Commission, (a) Between Pennsylvania, 
New York, and West Virginia, on the one 
hand, and, on the other, points in Penn¬ 
sylvania. West Virginia, and New York 
(except office furniture and equipment 
and store fixtures between Youngstown. 
Ohio, on the one hand, and. on the other, 
points in Pennsylvania within 35 miles of 
Youngstown). The purpose of this filing 
is to eliminate. the gateway of Trumbull 
County. Ohio. This application is a gate¬ 
way elimination request filed pursuant 
to the Commission's Policy Statement in 
Ex Parte No. 55 Sub-No. 8 noticed in the 
Federal Register issue of December 9. 
1974; and directly related to MC-F- 
12144 published in the Federal Register 
of March 6, 1974. 

No. MC 112304 (Sub-No. 89), filed 
January 31. 1975. Applicant: ACE 

DORAN HAULING L RIOOINO CO., a 
Corporation, 1601 Blue Rock Street. Cin¬ 
cinnati. Ohio 45223. Applicant's repre¬ 
sentative: A. Charles Tell. 100 East Broad 
8treet, Columbus. Ohio 43215. Authority 
sought to operate as a common carrier 


by motor vehicle, over Irregular routes, 
transporting: (1) Contractors' equip¬ 
ment and commodities, the transporta¬ 
tion of which, by reason of size or weight, 
require the use of special equipment, 
and/or self-propelled articles each 
weighing 15.000 pounds or more, and re¬ 
lated machinery, tools, parts and sup¬ 
plies moving in connection therewith, 
(a) between points in that portion of 
Indiana on and east of a line beginning 
at the minois-Indiana state line at or 
near Lake Michigan via UB. Highway 
41 to its junction with UB. Highway 52, 
thence via UB. Highway 52 to Its junc¬ 
tion with Interstate Highway 65, thence 
via Interstate Highway 65 to Its junction 
with Interstate Highway 465. thence via 
Interstate Highway 465 west and south 
of Indianapolis. Ind., to its junction with 
Interstate Highway 65, thence via In¬ 
terstate Highway 65 to the Indiana- 
Kentucky state line at Jeffersonville. 
Ind.. on the one hand, and, on the other, 
points in Texas, (b) between points in 
that portion of Kentucky on and north of 
a line beginning at the Kentucky-Indiana 
state line at Louisville, Ky., thence via 
Interstate Highway 64 to Its junction 
with UB. Highway 60. thence via UB. 
Highway 60 to its junction with Ken¬ 
tucky Highway 15 at or near Winchester. 
Ky.. thence via Kentucky Highway 15 to 
its junction with UB. Highway 119, 
thence via U.S. Highway 119 to its junc¬ 
tion with UB. Highway 23 at Jenkins, 
Ky. 

Thence via UB. Highway 23 to the 
Kentucky-Virginla state line, on the one 
hand, and. on the other, points In Texas, 
(c) between points in Cook. Lake, and 
DuPage Counties. Ill. and those in Ken¬ 
osha. Racine. Waukesha and Milwaukee 
Counties, Wls., on the one hand, and, on 
the other, points in that portion of Texas 
on, south and east of a line beginning 
at the Texas-Louisiona state line, thence 
via Interstate Highway 10 to its Junction 
with UB. Highway 90 at Beaumont. Tex., 
thence via UB. Highway 90 to Its Junction 
with Interstate Highway 610, thence via 
Interstate Highway 61* to Its junction 
wrlth UB. Highway 290. thence via UB. 
Highway 290 to its junction with U S. 
Highway 67. thence via U.8. Highway 67 
to the United States-Mexican boundary 
line, and (d> between points in Michi¬ 
gan, New Jersey, New York. Ohio, Penn¬ 
sylvania. and West Virginia, on the one 
hand, and. on the other, points in Texas 
and (2) commodities , the transportation 
of which, because of size or weight, re¬ 
quire the use of special equipment, be¬ 
tween points In Maryland, the District 
of Columbia and that portion of Vir¬ 
ginia on, north and east of a line be¬ 
ginning at the Virginia-West Virginia 
state line near Summit. Va., thence via 
US. Highway 60 to it * Junction with U.8. 
Highway 15. thence via UB. Highway 15 
to Its Junction with UB. Highway 460, 
thence via UB. Highway 460 to its junc¬ 
tion with Virginia Highway 40, thence 
southerly via Virginia Highway 40 to Its 
junction with Virginia Highway 46, 
thence via Virginia Highway 46 to the 
Virginia-North Carolina state line, on 
the one hand, and. on the other, points 
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In Texan. The purpose of this filing Is to 
eliminate the gateways of Michigan and 
Ohio. This application Is a gateway eli¬ 
mination request filed pursuant to the 
Commission's Policy Statement In Ex 
Parte No. 55 (Sub-No. 8) noticed in the 
Federal Register issue of December 9. 
1974; and is directly related to MC-P- 
12155 published in the Federal Register 
of March 13. 1974. 

No. MC 118014 (Sub-No. 69). filed Jan¬ 
uary 28. 1975. Applicant: OLIVER 

TRUCKING COMPANY. INC.. P.O. Box 
53. Winchester. Ky. 40391. Applicant's 
representative: Maxwell A. Howell, 1511 
K Street NW.. Washington, D.C. 20005. 
Authority sought to operate as a com¬ 
mon carrier, by motor vehicle, over ir¬ 
regular routes, transporting: Iron and 
steel and iron and steel articles as de¬ 
scribed in Appendix V to the report in 
Descriptions in Motor Carrier Certifi¬ 
cates, 81 M.C.C. 209, except commodities 
which because of size or weight require 
special equipment, from Coraopolls. Mc¬ 
Keesport, Neville Island and Pittsburgh. 
Pa., to points in Alabama. North Caro¬ 
lina, South Carolina, and Tennessee, with 
no transportation for compensation on 
return except as otherwise authorized. 
The purpose of this filing is to eliminate 
the gateway oT Ashland. Ky. This appli¬ 
cation is a gateway elimination request 
filed pursuant to the Commission's Policy 
Statement U. Ex Parte No. 55 Sub-No. 8 
noticed in the Federal Register issue of 
December 9. 1974; and is directly related 
to MC-F-12172 published In the Federal 
Register of March 27, 1974. 

No. MC 140024 (Sub-No. 51), filed 
January 20. 1975. Applicant: J. B. 

MONTGOMERY. INC.. 5565 E. 52nd 
Street, Commerce City. Colo. 80216. Ap¬ 
plicant's representative: Charles W. 
Singer. 2440 E. Commercial Boulevard, 
Fort Lauderdale, Fla. 33308. Authority 
sought to operate os a common carrier , 
by motor vehicle, over Irregular routes, 
transporting: Such commodities t as are 
usually dealt in. or used by, meat, fruit 
and vegetable packinghouses and whole¬ 
sale and retail department stores, except 
Classes A and B explosives, household 
goods as defined by the Commission, 
commodities in bulk, commodities re¬ 
quiring special equipment, and those in¬ 
jurious or contaminating to other lad¬ 
ing, between Kansas City and North 
Kansas City. Mo. and Kansas City. Kans., 
and points in Missouri within 10 miles of 
the points named, on the one hand, and, 
on the other, Denver. Colo, and Chicago 
and Blue Island. Ill. The purpose of this 
filing is to eliminate the gateways of 
points in Kansas within 10 miles of 
Kansas City and North Kansas City, Mo. 
and Kansas City. Kans. Tills application 
is a gateway elimination request filed 
pursuant to the Commission's Policy 
Statement In Ex Parte No. 55 Sub-No. 8 
noticed in the Federal Register issue of 
December 9, 1974; and is directly related 
to MC-F-12188 published in the Federal 
Register of April 17. 1974 and repub¬ 
lished in the Federal Register of May 31. 
1974. 


No. MC 28260 (Sub-No. 144), filed 
February 3, 1975. Applicant: NATIONAL 
FREIGHT, INC., 67 West Park Ave.. 
Vineland. N.J. 08360. Applicant’s repre¬ 
sentative: David O. MacDonald. 1000 
16th St. NW, Washington. D.C. 20036. 
Authority sought to operate as a com¬ 
mon carrier, by motor vehicle, over ir¬ 
regular routes, transporting: General 
commodities (except those of unusual 
value, classes A and B explosives, house¬ 
hold goods as defined by the Commis¬ 
sion, commodities in bulk and com¬ 
modities requiring special equipment), 

(1) between Columbus, Atlanta, and 
Augusta, Ga., and points in South Caro¬ 
lina and North Carolina, on the one 
hand, and. on the other, points in Vir¬ 
ginia on and east of UJS. Highway 15. 
points in Maryland. Pennsylvania, 
Delaware, New York. New Jersey, Con¬ 
necticut. Rhode Island, and Massachu¬ 
setts; and (2) between Savannah. Ga.. 
on the one hand, and. on the other, points 
In South Carolina, North Carolina, Vir¬ 
ginia, on and east of U.S. Highway 15, 
Maryland. Pennsylvania, Delaware. New 
Jersey, New York, Connecticut, Rhode 
Island, and Massachusetts. The purpose 
of this filing is to eliminate the gateways 
at Richmond, Va. and Baltimore. Md. 
This application is a gateway elimination 
request filed pursuant to the Commis¬ 
sion's Policy Statement in Ex Parte No. 
55 (Sub-No. 8) notice^ in the Federal 
Register Issue of December 9. 1974; and 
Is directly related to MC-F-12190 pub¬ 
lished in the Federal Register of 
April 17, 1974. 

No. MC 103373 (8ub-No. 6), filed 
February 4, 1975. Applicant: HOWARD 
MARTIN, INC., 4315 Mever Road. Fort 
Wayne. Ind. 46806. Applicant’s repre¬ 
sentative: Leonard R. Kofkin, 39 South 
LaSalle Street, Chicago. IU. 60603. Au¬ 
thority sought to operate as a common 
carrier, by motor vehicle, over irregular 
routes, transporting: Such commodi¬ 
ties as require special equipment or 
specialised handling because of siae or 
weight, between points in Ohio. Indiana 
and Michigan, on the one hand. and. 
on the other, points in Lake, Cook and 
DuPage Counties, I1L The purpose of 
this filing is to eliminate the gateway of 
points in that part of Lake County, Ind. 
in the Chicago. JXL Commercial Zone. 
This application is a gateway ellmlnl- 
natlon request filed pursuant to the 
Commission's Policy Statement In Ex 
Parte No. 55 <8ub-No. 8) noticed in the 
Federal Register Issue of December 9, 
1974: and Is directly related to MC—F— 
12192 published in the Federal Recistee 
of April 24. 1974. 

No. MC 97841 (Sub-No. 21), filed 
January 31. 1975. Applicant: GENERAL 
HIGirWAY EXPRESS. INC., P.O. Box 
727, Sidney, Ohio 45365. Applicant's 
representative: PAul F. Beery, 8 East 
Broad St.. Ninth Floor, Columbus. Ohio 
43215. Authority sought to operate as a 
common carrier, by motor vehicle, over 
irregular routes, transporting: (1) Gen¬ 
eral commodities (except classes A and 
B explosives, livestock, groin, petroleum 
products in bulk, household goods as de¬ 


fined by the Commit ion. wyj ^ 
modities requiring special equipm®?’ 
between the Kentucky portion MtLl 
Cincinnati, Ohio Commi-rcLa! Zone ind 
the West Virginia portion of the 
Liverpool, Ohio Commercial Zont. ® 
the one hand. and. on thcr other mm 
in Ohio. The purpose of this filing k u 
eliminate the gateways at Shelby Oh* 
and Sidney. Ohio. 

(2) Household ooods as defined 1* tt* 
Commission, between polnu in nifcok 
Indiana. Michigan, Missouri, New Yo* 
and Pennsylvania, on the one hand, and, 
on the other, point* in Ohio. The par. 
pose of this filing is to eliminate the 
gateways at points in Ridilund County 
Ohio and Sidney, Ohio. 

(3) (a) Kitchen appliance andeebfad 
i call systems . from points tn Ohio, is 
points in Maine. Vermont. New 
shire, Massachusetts. Connecting 
Rhode Island, New York. New Jersey, 
Delaware, Pennsylvania. Maryland, Vir¬ 
ginia, West* Virginia, North Carolina 
South Carolina. Georgia. Florida, Ala¬ 
bama, Tennessee, Kentucky, Michigan. 
Indiana, Illinois, Wisconsin, 
Louisiana. Arkansas. Missouri, lovv. 
Minnesota and the District of Columbia 
The purpose of this filing Is to eliminate 
the gateways at Sidney. Ohio and the 
plant site of Tappan Company, in Rich¬ 
land County. Ohio. 

(3) (b) Equipment, matcriah and nip- 
plies used in the manufacture of the com¬ 
modities described In <3)<a) above'ex¬ 
cept iron and steel articles and com¬ 
modities in bulk). from Richmond.Ind. 
Freeland ana Philadelphia, Pa.. Penn¬ 
ington and Walled Lake. Mich.. Oak*- 
burg. HL, Dayton. Tenm. and Hart¬ 
ford, Conn., to points In Ohio. Tb» 
purpose of this filing Is to eliminate 
the gateway at Sidney. Ohio, and the 
plant site of Tappan Co., in Rfchkad 
County. Ohio. This application la a P^- 
way elimination request tiled punas* 
the Commission’s Policy StaUam* ®; 
Ex Parte No. 55 (Sub-No. 8» ***** 
the Federal Register issue of P*®' 
ber 9.1975; and is directly related toMC- 
F-12199 published in the Fedoal Ren¬ 
ter of April 24.1974. 

MC 111594 (Sub-No 64). W«|_ 
arv 13. 1975. Applicant: C 
PORT, INC.. 610 High Street. 

Rapids. Wta. 54494 Applicant ^ 
sent-ative: Jack Goodman. 33 
LaSalle Street. Chicago. HI. W603J' 
thority sought to operate as a 
carrier, hy motor vehicle, over 
routes, transporting: General «** 
tin (except those of 
Classes A and B wm- 

goods as defined by the CotnmL 
modities in bulk, and £L, t 
speclnl equipment. <U> ^Virolls* » 
NorUt Carolina and Sou** 

Kansas City. Mo.; c *V c ^?nii n ij*svftM* 
Hi.: point* In that part of 
a 50 mile radUis of Batavia - 
Mo., and Alton. BL and f f lmi5 ,tr 

The purpose of this /jyo (SI 

the gateway of Clnnctnna . ^ 

From Chicago and points to ^ ^ 

Illin ois within 


' radius^ 
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fflpnU to «n points In North 
.LjTanTnd east of a line beginning 
TmcOm of US Highway 25 and 
■tertfi Carolina-South Carolina 
^'itoe Uiencc north over US. Illgh- 
10 ' Asheville: thence north over 
j Ejjiwj 23 to the North Carollna- 
‘ZL Stale line The purpose of 
u to eliminate the gateway of 

— rthift 

a ynm Kansas City and Gt Louis, 
id; Alton. Illinois, and all point* 
to all points In North Caro- 
on and east of a Une begin- 
silthc junction of U.S Highway 321 
iiti* North Carolina-South Carolina 
^Il«, thence north over UB. Hlgh- 
1 81 to the junction of North Caro- 
! Highway 16 at or near Conover: 

NorUi Carolina Highway 16 
jjijaacUon of North Carolina High- 
o U a: or near Wllkesboro; thence 
onr North Curollna Highway 18 
i uie North Carolina-Vlrglnlr State 
L Tbe purpose of this filing Is to 
the gateway of Columbus, 

«• Proa Chicago and Peoria, and 
Illinois, and all points in that 
[tdUUnoh within a 50 mile radius of 
, Illinois; Kansas City and St 
lUteourt. and all points In Indiana 
i id points In South Carolina located 
i mu and south of a Une beginning 
tk junctor. of V S Highway 29 and 
t South Carolina-C»eorgta 8late Une; 

> north and east over U S. Hlgh- 
8 to the North Carolina-South 
18 tate line The purpose of this 
is to eliminate the gateway of 
a. Ohio, 

6' Prom Peoria. Illinois to all points 
i Jfcrth Carolina located on and east of 
hi bettering at the junction of UB. 

' wy J21 and the North Carolina - 
* Carolina State line: thence north 
*118 Highway 321 to the Junction of 
‘t Highway ie at or near Conover; 
re north over State Highway 16 to 
* Junction of State Highway 18 at or 
"Uwiltasboro; thence north over 8tate 
II to the North Carolina-Vlr- 
i SUte line The purpose of this 
J* eliminate the gateway of 
too, Ohio. 

UwhnlUe. Kentucky, on 
irKj « °u the other. points 
located on and east of 
«ottetng at the Junction of UB. 
TV the North Carollno- 

thence north 
EJl^ 1 *** to the Junction of 
etf at or ncar Conover; 

8 UU; Highway 16 to 
u S-at< Highway 18 at or 

lhnlc * north over 
wS&F* to U»e North CaroUna- 
>Wtaw£t** : “*« Points in South 
S bwtn^i ^ on * coil, and south of a 

v 0,6 juncu ^ <>t vl 

8° uth Cnrollna- 
its in v ,n * : lhenw north and cast 
- * “^ T1 y 20 to the North Caro- 

>«tta£?“? tateHne - Thc ‘> Uf - 
U 10 Cllmlnat ® 0x0 
•h»„ Umbus - ° h, °- This appll- 
****** elimination request 


filed pursuant to the Commission's 
Policy Statement hi Ex Parte No. 55 Sub- 
No. 8 noticed In the Federal Register 
issue of December 9. 1974: and directly 
related to MC-F-12202 published in the 
Federal Register of May 1.1974. 

No. MC 83539 (Sub-No. 404). filed Jan¬ 
uary 9. 1975 Applicant: CL H TRANS¬ 
PORTATION CO . rNC., 1936-2010 West 
Commerce Street. P.O Box 5976. Dallas, 
Tex. 75222. Applicant’s representative: 
Thomas E. James (same address as ap¬ 
plicant) . Authority sought to operate as 
a common carrier by motor vehicle, over 
irregular routes, transporting: (1) Heavy 
machinery and such commodities requir¬ 
ing special handling or rigging because 
of size or weight, (a) between points in 
New Hampshire and that part of Maine 
south of a Une beginning at the Atlantic 
Ocean. 5 miles north of Cutler. Maine, 
and extending in a westerly direction 
through Mach las. Bangor, and Wilsons 
Mills to the Maine-New Hampshire State 
Une on the one hand. and. on the other, 
points in Alabama. Alaska. Arizona. Ar¬ 
kansas, Colorado. Florida. Georgia, 
Idaho. Illinois. Indiana. Iowa. Kansas. 
Louisiana. Maryland, Michigan. Minne¬ 
sota. Mississippi. Missouri. Montana. Ne¬ 
braska, New Jersey. New Mexico. New 
York. North Carolina, North Dakota. Ok¬ 
lahoma, Oregon. Pennsylvania. South 
Dakota, Tennessee, Texas. Washington. 
Wisconsin and Wyoming. The purpose of 
this filing Is to eliminate the gateways 
of the 25 mUe radius of Boston, Mass.. 
Philadelphia and Braddock. Pa., the 50 
mile radius of Nashville. Tenn., points 
in Illinois and Texas, and points In Mon¬ 
tana west of Dupuycr and Butte. Mont. 

(b) between points in that part of 
Maine south of a Une beginning at the 
Atlantic Ocean. 5 miles north of Cutler, 
Maine, and extending in a westerly di¬ 
rection through Mnchias. Bangor, and 
Wilsons Mills to the Maine-New Hamp¬ 
shire 8tate Une, on the one hand, and, 
on the other, points in California and 
Utah. The purpose of this filing is to 
eliminate the gateway of the 25 mUe 
radius of Boston. Mass. 

(c) from points In New Hampshire and 
that part of Maine south of a Une be¬ 
ginning at the Atlantic Ocean, 5 miles 
north of Cutler, Maine, and extending 
In a westerly direction through Machlas. 
Bangor and Wilsons Mills to the Maine- 
New Hampshire State line, to points In 
Kentucky. The purpose of this filing Is 
to eliminate the gateways of the 25 mile 
radius of Boston. Mass, and Philadelphia 
and Braddock. Pa. 

(2) heavy machinery, which because 
of size or weight requires the use of spe¬ 
cial equipment, between points in New 
Hampshire and that part of Maine south 
of a line beginning at the Atlantic Ocean. 
5 miles north of Cutler. Maine, and ex¬ 
tending in a westerly direction through 
Machlas. Bangor, and Wilsons Mills to 
the Maine-New Hampshire State Une. on 
the one hand, and, on the other, points 
in Connecticut, Delaware. District of Co¬ 
lumbia, Massachusetts. Rhode Island, 
South Carolina, Virginia and Vermont. 
The purpose of this filing is to eliminate 


the gateways of the 25 mile radius of 
Boston. Mass., Worcester. Mass.. Phila¬ 
delphia. Pa., points in New Jersey. New 
York, and Virginia. This application is a 
gateway elimination request filed pursu¬ 
ant to the Commission's Policy Statement 
in Ex Parte No. 55 Sub-No. 8 noticed in 
the Federal Register Issue of Decem¬ 
ber 9, 1974; and is directly related to 
MC-F-12213 published In the Federal 
Register of May 15. 1974. 

MC 109124 (Sub-No. 21) filed Janu¬ 
ary 31. 1975. Applicant: 6ENTLE 

TRUCKING CORPORATION, 3423 
Genoa Road. Perrysburg, Ohio 43551. 
Applicant’s representative: John P. Mc¬ 
Mahon. 100 East Broad Street. Colum¬ 
bus. Ohio 43215. Authority sought to op¬ 
erate as a common carrier , by motor 
vehicle, over irregular routes, transport¬ 
ing: (1) Roofing materials and supplies 
from East Chicago. Indiana to points In 
New York. West Virginia, Kentucky, and 
those in Bucks, Chester. Crawford. Dela¬ 
ware, Erie. Lehigh. Mercer. Monroe, 
Montgomery. Northhampton. Philadel¬ 
phia. Pike and Wayne Counties, Penn¬ 
sylvania. The purpose of this filing is to 
eliminate the gateway of the plantslte 
of the Celotex Corporation at Port CUn- 
ton. Ohio. (2) Building material lime. 
dry and In bulk, from Chicago, Chicago 
Heights. Joliet, Waukegan and Wilming¬ 
ton. Illinois, and Lowell, South Bend and 
East Chicago, Indiana to points Ken¬ 
tucky, Michigan. Pennsylvania. West 
Virginia, and those in New York, except 
points in Kings. Queens. Nassau and 
Suffolk Counties. New York. The purpose 
of this filing is to eliminate the gateway 
of Maple Grove. Ohio and points within 
five miles thereof. 

(3) Building material lime, quick or 
hydrated, in bulk from Chicago, Chicago 
Heights. Joliet, Waukegan and Wilming¬ 
ton, Illinois and Lowell. South Bend, and 
East Chicago. Indiana to points In Il¬ 
linois. Indiana. Kentucky. Michigan, 
Missouri, Minnesota, New York. Ohio 
(except points In Cuyahoga. Geauga, 
Portage and Lorain Counties), Pennsyl¬ 
vania. West Virginia and that part of 
Wisconsin west or north of a line begin¬ 
ning at Junction Interstate Highway 90 
and the Illinois-Wisconsin State lino, 
and extending along Interstate Highway 
90 to Junction UB. Highway 151 at or 
near Maple Bluff, thence along UB. 
Highway 151 to Junction UB. Highway 
41 at or near Fond du Lac, thence along 
UB. Highway 41 to Junction UB. High¬ 
way 45 (north of Oshkosh), thence along 
UB. Highway 45 to Junction Wisconsin 
Highway 22 at CllntonvlUe, thence along 
Wisconsin Highway 22 to Junction Wis¬ 
consin Highway 29 at Shawano, thence 
along Wisconsin Highway 29 at Green 
Bay. thence along UB. Highway 141 to 
Junction Wisconsin Highway 147'. and 
thence along Wisconsin Highway 147 to 
the shore of Lake Michigan (at Two 
Rivers). The purpose of this filing is to 
eliminate the gateway of Buffington 
(Lake County). Indiana. 

(4) Plaster and plaster products, gyp¬ 
sum and gypsum products, and lime from 
Grand Rapids. Michigan, to points In 
New York, West Virginia, Kentucky and 
points in Bucks. Chester. Crawford, 
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Delaware. Erie. Lehigh. Mercer, Monroe, 
Montgomery. Northampton. Philadel¬ 
phia. Pike and Wayne Counties. Pennsyl¬ 
vania. The purpose of this filing Is to 
eliminate the gateway of the plantsite of 
the Celotex Corporation at Port Clinton, 
Ohio. 

(5) Building material lime, limestone, 
and limestone products. In bags and In 
bulk from Chicago, Chicago Heights. 
Joliet, Waukegan, and Wilmington, Illi¬ 
nois, and Lowell. South Bend and East 
Chicago, Indiana to Port Allegheny. Pa., 
and points In that part of Pennsylvania 
on and west of UB. Highway 219, points 
In New York, and points In that part of 
West Virginia on and west of U S. High¬ 
way 219. The purpose of this filing is to 
eliminate the gateway of Carey and 
Broken Sword. Ohio. 

(6) Refractory products, except com¬ 
modities in bulk, commodities requiring 
special equipment, and those Injurious or 
contaminating to other lading, from the 
plant site of Basic Incorporated, at or 
near Maple Grove, Ohio, to points in that 
part of Pennsylvania on and west of a 
line extending from the Pennsylvania- 
New York State line along UB. Highway 
219 to Junction UB. Highway 6 (for¬ 
merly UB. Highway 219), thence along 
UB. Highway 6 to Kane, thence along 
unnumbered highway (formerly UB. 
Highway 129) to Wilcox, thence along 
UB. Highway 219 to Somerset, thence 
along Pennsylvania Highway 31 to Junc¬ 
tion unnumbered highway (both for¬ 
merly portions of UB. Highway 219) 
thence along unnumbered highway to 
Berlin, thence along UB. Highway 219 to 
the Pennsylvania-Maryland State line. 
The purpose of this filing Is to eliminate 
the gateways of Allegheny and Beaver 
Counties. Pa. 

(7) Lime, limestone and limestone 
products except commodities in bulk, 
commodities requiring special equipment, 
and those injurious or contaminating to 
other lading, from points in Ottawa and 
Sandusky Counties, Ohio to points in 
Allegheny and Beaver Counties, Pa. The 
purpose of this filing is to eliminate the 
gateway of Westmoreland County. Pa. 
This application is a gateway elimination 
request filed pursuant to the Commis¬ 
sion's Policy Statement in Ex Parte No. 
55 Sub-No. 8 noticed in the Federal 
Register issue of December 9. 1974; and 
directly related to MC-P-12237 published 
in the Federal Register of June 10. 1974. 

MC 83745 (8ub-No. 6>. filed Febru¬ 
ary 3. 1975. Applicant: BOND TRANS¬ 
PORT, INC.. P.O. Box 548, Irwin. 
Pa. 15642. Applicant's representative: 
John A. Vuono. 2310 Grant Building. 
Pittsburgh, Pa. 15219. Authority sought 
to operate as a common carrier, by motor 
vehicle, over irregular routes, transport¬ 
ing: (a) Machinery and such com modi • 
ties as require specialized handling or 
specialized equipment because of their 
size and weight and (b) self-propelled 
articles, each weighing 15.000 pounds or 
more, and related machinery, tools, parts 
and supplies moving in connection there¬ 
with, between Chicago. Ill., on the one 
hand, and. on the other, points In Ohio, 


those points in Illinois on and south of 
UB. Highway 24, and Pittsburgh, Pa., 
and points within 25 miles thereof. The 
purpose of this filing is to eliminate the 
gateways at points In Ohio and Indiana. 
This application is a gateway elimination 
requests filed pursuant to the Commis¬ 
sion's Policy Statement in Ex Parte No. 
65 (Sub-No. 8) noticed in the Federal 
Register issue of December 9. 1974; and 
directly related to MC-F-12274 published 
In the Federal Register of July 31. 1974. 

No. MC 107478 (8ub-No. 18), filed 
December 31. 1974. Applicant: OLD 
DOMINION FREIGHT LINE. 1791 West¬ 
chester Drive, P.O. Box 1189, High Point, 
N.C. 27261. Applicant’s representative: 
J. T. Coon. P.O. Box 2006. High Point, 
N.C. 27261. Authority sought to operate 
as a common carrier by motor vehicle, 
over Irregular routes, transporting: (1) 
General commodities (except those of 
unusual value, classes A and B explosives, 
household goods as defined by the Com¬ 
mission. commodities in bulk, commodi¬ 
ties requiring special equipment, and 
those Injurious or contaminating to other 
lading), between points In New Jersey, 
points in the Philadelphia, Pa. Commer¬ 
cial Zone as defined by the Commission. 
Providence. RJL. Corning. N.Y., points in 
that part of New York within 150 miles 
of Newark, N.J., points in that part of 
Massachusetts on and east of U.S. High¬ 
way 5, and points in that part of Con¬ 
necticut on and east of UB. Highway 5. 
and those on UB. Highway 1 between 
the New York-ConnecUcut State line 
and New Haven, Conn., on the one band, 
and, on the other, points In Charleston, 
8.C. and points within Id miles of 
Charleston, 8.C. and points in Oeorgla 
(except Augusta), (2) new furniture, 
beverage cases, wooden boxes, wooden 
crates, and wooden reels, from points in 
New Jersey, points in the Philadelphia, 
Pa. Commercial Zone as defined by the 
Commission. Providence, RJL, Corning, 
N.Y., points in that port of New York 
within 150 miles of Newark, N.J., points 
in that part of Massachusetts on and 
east of UB. Highway 5. points In that 
part of Connecticut on and east of UB. 
Highway 5. and those on UB. Highway 
1 between the New York-Connecticut 
State line and New Haven, Conn., to 
points in Florida and points in Alabama 
on and east of a line extending from the 
Georgia-Alabama State line via Inter¬ 
state 85 to Montgomery. Ala., thence 
along Alabama Highway 21 to Braggs, 
Ala., thence along Alabama Highway 28 
to Camden. Ala., thence along Alabama 
Highway 41 to Nellie, Ala. 

Thence along Alabama County High¬ 
way 12 to Lower Peachtree. Ala., thence 
along Alabama County Highway 35 to 
its Junction with Alabama County High¬ 
way 27. thence along Alabama County 
Highway 84 to the Alabama-Mis&isslppl 
way 43. thence along UB. Highway 43 
to Grove Hill. Ala., thence along UB. 
Highway 84 to the Alabama—Mississippi 
State line, with no transportation for 
compensation or return except as other¬ 
wise authorized, and (3) pipe and tubing . 
or pipe and tubing and pipe and tubing 


fittings, from points in New 
points in the Philadelphia, Pa Coi 
cial Zone as defined by the Comm. 
Providence, R.I., Coming NY 
in that part of New York wtthiT 
miles of Newark. N.J, polnUlnthitD 
of Massachusetts on and cast of n 
Highway 5. points In that part of to 
necticut on and east of UB. Hbhnr 
and those on UB. Highway l betv 
the New York-ConnecUcut State 
and New Haven. Conn, to peto* 
Florida, with no transportation for c 
pensatlon on return except as otta 
authorized. The purpose of this i 
is to eliminate the gatewayi of i 
more, Md. and Washington, DC 
application is a gateway elimination 
quest filed pursuant to the Commisa 
Policy Statement in Ex Parte No. 55 S 
No. 8 noticed In the FectuL Hi 
issue of December 9.1974; and fad 
related to MC-F-12292 published fa t 
Federal Register of August 28, 19 

No. MC 11496 (Sub-No. 20). filed 1 
ruary 3. 1975. Applicant: TWIN f 
FREIGHT, INC., 2550 Long Lake L 
Roseville, Minn. 55113. Applicant'll 
rcsentatlve: Alan Foss, 502 Pint * 
tlonal Bank Bldg .. Fargo. N. Dak 511 
Authority sought to operate as i co¬ 
rn on carrier, by motor vehicle, over 
regular routes, transporting: 
commodities (except those of _ 
value, classes A and B explodm* 1 
hold goods as defined by the Comm 
livestock, commodities in bulk, end; 
requiring special equipment) ID 
tween points in Becker. Clay, Mai; 
men, Norman. Otter Tall and WJ1 
Counties. Minn and points to IT 
sota within 35 miles of Becki 
Minn, (except Moorehead, Sundel, 1 
Pork, Rindol. Waukon and Ptom. N 
and points on Minnesota Highway fl 
Norman and Clay Counties, Mmn.^ 
the one hand, and, on the other, r 
in Barnes, Billings, Burleigh. 
Dunn, Eddy. Foster. Golden V*. 
Griggs, Kidder. McKenzie, Mcf 
Mercer. Morton. Oliver. Sheridan.* 
8tecle. Stutsman, Traill and Wells C 
ties. N. Dak. and points in that pin 
North Dakota on and north of U S rat 
way 2 (except points In those pen* 
the above-named North Dakota w 
ties south of Interstate Highway ■ 
and (2) between points In Barney 
ings. Burleigh. Cass. 

Golden Valley. Griggs, 

Kenzic, McLean. Mercer, Mortoo.^ 
Sheridan. Stark. Steele,aWjJ*** 
and Wells Counties. N. Q 
points in that dJNo**® t 
south of Interstate HlghW»« 
one hand, and. on the otber» P° 
that part of North 0 ( i 

of U.S. Highway 2. Tb® 
filing is to eliminate the 
points In Fargo and ^, 

Dak., and WUliston. N. j ^ 

plication to a gateway eltmto^ 
quest filed Pu^uant* U* « £ 

Policy Statement In Ex vv B 
<Sub-No. 8) noticed In the Pf ^ 

isTtt issue of December ». W 

directly related to MC-F-122* 
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*rx*iAiBicisTT* of September 5, 

ire S64 <Sub-No. 11). filed Febru- 
Jllftt- Applicant: DUDLEY’S 
^continental MOVERS. 2120 
j 8 l. Lincoln. Nebr. G8504. Appli- 
imirwenUtive: Chilljm L. Larsen, 
Tficttlb Mlh Street. P O Box 81849. 
s.Scbr 68501. Authority sought to 
{u & common carrier , by motor 
0 rer Irregular routes, transport- 
fjotuchoid goods, as defined by the 
jatefca (li between points in Utah 
iiM ol< of US. Highway 91. on the 
i bud. and, on the other, points in 
Iowa. Missouri. Wisconsin. 

J Michigan. Indiana. Illinois. 
West Virginia, Virginia, North 
.Maryland. Delaware. New Jer- 
llfef Tort. Pennsylvania, Connectl- 
i?b& Island. Ma-ssachusctts. New 
Maine, and the District of 
L The purpose of this filing is to 
J the gateways of Montrose. 
iiDdOonnlson Counties, Colo. (2) 

\ Texas. Oklahoma, and Ark an - 
tea the one hand, and, on the other, 
i In Maine, New Hampshire. Mas¬ 
ts, Connecticut. Rhode Island. 
iJewy.New York. Delaware. Mary- 
theowylYRnia, Virginia, North Car- 
W«t Virginia. Ohio. Indiana, 
nn,Minnesota. Wisconsin. Illinois, 
kfcbruka, and the District of Co- 
k The purpose of this filing Is to 
the gateway of points In 

® 5dvcen Grant County. Okla. and 
cb to Kansas, on the one hand, and, 
Hbectter. points In Arkansas, Illinois. 
**. Iowa. Kentucky, Minnesota, 
Tnmessee, Pennsylvania, New 
ot, Kew Jersey. Delaware, Maryland, 
^ w »t Virginia, North Carolina, 
***** Massachusetts, New Hamp- 
• Wand. Maine, Michigan. 
* B * a * and the District of Columbia. 
*P®Pc«e of this filing is to eliminate 
5)0111 ** Missouri south 

54 and west of Missouri 
7* 5 taduding points on the ln- 
_3 p°ftlOTu of the highways sped- 
Thb application is a gateway ellra- 
^ filed pursuant to the 
8tAt *®ent in Ex- 
d W 8ub " No *> noticed in the 
h L,Sue December 9. 

"^^d to MC-F- 

SSSJS.ttS* RlCBTE * 

18> . Wed January 
*K£t«EL.I? N DER AHE VAN 
^0'” C A^? Uddcr Avcnue - I’enton. 

Irepresentative: 
it, KYiom^ r, A 177 ® Bro »dwsy. New 
Authority sought to 

carr<cr - motor 
t rouU *' transport- 

** defined by the 
Callf °nxla. New 
iffisii* i- a * V* 1 Utah. The dutdom 


between 7 WAJU Yiucncia, 
theabove nam< 
* C^^ontheothi 
^ **** States (exce 


Alaska). The purpose of this filing Is to 
eliminate the aforesaid New Mexico gate¬ 
ways and also the necessity to use Colo¬ 
rado or Nebraska ns a gateway on cer¬ 
tain shipments This application is a 
gateway elimination request filed pursu¬ 
ant to the Commission’s Policy State¬ 
ment in Ex Parte No. 55 Sub-No. 8 
noticed in the Federal Register issue of 
December 9,1974; and directly related to 
MC-F- 12309 published In the Federal 
Register of October 2, 1974. 

MC 58287 (Sub-No. 4). filed Janu¬ 
ary 31, 1975. Applicant: ALL ISLAND 
DELIVERY SERVICE, INC.. 174 Cabot 
8treet. West Babylon. N.Y. 11704. Appli¬ 
cant's representative: Donald E. Cross, 
700 World Center Building. 918 Sixteenth 
St. NW„ Washington. D.C. 20006 Au¬ 
thority sought to operate as a common 
carrier . by motor vehicle, over Irregular 
routes, transporting: General commodi¬ 
ties (except those of unusual value, 
classes A and B explosives, household 
goods as defined by the Commission, 
commodities in bulk, and commodities 
requiring special equipment), between 
points in Suffolk and Nassau Counties. 
N.Y., on the one hand, and, on the other, 
points In Somerset and Morris Counties. 
NX.; and (2) pocket books and pocket 
book material and supplies . between Suf¬ 
folk and Nassau Counties. N.Y., on the 
one hand. and. on the other. Pennsburg, 
Pa. and South Norwalk and Bridgeport, 
Conn. The purpose of this filing Is to 
eliminate the guteway at New York, N.Y. 
This application is a gateway elimination 
request filed pursuant to the Co mmit 
sion's Policy Statement in Ex Parte No. 
55 8ub-No. 8 noticed in the Federal Reg¬ 
ister issue of December 9. 1974; and di¬ 
rectly related to MC-F-12325 published 
In the Federal Register of October 10. 
1974. 

MC 99398 (Sub-No. 3). filed January 
31. 1975. Applicant: BYRNES LX MO¬ 
TOR CARGO. INC., 136 Allen Boulevard. 
Farmlngdaie. N.Y. 11735. Applicant's 
representative: Robert R. Redman. 5530 
Wisconsin Avenue. Suite 1145. Chevy 
Chase, McL 20015. Authority sought to 
operate as a common carrier . by motor 
vehicle, over irregular routes, transport¬ 
ing: General commodities (except those 
of unusual value. Classes A and B explo¬ 
sives, household goods as defined. by 
the Commission, automobiles, com¬ 
modities in bulk, commodities requiring 
special equipment, and those injurious or 
contaminating to other lading). between 
points In Nassau and 8uffolk Counties, 
N.Y.. on the one hand. and. on the other, 
points In New Jersey within 15 miles of 
Columbus Circle, N.Y. The purpose of this 
filing is to eliminate the gateway at New 
York. N.Y. This application Is a gateway 
elimination request filed pursuant to the 
Commission's Policy Statement in Ex 
Parte No. 55 8ub-No. 6 noticed in the 
Federal Register issue of December 9. 
1974; and directly related to MC-F- 
12327, published in the Federal Register 
of October 10. 1974. 

MC 4491 (Sub-No. 15). filed January 
30. 1975. Applicant: GREAT COASTAL 


EXPRESS. INCORPORATED. 501 8outh 
14th Street. Richmond, Va 23219. Appli¬ 
cant's representative: Harry J. Jordan, 
1000 16th Street NW.. Washington. D.C. 
20036. Authority sought to operate as a 
common carrier . by motor vehicle, over 
Irregular routes, transporting: General 
commodities (except those of unusual 
value. Classes A and B explosives, house¬ 
hold goods as defined by the Commission, 
livestock, commodities in bulk, in tank 
vehicles, commodities requiring special 
equipment, and those Injurious or con¬ 
taminating to other lading), between 
points in Connecticut, on the one hand, 
and. on the other points In Essex. Hud¬ 
son. Bergen. Passaic. Union, Middlesex, 
Morris. Hunterdon, and Somerset Coun¬ 
ties, New Jersey; points in Orange and 
Rockland Counties. New York; Ardmore, 
and Lansdownc. Pennsylvania; points in 
the New York, New York Commercial 
Zone, as defined by the Commission: 
points in the Philadelphia, Pennsylvania 
Commercial Zone, as defined by the Com¬ 
mission; points In the territory bounded 
by a Une beginning at the Hudson River 
and extending in a southwesterly direc¬ 
tion through Englewood. Ridgefield. 
Brookdale. Somerville. Glen Ridge, Sum¬ 
mit, Raritan. Blowenburg. and Ewlng- 
vUle, New Jersey to Wllburtha. New Jer¬ 
sey. thence across the Delaware River 
to Yardley. Pennsylvania, thence over 
Pennsylvania Highway 432 to Philadel¬ 
phia. Pennsylvania, thence across the 
Delaware River to Paulsboro, New Jer¬ 
sey, thence in an easterly direction 
through Mount Royal. Fairvlew. Tans- 
boro. Alston. Tabernacle. Lebanon. State 
Forest. Buckingham, Whiting. Keswick 
Grove, and Bayville. New Jersey to the 
Atlantic Ocean, thence In a northerly 
direction along the New Jersey coast and 
Hudson River to point of beginning, in¬ 
cluding points on said boundary line, 
points in New York. New Jersey. Pennsyl¬ 
vania. Delaware and Maryland, north of 
Baltimore, Met. on the following high¬ 
ways : 

(a) UR. Highway 1 from Baltimore, 
Md. to New York. N.Y., <b> U.8. High¬ 
way 40 from Baltimore. Md. to Junction 
U.& Highway 13. thence U.S. Highway 
13 through Chester. Pa to Philadelphia, 
Pa., and thence UR. Highway 1 to New 
York. N.Y.. <c) UR Highway 322 from 
Chester. Pa. to Bridgeport, NX.. thence 
Alternate U.S. Highway 130 to Junction 
UR. Highway 130, thence U.S. Highway 
130 through Brooklawn. N.J. to Junction 
UR. Highway 1, and thence US High¬ 
way 1 to New York. N Y., (d) U.S. High¬ 
way 40 from Baltimore, Md. to Junction 
New Jersey Highway 49 (also Delaware 
Highway 273 from Junction U.S High¬ 
ways 13 and 40 to New Castle. Del. In¬ 
cluding New Castle; and New Jersey 
Highway 49 from Pennsville, N.J. includ¬ 
ing Pennsville to Junction U.S. High¬ 
way 40). thence U.S. Highway 40 to 
Woodstown. N r J.. thence New Jersey 
Highway 45 to Junction UR. Highway 
130. near Westville. NX., thence UR. 
Highway 130 through Brooklawn. N J. to 
Junction UR. Highway 1, and thence 
UR. Highway X to New York, N.Y.. 
Quantico, Va. and points In Richmond. 
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Louisa, Hanover, King and Queen, 
Mathews. Gloucester, James City, New 
Kent, King William. Charles City, 
Henrico. Goochland. Buckingham, Cum¬ 
berland, Powhatan. Chesterfield. Prince 
Edward. Spotsylvania, Caroline. Essex. 
Northumberland. Lancaster. Middlesex, 
Stafford. King George, Westmoreland. 
Fluvanna, and Amelia Counties, Va., 
Richmond Deepwater Terminal. Va. 
as an extension of operations to and from 
Richmond, Va.. points within eight miles 
of Petersburg, Va. and including Peters¬ 
burg. The purpose of this filing is to 
eliminate the gateway at Fairfield 
County, Conn. This application is a 
gateway elimination request filed pur¬ 
suant to the Commission’s Policy State¬ 
ment in Ex Parte No. 55 Sub-No. 8 no¬ 
ticed in the Federal Register issue of 
December 9. 1974; and directly related 
to MC-F-12832. published in the Fed¬ 
eral Register of October 17. 1974. 

No. MC 85088 (Sub-No. 4). filed Feb¬ 
ruary 3, 1975. Applicant: FA YARD 

MOVING AND TRANSPORTATION 
CORPORATION. 2615 25th Avenue, 
Gulfport, Miss. 39501. Applicant’s repre¬ 
sentative: Donald B. Morrison, 717 De¬ 
posit Guaranty Bank Building, P.O. Box 
2228. Jackson, Miss. 39205. Authority 
sought to operate as a common carrier , 
by motor vehicle, over irregular routes, 
transporting: General commodities (ex¬ 
cept articles of unusual value, household 
goods. Classes A and B explosives, com¬ 
modities in bulk, and commodities re¬ 
quiring special equipment), between 
New Orleans, La. and Mobile and Bayou 
La Batre. Ala., on the one hand, and, on 
the other, points In George, Hancock. 
Harrison. Jackson and Stone Counties. 
Miss. The purpose of this filing is to 
eliminate the gateway of Gulfport. Miss. 
This application Is a gateway elimina¬ 
tion request filed pursuant to the Com¬ 
mission's Policy Statement In Ex Parte 
No. 55 (Sub-No. 8) noticed in the Fed¬ 
eral Register issue of December 9. 1974; 
and is directly related to MC-F-12361 
published in the Federal Register of 
November 20. 1974. 

MC 76677 (Sub-No. 10), filed Decem¬ 
ber 26. 1974. Applicant; HALLAMORE 
MOTOR TRANSPORTATION. INC., 795 
Plymouth Street, Holbrook, Mass. 02343. 
Applicant's representative: Frank J. 
Weiner, 15 Court Square. Boston, Moss. 
02108. Authority sought to operate as a 
common carrier . by motor vehicle, over 
irregular routes, transporting: Plant, of¬ 
fice. and store equipment and supplies, 
requiring specialized handling or rigging, 
between Brockton. Mass, and points In 
Massachusetts within 35 miles of Brock¬ 
ton, on the one hand. and. on the other, 
points in Ohio. The purpose of this filing 
is to eliminate the gateways of any point 
In New York within 75 miles of Syracuse. 
N.Y. (2) Plant, office, and store equip¬ 
ment and supplies, requiring specialized 
handling or rigging, between points in 
Massachusetts, Rhode Island, Connecti¬ 
cut, Vermont, New Hampshire, and 
Maine, on the one hand, and, on the 
other, points in New Jersey and Ohio. 


The purpose of this filing is to eliminate 
the gateways of any point in New York 
within 75 miles of Syracuse, N.Y. (3) 
Road-building machinery and contrac¬ 
tors ' equipment, which because of size or 
weight requires special handling or the 
use of special equipment, between points 
in Connecticut, Maine, Massachusetts, 
New York, and Pennsylvania, on the one 
hand, and, on the other, points in Ohio. 
The purpose of this filing is to eliminate 
the gateways of any point in New York 
within 75 miles of Syracuse, N.Y. 

(4) Road-building. contractors' ma¬ 
terials and supplies . when transported 
together with road-building contractors' 
machinery and equipment which because 
of size or weight require special handling 
or the use of special equipment, between 
points in Connecticut, Maine, Massachu¬ 
setts, New York, and Pennsylvania, on 
the one hand. and. on the other, points 
In Ohio. The purpose of this filing is to 
eliminate the gateways of any point in 
New York within 75 miles of Syracuse. 
N.Y. (5) Commodities, which because of 
size or weights, require special handling 
or rigging, between Boston. Mass, and 
points in Massachusetts within 50 miles 
of Boston, on the one hand, and, on the 
other, points in New York within 75 miles 
of Syracuse. N.Y. The purpose of this 
filing is to eliminate the gateway of New 
York, N.Y. This application is a gate¬ 
way elimination request filed pursuant to 
the Commission’s Policy Statement in Ex 
Parte No. 55 Sub-No. 8 noticed In the 
Federal Register issue of December 9, 
1974; and directly related to MC-F-12373 
published In the Federal Register of De¬ 
cember 11, 1974. 

No. MC 69397 (Sub-No. 15). filed Feb¬ 
ruary 3, 1975. Applicant: JAMES H. 
HARTMAN k SON. INC.. UJ3. Route 13. 
P.O. Box 85. Pocomoke City. Md. 21851. 
Applicant's representative: Wilmer B. 
Hill, 805 McLachien Bank Building. 666 
Eleventh Street NW„ Washington, D.C. 
20001. Authority sought to operate as a 
common carrier, by motor vehicle, over 
irregular routes, transporting: (1) Lum¬ 
ber. from Norfolk, Va.. and points within 
35 miles thereof, to points in New York, 
and New Jersey within 50 miles of New 
York. N.Y., and points in Pennsylvania 
east of the 8usquehanna River. The pur¬ 
pose of this filing is to eliminate the 
gateways of points in Worcester and 
Somerset Counties, Md. <2) plywood. 
from Norfolk, Va., and points within 35 
miles thereof, and points in Connecticut, 
Massachusetts. Rhode Island, North 
Carolina. New York 'except those within 
50 miles of New York. N.Y.). New Jersey 
(except those within 50 miles of New 
York. N.Y.), and those in Pennsylvania 
west of UB. Highway 11. The purpose 
of this filing is to eliminate the gateway 
of points in Somerset County, Md. This 
application is a gateway elimination re¬ 
quest filed pursuant to the Commission’s 
Policy Statement in Ex Parte No. 55 
<8ub-No 8) noticed in the Federal Reg¬ 
ister issue of December 9, 1974; and Is 
directly related to MC-F-12378 published 
in the Federal Register of December 18, 
1974. 


MC 5623 (Sub-No. 25), 
ruary 3. 1975. Applicant* AK 

TRUCKINO CO., P.O. Box 7280- 
Okla. 74105. Applicant’s reprww 
J. G. Dai], Jr., 1111E Street NW 
ington, D.C. 20004. Authority 
operate as a common carrier, ( 
vehicle, over Irregular routes, t 
porting; Machinery, equipment i 
rials and supplies used in, or to c 
tion with, the discovery*, J _ 
production, refining, manufactmT 
easing. storage, transmission, and i 
tribution of natural gas and petrol* 
and their products and by-product* i 
machinery, material*, equipment, 
supplies used in. or in connection 
the construction, operation, repair, i 
Icing, maintenance, and dismanttoy t 
pipelines. Including the strtogini 
picking up thereof, except the i 
and picking up of main or trunk j 
lines, and machinery, equipment, i 
rials and supplies used in, or to 1 1 
tion with, the construction, 
repair, servicing, maintenance, and ( 
mantling of pipelines, other than j 
lines used for the transmission of t 
gas. petroleum, and their product! i 
by-products, water, or 
atricted to the transportation of i 
ments moving to or from pipeline r 
of way, (1) between points in ( 
Illinois. Kansas, Missouri. Nebrtokx.!i 
Mexico, and Wyoming, on the one ii 
and. on the other, points in f 
and Texas; (2) between points in ( 
rado. Kansas, Nebraska. New Mchcc.i 
Wyoming, on the one hand, and. «t 
other, points In Arkansas, Louisiana i 
Mississippi. The purpose of thiif" 
to eliminate the gateway of the t 
Kansas. This application is ft rat* 
elimination request Hied puwumioB 
Commission’s Policy Statement to J 
Parte No. 55 'Sub-No. 8> noticed to« 
Federal Register Issue of Dwnjj 
1974; and Is directly related to MC-r 
12381 published in the Fn>mir 
issue of December 18. 1974. 

No. MC 71536 'Sub-No. 11'. 
February 6. 1975 Applicant: 
CARRIER CORPORATION 1»J 
17. Rochelle Park, N J. , 

representative: A Oavid , 

Broad Street, Newark, N J. 
thority sought to operate w i f" 
carrier, by motor vehicle, over 
routes, transporting: (I) 
modifies (except those of unu *^ 
Class A and B explosives 
goods as defined bv the c* 
commodities In bulk, cmtaodm { 
quiring special equipment, i^ ‘ ^ 
Jurious or contaminating to o * • 
ing). between points in 
N.Y. Commercial Zone, as deft* ^ 
Commission In 1 M.CC ««•*'* 
Bergen. Passaic. Esse*-^^^x. 
N.J. and those In 
north of the Raritan ' 

bany. Rensselaer. Oreene. • p 
Rockland, Columbia, 

Sullivan. Delaware, and " 
Counties. N.Y.. *1 

delphln. Pa. nnd points 
of Philadelphia. P» . ana 
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- on the one hand, and, on the 
* 0 ^ m Massachusetts, Rhode 
i ud Connecticut and (2) yeneral 
except brick, coat and coke, 
TcmtBCS. valuable paper*, gems or 
■rticlea of extraordinary value, 
or pit* (clay or terra cotta), cut 
_ ongeroua explosives, fireworks, 
u^or frozen, flowers, fruits, fresh 
eeUlec. fun. compressed gases, gaso- 
»or erther Inflammable liquids or ar- 
jgi hMes, skins or pelts, livestock and 
iwuitry motion picture films, sand, 
mi or crushed stone for building ma- 
1 purposes. X-ray machines, or 
^commodities In butk in tank trucks 
&np trucks, commodities which arc 
E n Ktfing or injurious to other lad- 
canaodlties exceeding ordinary 
*ot and loading facilities, or un- 
e tor transportation by truck, and 
rid goods as defined In Practices 
Motor Common Carriers of Household 
506 , n M.C.C. 467. over regular and 
Bgttlar routes, between points in Hud- 
i Cbuntj, NJ. and those points In 
rk Somerset. Middlesex (other than 
e north of the Raritan River) and 
uth Counties, NJ. which are 
1 15 miles of Columbus Circle. New 
lX Y, on the one hand, and. on the 
. points in Massachusetts. Rhode 
1 &nd Connecticut. The purpose of 
bCing li to eliminate the gateways of 
ater and Putnam Counties, N Y. 
bifcibcsllon is a gateway elimination 
wt filed pursuant to the Commls- 
ti Policy Statement in Ex Parte No. 
' 1 & 6 -N 0 . 8 > noticed in the Federal 
xam Issue of December 9. 1974; and 
tear related to MC-F-12419 pub- 
" d b the Federal Recistxr of Feb- 
7UW5. 

MC 125433 (Sub-No. 57>. filed 
n 1 1975. Applicant: F-B 
I LIKE COMPANY, a corporation. 
1 Sttih Redwood Road. Salt Lake 
r Utah 841W. Applicant's representa- 
> L ? T ^ l-^ter (same address as 
r nXi Authority sought to operate 
i conmos carrier by motor vehicle, 
rjtfttular routes, transporting: (1) 
****Q material and fencing materials , 
nw points In California, Washing- 
^ Okjoo north of the 44th parallel. 


Idaho, Montana on and west of a direct 
north and south line extending from 
the northwest comer of Wyoming to 
the United 8tates-Canada boundary 
line, Wyoming west of the Continental 
Divide, Nevada east of a line extending 
north and south through McDermttt. 
Nevada, Including Winnemucca. Nevada, 
Arizona, and Utah, on the one hand, 
and, on the other, points in Nebraska, 
Iowa, Kansas and Missouri, <2) farm 
machinery and used farm equipment 
when of unusual size or weight, between 
points in Oregon, Washington. Idaho, 
Montana, Utah. Wyoming. Nevada other 
than Mineral County, and Arizona, on 
the one hand, and, on the other, points 
in Nebraska. Iowa. Kansas and Mis¬ 
souri. (3) pipe and iron and steel a rfi- 
cles when used as irrigation supplies, be¬ 
tween points in California, Washington, 
Oregon north of the 44th parallel. Idaho, 
Montana. Wyoming. Utah. Nevada other 
than Mineral County and Arizona, on 
the one hand, and. on the other Ne¬ 
braska. Iowa, Kansas and Missouri, and 
(4) machines, other than farm, maxi¬ 
mum 5.000 pounds each, of unusual size 
and weight, between points In Califor¬ 
nia, Oregon north of 44th parallel. 


Washington, Idaho, Montana, Wyoming. 
Nevada other than Mineral County. 
Arizona and Utah, on the one hand, and. 
on the other, points in Nebraska, Iowa, 
Kansas and Missouri. The purpose of this 
filing is to eliminate the gateways of 
Utah and Julesburg, Colo. This applica¬ 
tion Is a gateway elimination request 
filed pursuant to the Commission’s 
Policy Statement in Ex Parte No. 55 
(8ub-No. 8) noticed In the Federal Reg¬ 
ister Issue of December 9. 1974; and is 
directly related to MC-F-12433. 

By the Commission. 

[skalI Robert L. Oswald, 

Secretary . 

I PR Doc 75-6718 Filed 3-3-75;8:45 am] 


[Notloe No. 27J 

TEMPORARY AUTHORITY TERMINATION 

The temporary authorities granted in 
the dockets listed below have expired os 
a result of final action cither granting 
or denying the issuance of a Certificate 
or Permit In a corresponding applica¬ 
tion for permanent authority, on the 
date Indicated below: 


Temporary authority application 


Final flcKou or wtlflmU Data of 

or permit action 


Interstate Motor Frafabt System, MC 3SA* Bub ®A... 

C it II Transportation Co.. MOllW Bob V 0_ 

Bn» Transportation Co., Inc , MO0772D Sub 1X0. 

SchllU Motor LI ora, lno„ M C-IOM74 Bub 94. 

Hulk Carriers, Inc., MO1O7DI0 Bub 43. 44_ 

Pro-Fab Transit. Inc.. MO 107286 Bob 843- 

Armored Motor Brrvkr Corp., MG-UT882 Bub 20. 

Chemical Unman Tank Lima, Inc . OKMUtttt Bub 1C62 ... 

Comincrtoa] Carriers, Inc., MOIHMR Sub 17.. 

DBA. Contract Tracking Co., MOIII214 Bub 10.. 

Midwest Coast Transport, lnr., M01I1S13 Sub tt.. 

Mt'Kenri* Tank Lines, I tic.. MC-U2S20 Bub 2*_ 

Ctttmfeal Transport, lnr.. MC-1127*8 Bub 4. 

Bray tinea. Inc.. MOl12823 Bub »7 
Bray linos, Inc.. MOl 12822 Bub 273 
Arilnrton J. William^ Inc., MC-l 13004 Bub 106... 


M008601 8ub-SS7_, Dec. H. 1*74 

MOUSE Bub-361.Apr. 119T4 

MOS7730 Bub-131.. Do, 

MC-IOM74 Hub-07.A pr. 1RJQ74 

... MC-I07MO Sab-46_Apr. 22,1874 

_MC-107286 Bub-A46L__ Do, 

_ 040107882 Bub-30. Apr. 1.1874 

_ MO 110625 Sab-1060._ Apr. 5. 1874 

... MC-l 10650 Bub-18._Apr. 10,1974 

... MOl 11214 Bob-11.Apr. 0.1674 

... MOl 11*12 Bub-616.Apr. tf, 1874 

... MO 112520 Hub-270_Apr. 17.1V74 

_ 040-112701 aab-5_Apr. 0,1874 

_MOl 12822 Sab-270_Mar. 29. 1*74 

_ MC-l 12822 Sub-271. Apr. 10.1074 


Trans-Cold P.tpro*. toe., ilOllsoc Bob 301_<__ 

Warren Transport. Inc.. MOl 14211 Hub . MOl 14211 8ub-160... 

I>nrt TTinall Co., MOl 14457 Sub UJ_....MC-l 14457 Bub-148... 

Apple Lines, Inc., MOI146W Bub 61...MOl 146*2 Sub-42..... _ 
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Knrln IIumer.MC-l 1587* Sub 25. 640113870 Sab-27_Apr. 22.1674 

Petroleum Carrier Carp., 64C-120738 Sub 63. 64.__MO 120738 Bub-65...Dec. 23,1674 

Raymond Boyce HoueycuU MO130667 Sub 1_MO 138667 Sob-2_Dec. IS, 1674 


_MC-UJUQ4 Bub-118 

_MOl 14045 Bub-388 


Dee. 31.1874 
Apr. 2X1674 
Apr. 1*1674 
Poe. 2*1674 
Apr. 11.1674 
Apr. 30.1674 
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Foreword 


Ct Jinuary 2,1974 the Regional Rail Reorganiza- 
I Act of 1073 (the Act) became law. It was passed 
ijspoLse to a threat to the Nation’s transportation 
la posed by the bankruptcy of eight railroads in 
i Northeast and Midwest, including the Nation’s 
at transportation company, the Penn Central 
xirtation Company. The Act reflected a growing 
kt that the ordinary processes of individual 
ireorganizations under Section 77 of the Bank- 
7 Act wens inadequate to assure a continuing rail 
oin the Northeast and Midwest region (the Rc- 
»). The Penn Central bankruptcy occurred in June 
IS, jot two years after the merger of the Pennsyl- 
P and New York Central railroads. Other bnnk- 
t carriers are the Ann Arbor, Eric Lackawanna, 
14 Maine, Central of New Jersey, Lehigh Valley, 
igand theLeliigh & Hudson River. 

: ns the Penn Central’s collapse which focused 
potion’s attention on the Northeast rail situation. 
F Central alone employed over 90,000 people 
jloptratcd some 20,000 miles of railroad covering 10 
“atut District of Columbia and two Canadian prov- 
i Included in the Penn Central’s territory aro 55 
tit of the Nation’s manufacturing plants and CO 
of its manufacturing employees. An integral 
tie Nation’s transportation system, the Penn 
, more than 20 pei'cent of all the freight 
• in the United States. Over 70 percent of its 
•jtedtiBges with other railroads. It is tho Na- 
*, oirricr for tho transportation of automo- 
totals, coal and manufactured con* 
^ Moreover, tho eight bankrupt carriers 
almost 120,000 persons, a quarter of all rail 
*tho United States. 

L ^ the Region’s railroad bankruptcies differ 
t r, i f tl ^ roa ^ “ ls °lvencies in one essential rc- 
Iju 1 7 1 ® 3 railroad bankruptcies typically 

°* 011 “^dity of the railroads to carry 
Iffr-i,; ^ wcro mu ltipIo reasons for such flnan* 
^ point is that reorganization of 
bankrupt railroads was adc- 
* Katin * an ongoing corporate structure and 

^ service. The causes of the present 
’•rupteics are mora complex and tho con- 
^ Sevore * ^ 10 bankrupt roads today aro 
J01 w>u>r operating excuses in spite 
'«.v often drastically curtailed mainte¬ 


nance of their physical plant. This deferred maintenance 
expense results in even further revenue loss and in¬ 
creased operating expenses. The problems of Penn Cen¬ 
tral and other bankrupt railroads require moi'e than 
traditional reorganization procedures. 

Tho reasons underlying the current financial dif¬ 
ficulties of the Region’s carriers are discussed at some 
length in tho body of tliis report. Essentially, the cur¬ 
rent bankruptcies are the result of fundamental forces 
affecting profitability of the entire rail industry—forces 
which have had their greatest adverse impact in tho 
Northeast and Midwest Region. It is generally agreed 
that management had some responsibility for the fail¬ 
ure of tho Penn Central. But to put the primary respon¬ 
sibility on management would wrongly conceal the 
underlying problem. It would mask the need to deal 
with the broader issues which will adversely affect the. 
long-term financial condition of tho industry as a whole, 
including ConRail and the restructured eastern roads 
envisioned by tho Act. A Senato Commerce Committee 
special staff report prepared in 1972 stated that: 

“Wlille a study of the renn Central results in a strong in¬ 
dictment of Its management, it would be a mistake to end the 
examination with tho conclusion that management failures 
were tho principal reasons for tho railroad's downfall . . . 
(T)he environmental circumstances (economic and competi¬ 
tive) surronudlng the Pennsylvania Railroad, the New York 
Central Railroad, and the Penn Central Railroad wore so 
burdensome that it Is not easy, nor perhaps valid, to coucludc 
that a different management would linve prevented the collapse 
of tho Penn Central. 

During tho first 3 years of tho Penn Central bank- 
rnptcy, it was believed that the carrier’s financial prob¬ 
lems could be overcome within the existing framework 
of Section 77 of tho Bankruptcy Act. Early in 1973, 
however, the Penn Central trustees reported to their 
reorganization court that substantial governmental as¬ 
sistance would be needed to upgrade Penn Central’s 
plant and equipment so os to permit obtaining the in¬ 
creased traflic necessary for a successful Section 77 re¬ 
organization. Tliis amount later was estimated at be¬ 
tween $000 and $800 million. 

Congress responded to tho bleak Penn Central situa¬ 
tion by passing a joint resolution in February 1973 di¬ 
recting tho Secretary of Transportation to submit, with¬ 
in 45 days, a “report which . . . provides a full and 

a L\fl. Congrcst, Senate# Committee on Commerce. The 1Penn Central 
and Other Ealtreade* Committee JL’rJut, 02<l con*., 2<l sc**., 1072, 
p. ISO. 
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comprehensive plan for the preservation of essential rail 
transportation services of the Northeast. . . Before 
such a report could foe drafted, the presiding judge in 
the bankruptcy proceeding, Judge Fallam, issued an 
Order on March 6,1973 expressing his concern that con¬ 
tinued operation of the Penn Central would violate the 
Fifth Amendment rights of creditors. This Order di¬ 
rected the Penn Central tnistees to 61c either a plan of 
reorganization or - a proposal for liquidating the 
railroad. 

Faced with a possible liquidation of the Penn Cen¬ 
tral, Congress undertook the extensivo deliberations 
which led to the passage of a new reorganization act 
tailored to the needs of the bankrupt carriers. 

The Regional Kail Kcorganizat ion Act of 1973 is what 
its name specifically implies. It shortens the normal 
bankruptcy process by giving special powers and re¬ 
sponsibilities to tlio United States Kailwny Association. 
(ITSRA), to the Rail Services Planning Office (RSPO) 
of the Interstate Commerce Commission (which it cre¬ 
ated), to the Secretary of Transportation and to the 
newly created Special Court. Those powers are in addi¬ 
tion to those available to a normal Section 77 Bank¬ 
ruptcy Court, and indeed the purposes of the Act are 
con.siderably broadcr than those of previous bankruptcy 
statutes. A basic goal of the Act is to take the several 
bankrupt railroads found to be incapable of individual 
reorganization under Section 77 and reorganizing and 
consolidating their essential rail properties into a 
financially self-sustaining rail company. In turn, secur¬ 
ities of the new company and other benefits arc to be pro¬ 
vided to creditors of the bankrupt railroads, in ex¬ 
change for those rail properties designated for use in 
continued rail servico under the reorganization plan. A 
successful reorganization requires creation of an on¬ 
going rail company with earning ability (combined 
witli other benefits available under the Act) sufficient 
to underwrite the securities of the new company and 
henco to compensate the creditors adequately for prop¬ 
erties transferred to the planned system. The transfer 
of designated property is mandatory following accept¬ 
ance of the Association’s Final System Plan by 
Congress. 

The claimants of the Penn Central already have tested 
the constitutionality of the Act. They contended that the 
ultimate vnluo of the stock or securities of ConRail 
would not l>e equal to the “constitutional minimum” 
value of their property. Following an expedited appeal 
schedule, the Supreme Court of the United States up¬ 
held the constitutionality of the Art. The Court held, in 
effect, that should the securities and benefits of the Act 
bo inadequate, the creditors could then bring an action 
against the United States government in the Court of 
Claims for any deficiencies. In addition, the Special 
Court established by the Act has found that the Act, in 
conjunction with a Court of Claims remedy, provides a 


“fair and equitable” process for compensating 
creditors. 

The Act provides for many imaginative atul inn 
tivc solutions in the effort to avoid the catastrophe! 
would result from cessation of most of the railroyj 
erations in the Northeast. These provisions include 
duct ion of the delays and uncertainties char 
of Section 77 proceedings, mergers and discontina 
of uneconomic rail service. The Act also provides! 
ernmental assistance in meeting labor protection< 
Most important, it provides funds for rehabilitation 
modernization of neglected physical plant and gfa 
of rail lines which generate too little traffic toi 
continuation with purely private financial backing, 1 
Act also provides subsidies to continue operation 
the bankrupt carriers during the planning process i 
a successor operation, could take over. 

At the time of the Act’s passage, railroad 
"ruptcics were geographically limited. The Art. i 
plied,-therefore, only to railroads in reorganir 
tinder Section 77 of the Bankruptcy Act in a regionli 
can bo generally described as the Northeastern l*r. 
States—from the Canadian border on the Xoi 
Virginia, West Virginia and the Oluo River oa I 
South j from the Atlantic Ocean on the East to Mi 
gan and Illinois on the West. 

Three new entities wore provided for by the lepisj 
tion. First, there is the United States Railway Asm 
tion, which has the duty to develop a “Final Sj* 
Plan” providing for the reorganizat ion of rail wr 
and the disposition of rail properties of the ban 
railroads. It is authorized to issue obligations totsS 
not more than $1.65 billion to bo used for making l 
to assist in carrying out the Act. . 

Second, the Act established a Rail Services Plwia 
Offico in the ICC to evaluate the reports of the P 
tary of Transportation and USRA, to assist < 
tics and users of rail service which might not other 
be adequately ropresonted in the evaluation pro^ 
publish standards for various costing and 
eolations, and to assist States and other 
determining whether to provide rail service conn 
tion subsidies. . 

Third, the Act provides for the creation o » 
for-profit corporation, Consolidated Rail Corpora 
(ConRail), to acquire and operate the r* 1 ' PJ°F 
conveyod to it under the “Final System PI* 0 - . 

A timetable for accomplishing specific *** , 

forth in the Act, and the Association is i®9 ul 
vise a Preliminary System Plan by February » 
This report contains that Plan. . • r fa»* 

On January 9,1975, trustees of the Knc 
Railroad, a railroad in reorganization, ^ ^ 
the Association their desire to be include* 
nization planning process. This report ie ^ m 
of the Erie Lackawanna, but in certain ’<■'} ■ j 
been impossible to include the full * n, P* c 
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! in tbc planning process. In the interim between 

_^ of the Preliminary and Finnl System Plans, a 

friramtol report on certain specific elements sueli 
c analysis of Erie Lackawanna branch lines will lie 

ad for public comment. 

pi gmncial projections included in thi3 report are 
iitttedou a continuation of the level of traffic, reve- 
j ltd expenses the industry has experienced in the 
1 2 years. The Association has tried to assemble the 
* iTiilable data and has commissioned reputable out- 
eoperts to aid in the presentation of forecasts of 
is and inflation factors. 

Ilk impossible to determine at this time the extent 
ifcnrion of tho current business recession. The rc- 
iirill blTc significant direct effects on Con Kail 
ices and financial performance in its initial years, 
i distortions cannot be reflected fully in CSKA's 
t estimates of ConKail's financial performance. 

Ibe Association believes that with a proper expendi- 
t of funds, a good management, more flexibility in 
! its services and relief from debilitating losses 
t unprofitable branch lines and passenger services 
e&ttd for Amtrak and local communities, we can 
mod»profit for ConKail that would bo about equal 
average rate of profitability for tho major solvent 
in the Nation. Even these carriers, however, 
iok a marginal return on tho investment required 
itie gross volnmo of business conducted; ConKail 
adonobetter. 

icr this result can bo brought about, however, 
tldepend on many factors outsido tho planning proc- 
L hone studies the Association’s Preliminary Sys- 
iMu^ it will become evident that thcro are no simple 
“*? in revitalizing tho bankrupt railroads. Tho 
s of the industry cannot he changed overnight. 

^ ssuebastho ono wc are now experiencing can 
Pt 1 ^stetu while periods of economic expansion 

110 “ore than permit realization of a very 
profit for the industry as a whole. 

L “Ration can only plan a system and recom- 
r® m«Uo.ls of financial assistance. Others will have 
[*. e wcation of an environment favorable to 
f joaucaUy viable rail system for the Nation. Tho 
. 1 self collectively must do those things which 
fiTv 1 Dla ^ or improvement in utilization of 
'£*** pt'upnrcnt. Future profitability of 
aso ^ill depend in part on increases in 
Ifto vr/'i or S an i zc d rail labor must find a 

{fU.- n ,. e *° that increased productivity. Exist- 
" i todl a ^ le railroads to their cus- 

y, •• government will liavo to bo altered. 
|de v P^ngors will have to bear a larger share 

P^jiding rail services. A small number 
*nil J* 8 .- dippers will have to be prepared to 
k W :?«'*** tlie provision of such service is 
finical and subsidy funds are not forth¬ 


coming. In general, a vigorous effort must continue to 
identify those transport markets which rail serves best 
and to adopt rail service and operations to such optimal 
economic functions. 

In addition to tho individual and local responsibility 
described above, federal, state and local governments 
must be prepared to change their policies toward trans- 
portal ion. Ultimately, economio viability for all trans¬ 
portation is a function of a realistic recognition of the 
necessity for the industry, and those who use it, to pay 
its costs and permit it to obtain a reasonable profit. If 
fundamental changes are not made in these factors, and 
those enumerated above, an alternative is nationaliza¬ 
tion, a solution no more desirable noxulhan it has been 
in the past. 

The Regioual Rail Reorganization Act contemplated 
that this report and the plan which it describes would 
be “preliminary”, and the Association wishes to stress 
the aptness of that description. The February 26 statu¬ 
tory deadline has given tho Association less than eight 
months from tho date the Board of Directors took office 
to conduct a transportation planning effort of unpre¬ 
cedented complexity. During the period between the 
release of this report and tho completion of the Final 
System Plan, USRA will continue the collection ami 
refinement of relevant data and will develop more fully 
aspects of tlie rail services plan which now are tentative. 
Within tho next 60 days, tho RSPO is to hold public 
hearings on tho Plan nnd send to tho Association nu 
evaluation of public testimony as well as its own eval¬ 
uation of tho Preliminary System Plan. At the same 
time, the ICC will consider whether proposed acquisi¬ 
tions by solvent earners meet the requirements of Sec¬ 
tion 5 of tho Interstate Commerce Act. Tho Final Sys¬ 
tem Plan is to bo adopted by the Executive Committee 
of tho Association’s Board of Directors not later than 
Juno 20 and presented to the entire Board for its ap¬ 
proval. On that same date the Final System Plan will lw 
forwarded to tho Interstate Commerce Commission. By 
July 26,1975 the Plan is to lie submitted to Congress for 
its consideration. The Association will not hesitate to re¬ 
vise or amplify wlmt is being presented in this report 
should additional analysis or improved data point to 
new or better ways of providing adequate rail transpor¬ 
tation service to tlio Kegiou ill keeping with the man¬ 
date of tho Act. 

. This Preliminary System Plan raises many issues 
for publio debate and offers recommendations for 
many but not all of the significant questions that are 
posed. The public discussion to follow publication of 
the Plan will- aid in developing the Association's rec¬ 
ommendation in the Final System Plan. 

For tho Board of Directors 
Annina D. Lewis, Chairman 

|FR Doc.78-6306 Piled 2-20-76;8:45 im] 
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The Economic Decline of the 
Railroad Industry 

Essential to an understanding of the United States Railway ylsso- 
ciation’s Preliminary System Plan is an appreciation of the economic 
history of the rail industry. The railroads played a key role in the rapid 
expansion and development of this country during the 19th and early 
20th centuries. Over the last 50 years, however, a far different picture 
has evolved. 

Since 1947, the railroad industry has experienced an SO percent 
decline in passenger revenue miles. During the same period, freight 
revenue ton-miles increased by only SO percent, as opposed to an increase 
in the gross national product of 170 percent. „-ls competing technologies 
matured and public policy accommodating those technologies came into 
hang, the railroad industry in the Northeast and Midwest Region was 
unable to respond fully to changing economic trends. 

There is no single cause of the bankruptcies in the Region and, 
therefore, no single remedy. But problems which have beset the rail in¬ 
dustry in general are uniquely combined in the Region. Each factor con¬ 
tributing to the current stale of rail service must be addressed satisfactorily 





l 
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if the industry is to he restored to a competitive, construdm position < 
provide the nation with safe and efficient service. 

Chapter 1 explores those major economic factors affecting the i 
industry ’* decline, particularly in the Region. Appendix B, a sup 
ment to this Chapter, details the current financial condition of theindu 


The nation’s railroads were the marvel of an earlier 
tiny. Rail technology opened the West, giving access to 
millions of acres of wilderness. The national rail system 
grew from 767 miles of rail along the Atlantic seaboard 
in 1835 to a 254,000 mile intercontinental network at its 
peak in 1916. The rail construction era was finished for 
the seaboard states by 1900 and soon afterward for tho 
remainder of tho Northeast states. 

Much of the rail plant was constructed to meet local 
needs rather than to serve regional or national transport 
functions. Coordination of rail lines was minimal and, 
as a result, tho present network is not the most efficient 
system that could have been designed. The rail system 
today retains much of its early duplication and complex 
ownership. 

Railroads were the first of the modern transportation 
technologies to develop. In the absence of a competing 
technology, tho rail* system of the 19tli Century pro¬ 
vided a comprehensive array of transportation sendees, 
including both freight and passenger sendees. Rail¬ 
roads provided the only way to develop an area inten¬ 
sively 'cither for agricultural or industrial uses. More 
than any other factor, tho railroads linked the regions 
of this country into a transcontinental economy. 

During World War I, railroads were vital in this 
country’s role of providing material to the allies. They 
continued to be the dominant intercity form of trans¬ 
portation throughout the decade of tho 1920’s. Their 
market position was reflected in their financial strength 
and the value of their equity nnd debt securities. Tho 
railroads were truly one of America’s great industries. 

Over the last half-century, however, a far different 
industry has evolved. Although railroads continue to bo 
the largest carrier of intercity freight in terms of ton- 
miles, they no longer dominate intercity transportation. 
Efficient competing systems of transportation have 
eroded tho rail traffic base. The last period of heavy 
reliance on railroads occurred in World War II when 
the rail system mobilized to handle greatly expanded 
traffic and again supported a nation at war. Gasoline 
and rubber rationing limited the use of the private auto¬ 
mobiles, trucking was in relative infancy .and tho in¬ 
land waterway network was less extensive than it is 
today. 

After World War II, the competitive position of tho 
railroads deteriorated. Revenue passenger miles de¬ 


clined 80 percent from 1947 to 1973 in spite of exp! 
growth in passenger travel generally. Railroad s nai 
share of perishable agricultural produce and higtxr 
rated manufacturing products declined signi 
During tho post-war period tho growth of the raili 
has lagged behind the economy in general. In 191 
railroads carried nearly two-thirds of the intei 
freight; by 1973 that share had dropped to 39 pei 
During tho same period, when the gross national pi 
not grow approximately 170 percent (after adjusting 
inflation) and wliilo industrial production grew 
percent, total U.S. rail revenue ton miles grew only 
percent while ton miles carried in tho Eastern 
(see Chapter 10, Figure 4 for definition of Eastern 1 
trict) actually declined 17 percent. 

Sluggish traffic and revenue growth have depi 
the railroads’ financial performance. Railroad ear 
today are only three-quarters of their 1947 level (i 
after adjusting for inflation). For many years the 
generated by the American railroads lias not been 
cient to meet capital requirements of the industry, 
the ret urn on investment Itas not been sufficient to era 
tho railroads to finance capital expenditures by *! 
common stock. 

Tho general decline in market share and the 
panying financial problems of railroads are most 
in tiro Northeast. Eight carriers in the Xortltfast 
Midwest arc bankrupt; several elsewhere in the 
arc in precarious financial condition, hut none are 
rupt. Six of tho bankrupt railroads cannot meet 
operating and maintenance expenses. 1 

Causes- for the Decline 

Much of the discussion, surrounding the pli? 
America’s railroads, and particularly the hnsnua 
lapse of the Penn Central, fails to grasp the com] * 
of the issue. There is no single cause and noMmp* 
tion. Underlying all aspects of this problem i- ^ 
nificant difference in the degree of public supl» 

m ■ ^ 

x The court* bare determined' that these *1* ~ 

organised on nn income ba*U within the P*°v ^ P 11 * 1 
the Hnnkruptcy Act, nnd they wore included 
effort at the outset Trustee* of ft wreath, t « * ## w*** 

cently stated that tho line cannot bo reorc *" ‘ rm u *cl* ,1 *£ 
(Dicing baits and bare petitioned Congress * 1 B*>d-‘ D * 

as a railroad la reorganisation under the * c * 
reorganisation court determined that it CAU 
normal procedures. 
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, 1 ,, tlic various transportation systems (sec Ap- 
^ j{).Bailn»diogfe ills cannot be traced to one or 
iVr siii?le cause, nor can these causesb© readily 
t-'d. The current economic condition of the rail- 
it attributable to many complex and interrelated 
among the more important of which are: 

# The virtual explosion of the technology of rival 
of transportation since 1920, which radically 

^1 the competitive position of the rail industry, 
omtrast. tltc rate of technological development of 
nil industry has l>oen slow, reflecting its relative 
laity. 

i Missive public support for the newer auto, truck, 
Pin.) airline technnlopies thronph provision of pub- 
funds for "round facilities and rights-of-way. Only 
wtinn of Hies* costs are repaid by user charges. 

* Has'- changes in underlying market conditions as 
rr locations shifted and traffic flows declined and 
vrindustry and agriculture pave way to a servicc- 

atrcL liiph technology economy. 

Th? inability of the railroad industry to adjust to 
jug market conditions liecnusc its facilities are 
in place, because the regulatory climate con- 
iwJ management's flexibility in setting rates, in 
igaml in abandoning obsolete properties and lines 
beaasr of loss of t raflic to other modes of transpor- 
m-lNtldie law prevented the rail industry from dc- 
neimilied systems of transportation using many 
methods of moving goods. 

•The preoccupation of somo rail managements with 
nrnp problems while neglecting the development 
'“Ifnimarketing practices. An additional factor is 
lability of management and lnl>or to agree- on meth- 
improving labor productivity following imple- 
ftciou of innovations wholly or partially designed 
P^nmnixe lalior costs. 

[ 7 •ud'i'try generally hns had insufficient internal 
"maintain and upgrade its facilities nor liavo 
t. or public funds been available. The rc- 
’ ( khrred maintenance, which has fur- 

V* 1 * *' IC coll U K ‘titivc position of tlic lines 
‘• “its. the vicious cycle is complete, 
ft,, f b°^'' llLS must l»e attacked if satisfactory 
i son ice is to exist in the future. The prob- 

t imL '!* '* C 10 a fa '' uro of operations or manago- 
(|| , vovro tod within the industry. Public 
hjjjJ' '' v must Jvsolvcd and policies revised. 

'bo mlii'-t 11 gl1lllt ra ^ roa( f industry the flexi- 

•btfii', *• 1Cre co,,, P°bng technologies liavo al- 
^wanpetitivc position. 

tbo ** < * on0, furthermore, it can be done 

bat it '!!!•!'. ° rk . of l )r ‘ vnte ownership and op- 

^inkmL/ r a , I ! ni(lent P lan,lin g phase, a 
1 °f public funds, realistic revisions 


in national transportation policy and the genuine co¬ 
operation of the industry. 

Changes in Technology 

Fifty years ago there simply was no other form of 
intercity transportation for the bulk movement of goods 
and people other than the railroads. Although rail 
technology has not been wholly static, developments 
sinro that date in no way rival the technical develop¬ 
ments of competitors. 

With the emergence of the automobile, society be¬ 
came more highly mobile, a development as important 
to the economy ns to social custom. This, coupled with 
the development of the high speed, pressurized air¬ 
plane for mcdiiun range, and long distance travel, ef¬ 
fectively eliminated the train as a competitor for pas¬ 
senger services. After a long downward decline in 
traffic, the mil industry basically phased out of the 
intercity passenger market, once a major contributor to 
profits. 

Innovations in trucking along with the development, 
of modem highway systems have enabled motor carriers 
currently to carry- 23 percent of the total intercity 
freight ton-miles. A combination of waterway develop¬ 
ment and improved bargo technology has created % 
nmjor water carrier industry since 1920, and inland 
waterways now account for 16 percent of total inter-* 
city ton-miles of freight. Pipeline technology has cap¬ 
tured the movement of fluid petroleum and natural gas, 
and oil pipelines now account for about 22 percent of 
intercity freight- movement. Moving coal slnrry (par¬ 
ticles of coal suspended in water) through pipelines 
may cause this mode to grow substantially inihe future. 

The past three decades have seen the advent of a 
number of technological advances in the railroad in¬ 
dustry, among them: diesel power, modem freight car 
equipment, piggyback and unit trains, scheduled main¬ 
tenance programs, automated classification yards, com¬ 
puterized clerical functions and centralized traffic con¬ 
trol. But those have been incremental in nnture, as op¬ 
posed to the major advances realized by rail’s competi¬ 
tors, and railroads have thereby suffered in the market¬ 
place. 

Government Policies 

All forms of modem transportation (except pipe¬ 
lines) hare received a generous helping hand from all 
*levcls of government and all are subject to various 
laws and regulations. Public policy toward transporta¬ 
tion has two elements: financial support and regula¬ 
tion. In both, public policy appears to have worked to 
the disadvantage of railroads. 

Financial. The federal government’s basic policy has 
been to promote development of different methods of 
transportation. This has l>ecn a deep-seated national 
policy from the very, beginning of the United States, 
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on o of its early applications being land grants to 
"Western, railroads in tlie 19th. Century. Tho federal 
government has continued this policy of. largo seal© 
promotional aid into this century by the support of tho 
new transportation technologies as they cam© into 
being. 

Tho early assistance to railroads pales when com¬ 
pared to tho continuing aid given to tho development 
of tho private automobile and trucking industry, tho 
airlines and inland barge operations—all competitors to 
the railroads. 

Through 1973, total federal, state and local expendi¬ 
tures to support rival forms of transportation have been 
in excess of $450 billion, most of it spent since 1920 
(see Appendix H). Only a portion of this outlay lias 
been recovered by user charges, such as fuel taxes, rato 
surcharges, rental, landing fees and the like. 

Government policy toward tho railroads contrasts 
sharply with national policy toward the coastal and in¬ 
land waterways, where facilities from lighthouses to 
locks have been constructed and operated directly by 
governmental autborities without charge to water car¬ 
riers. All government expenditures on waterway facili¬ 
ties totaled approximately $16 billion through 1971, a 
substantial proportion of which represents benefits to 
water carriers. 

Government support of airways and airports has been 
sul>stantiaL User fees were not levied until tho 19C0*s 
and not until 1970, in tho Airport and Airways Develop¬ 
ment Act, did Congress set up user taxes and a trust 
fund for capital expenditures in airports and airways; 

In Appendix II, it is noted that government support 
for airlines in expenditures for operations of tho air¬ 
ways, on tho order of $500 millio n annually, is not com¬ 
pensated in user charges. In addition, local service air¬ 
lines receive subsidies for service to small cities in ex¬ 
cess of $G0 million annually. In tho area of freight, air 
transport 1ms little influenced tiro railroads 7 current sit- 
uat ion, but tho airplano has been a key factor in tho 
dciniscrof wlint was onco a Xfiiy profitable passenger 
service. 

Highways and motor transport havo received tho 
broadest and most substantial governmental aid, with 
expenditures for highways by all levels of government 
amounting to over $20 billion per year in tho early 
1970‘s. Fuel taxes and other fees havo paid much of tho 
cost of highway development and maintenance-, 
but many experts believe that tho largo rail-compctitivo 
trucks have not paid their share relative to tho benefits 
they receive. 

"Without question, tho major highway improvements 
of tho last 30 years, especially tho construction of tho 
Interstate .Highway System, havo aided truck mover 
ment greatly aud have accelerated tho diversion of 
freight traffic to trucks from rail. Even at 55 m.p.h., and 
with allowanco for rest and stops, trucks haw an over¬ 


night service ratigo of more than 400 miles in a & J 
driver track,* thus allowing rapid service throng™ 
region from a limited number of distributioncentei_ 

In this century, tbe railroads and the pipeline mi 
only competing forms of transportation which hive ij 
benefited substantially from public expenditures 1 
their basic riglits-of-Way and ground facilities. His l 
distorted the cost comparisons between the railroadsi_ 
their competitors significantly. Tho cost of 
of way and communications and related facilities of i 
railroads, including interest charges, were 21 per 
total rail revenues in 1973. Thus, railroads are it to 
sidcrablo disadvantage in competing for traffic. 

Even if user fees were fully compensatory, the 1 
that rail competitors obtain their fixed facilities i 
rights-of-way by such charges acts again to the s 
tial disadvantage of tho railroads. For tho nil 
these costs are largely fixed while rail competitors i 
a user charge only as needed for' the facility involn 
Costs thns vary directly with volume of business. 

By virtue of public provision of rights-ofway.i 
rail transportation businesses do not bare to i 
repair and re-construct facilities and rights-of-var. 1 
competitors therefore havo a less complex man 
burden. 

Another major disadvantage for railroads is the 1 
term effect of inflation on tlio comparative costs off 
Ing business. Bargo operators pay nothing for the rd 
to operate over, tho waterway system. Trackers part' 
taxes which aro raised infrequently so that their t 
expense on right-of-way varies only with volume i 
lias risen slowly. For example, federal fod h 
havo not been raised since 1959. By contrast, railn 
must maintain their facilities with their own raoneyi 
rising prices and higher labor costs must be borne i 
immediately. ., 

Regulation. Tho railroads were the firet Amend 
industry to com© under extensive state or feoewfl 
enmient regulation, even antedating passage of 
terstate Commerce Act of 1887. Undoubtedly, the; j 
interest was well served by tbe origi nal regulator - J 
turo because of tho geographic unevenness of c0 °v 
tion between rail routes and railroads’ con« _ 
economic power. .. ® 

B nil road regulation in today’s transport! 
vironment,however, warrants reexamination.- 
study estimated the economic losses f ram excess j 

(inefficient use) and misalloeation of traffic attni>« 
to transportation regulation at $1-^ ’’ ! . 

lation of railroad rates has failed to assure * ^ 
industry profits and rates of return and w ,, _ 
tho railroads’ ability to compete, because « T* 
process is “slow*, cumbersome, inflexible : | 

" ' . . if fo rlAltePi 

«Estimate BUtf&eatcd by American Tcttcfcwr • 

10 bouw at 40 m.p.li. r " 

• Thomas G. Moore, Th6 JVflifNWy •/ IJC * 
port a tion, pp. 22-23. 
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„.*ing innovation by the railroads”. 4 The Inter- 
rCfloimerco Commission on the one hand lias fro- 
jjlj used the power it possesses to hold down rates, 
jitbi evidence suggests that hold-downs have been to 
<(.< movement of commodities that otherwise would 
,>bted geographically. On the other hand, the 
ns-ion often has disallowed rate reductions that 
rtition would have dictated. 

■ return on railroad investment has not appeared 
Ik i foremost consideration to the ICC.'The preva- 
F of icnss-the-board rate increases attuned to gen- 
I price and wage levels, not rates of return, is not 
i willy responsive to the changing economic and 
t environment. 

Iranis offered a full range of transportation serv- 
i unite IMO'g, but they have not evolved further into 
i",m rtation com/xiniat, the Congress having created 
rtkt impedes such evolution. By law in 1935, rnil- 
(fcirere precluded from offering competitive truck 
itw, unless they were then offering such services, 
eu»!i tbev were not precluded from securing oper- 
rrights to undertake the pickup and delivery func- 
awhich tmeks perforin so well, 
tnsre and other forms of coordination within tho 
F*1 industry also nre subject to regulatory restric- 
lui'l delay. Tims, the railroad industry has been 
gripped while its competitors have exploited new 
"'fits to the full and have enjoyed the benefits 
*[* hinds that have so greatly assisted convicting 
of commercial transportation. These pressures 
‘ lad massive adverse affects on the dynamics of 
■xd development and the profitability of the m- 

iuving developed as integrated transportation 
'"f*' railroads l>ecamo more and more narrowly 
' n die markets in which they could effectively 
** 3n d ' ll *heir approach to tlie problems of 
labor took the full bnmt of 
P"**' impact of other forms of transportation ; 
V™** boci "" t * a major clement of rail InW 
^ iiw and in pail, an aspect of regulation. It is 
^ e nliFther rail labor would have been so'pre- 
^ uli job protection if the mil roads had been 
eielop as integrated transportation sys- 


1 Growth ond Choracter 

[gtv*is S Uip 7 tition has grown slowly -relative to 
■ dfni„]! ' ] l ll0< l»ict (GXP), and the composi- 
fetJ, ,lmt lms grown is less suitable to rail 
1 1972 r , P a< W'iabIo to trucking. Between 1947 
Nrjtfofo'o^ traffic grew at an average 

potth*. f i M ' n cat compared to an average an- 
^ a » of 3.8 percent for GXP. If intercity 

l* (* |( . 

St * l "> C'omnifrc-, The Pen it Central anil Other 


ton-miles are calculated exclusive of oil pipeline move¬ 
ments, the average annual growth of all freight between 
1947 and 1972 was only 2.2 percent.® 

The forces which cause freight transport, demands 
to grow more slowly than the economy include: 

• The substitution of lighter-weight materials to be 
transported. 

• The growth of submarkets which justify multiple 
regional production sites. 

• Improved transport and distribution systems. 

• More radical technological changes, such as liigh- 
voltage long-distance lines for the “shipment” of elec¬ 
tricity, as opposed to tho transportation of energy 
resources. 4 

It appears that established industries have managed 
to reduce tlxcir transportation requirements. In addi¬ 
tion, the consumption of bulk raw materials, another 
staple of rail traffic, reflects population growth more 
closely than it does economic activity. For the last quar¬ 
ter century or more, the agriculture, mining and forestry 
sectors of the economy have been declining as a share of 
GXP. Historically, these industries provided the basic 
source of railroad freight and their relative decline has 
contributed to rails’ falling share of traffic. 

Even worse from the railroads’ perspective, bulk com¬ 
modities traditionally transported by rail, such as iron 
ore and grains, have grown less rapidly than plastics 
or meat, for example. Coal production showed no growth 
at all lictwcon 1957 and 1965,’ but it may rebound ns a 
mn jor source of domestic energy.” 

Manufacturing production has grown more rapidly 
than that of bulk commodities, but within tho manu- 
facturing sector the fastest growth has been in industries 
producing goods that are of high value relative to their 
bulk and also relative to the transportation costs in¬ 
curred. Good examples are computers, business machines 
and such consumer goods as television sets, high fidelity 
equipment, cosmetics and pharmaceuticals—articles gen¬ 
erating little, demand for rail transport. Tho fastest 
growing sectors of tho economy are personal services, 
finance and government—activities needing little goods 
movement in general or rail transportation in par¬ 
ticular.* 

Location of Economic Activities 

Production locations exert an influence on transport 
demand apart from tlie nature of the goods themselves, 
and for the railroads this influence lias been negative. 

'Improving Railroad Productivity. Final Report of the Task Force 
On Railroad Productivity, to the National Commlaslon on Productivity 
and The Council of Economic Advluenr, 1973, p. 2. 

•U.S. Senate, Committee on Commerce, The Penn Central and Other 
Railroad*, pp. 232-33* 

*1bid., p. 229. 

'Improving Railroad Productivity, Final Report of the Tank Force 
on Railroad Productivity, Chapter I for a general dUcuenlon, and Alex¬ 
ander I* Morton, freight Demand, unpublished Ph.D. dl*a*rtatlon. 
Harvard UnlYcraity, 1973, for additional detail. 
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Population .shifts to metropolitan centers reduce tho 
amount of truflic to and from rural areas and leave or-• 
cess rural trackage, which lias not decreased concur¬ 
rently with population shifts away from areas the lines 
once served. As a result, railroads are burdened with 
facilities that no longer are productive. Further, the 
most rapid production and population growth is in areas 
such as Atlanta, Pallas, Phoenix and I>enver, not in the 
older Eastern production centers with extensive rail 
plants. 

Tlius, railroads in those older areas suffer as jobs and 
factories move to and natural resource development 
takes place in newer growth areas. Multiple centers and 
natural resource development encourage producers to 
move their plants, creating less interdependent regions 
of the nat ion. This in turn has favored the use of short- 
dxaul trucking. Today, good highways, especially the 
interstate system, are prime factors in business and 
plant location. 

Truck, barge and pipeline have the decided advantage 
of being unencumbered by inherited equipment and op¬ 
erating patterns. They can focus on t he most promising 
areas of cargo carried by rail; railroads, to some extent 
held back by regulation, cannot fight back with equal 
competitive vigor. Trucks and airplanes appear to have 
captured the transportation, of light high-value com¬ 
modities for decentralized slippers requiring high- 
quality Service. 

| Manufacturers generally’ choose plant locations by 
considering both good highway access and good rail 
connections, and many aerospace and electronics firms 
producing very high-value goods will be found near air¬ 
ports. Barge and pipeline firms vigorously solicit trans¬ 
portation of bulk goods; the ton-miles they move 
roughly have quadrupled during the last two decades. 

Deficit Service Requirements 

The early rapid expansion of the railroad industry 
and the absence of effective competition led to the con¬ 
struction of many lines no longer economic to operate. 
Traffic once almost the sole domain of the railroad in¬ 
dustry was captured by competitive transport busi¬ 
nesses, and this trend continues today, with railroads 
in the Northeast and Midwest facing the largest re¬ 
adjustment problem. 

Some excessive rail capacity has resulted from 
changes within tlic industry itself, as a result of cen¬ 
tralized traffic control systems, automated yards, larger 
freight cars and more powerful locomotives. Railroad 
mcrgeis and internal redirections of traffic flows result 
in unnecessary trackage as the industry seeks better use 
of roadway and rolling stock. 

Traditionally, the railroad industry seeks to un¬ 
burden itself of deficit-producing services (usually 
light density branch lines or passenger services) by 


petitioning regulatory agencies to discontinue or, 
don t he service. However, 

the essential approach of both legislation ted 
regulat ion was to consider abandonment ma 
aberration ... small town grain elcvatow, fib 
- whooping cranes, were to be preserved when- 
ever possible...* 

Where the losses on branch lines have beeni _ 
tial, especially in tlio Region, the condition of ill i 
road properties is financially damaged. 
of way expenditures are deferred and the j 
meet minimum safety standards lead to a lack of i 
for main line maintenance as well as tlio deficit-pr 
ing branch. 

Estimates of avoidable losses from light 
branch operations nationwide vary from about I 
million to more than $100 million per ycar.Thisisi 
an amount sufficient to restore the financial health' 
the industry’, but “the correlation between financialo 
dition and the incidence of the light density linflj 
lem suggests that the problem may be somewhat ( 
than the FRA estimate implies.” 14 


The Railroad Problem in the Region 

The railroads in. the Region and particularly I 
in the Northeast have been affected most severely I 
the negative factors influencing the financial health« 
condition of the railroad industry. The Northeast! 
the first area to be developed, has the oldest indti 
and the oldest and most extensive rail road system. Mai 
of its railroads were built purely for local service! 
before the advent of trucking. The current raikoeds 
tern represents a splicing of hundreds of coniit 
roads, each having its own outdated branches and 5 

The industries predominating in the Region, | 
ularly the Northeast, are among the most slowly f 
ing sectors of the economy and are the moat easily 
placed by new location patterns. In addition, they* 8 
to produce goods that lend themselves to truckings 
petition, especially because predominating ship 
are short haul in nature. Water carriers are * 
in and around the Region and intermodal he lt!e51 
much more extensive there. 

The railroads in the Region also are respo ^ 
a predominant share of passenger service, repress 
a lass to operate and a distraction for managi' ,!i ® ^ 
plant facility built to provide extensive ^ 

ives also represents a greater degree of re un 
anywhere else in the system. 


* Jnron K. Ni-l non, "The Economic* of 1 

Rympotimm on Economic and Publkt Policy “ a ‘ ^ ^ ^ 

Itc>etty Kail Line Operation*. January utrf tfea, * * * 

mrnt of Transportation, KVd*ral Railroad . J 5 ' ^ |Jje fgik 

"Improving Railroad Prod activity. Final K<1 &*• 1 

oo Railroad Productivity, p. Lo** ** 


100 and 101. 
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Is addition, the depletion of natural resources in the 
ishsiled those industries and the t raffic they generate 
i depart to the newer and more rapidly developing 
iitioa centers. This situation has resulted in dc- 
[ til revenues to servo social purposes of com¬ 
bes in the Northeast. They in turn have been more 
at on property taxes levied on railroad holdings 
i t»st resistant to abandonments depriving them of 
e revenues. 

i problem of the Penn Central Merger 

Gaertlizstions about the Penn Central merger aro 
t to make. They depend on three underlying fac- 
tthat are hard to separate: the difficulties and con- 
minagement faced, the quality of personnel 
J their decisions and agreements reached with labor 
IthelCC as conditions of the merger, i.e., labor pro- 
i arrangements and the agreement to absorb the 
r Haven railroad into the merged system. 

The lepey of railroading in the Northeast would 
1 many to believe correctly that successful manage- 
of the merged railroads would bo a miraculous 
likfct unobtainable goal. One study refers to the 
»Central merger as the birth of M a grotesque set of 
teas twins." u The two partner's were both in fin an¬ 
il difficultly mostly a result of developments beyond 
nt control as discussed elsewhere in this 

ut decisions in the railroad industry are 
lined by many considerations, including regula* 
n policies and decisions, relationships with shippers 
1 Impendence upon connecting railroads, the position 
^competitive carriers such as trucks, rail technology 
the plant and equipment inherited from the past, 
mtory procedures and delays, a necessary part of 
process, left the merger’s outcome in doubt, 
kto 1050’s until final approval was won in 
court procedures and objections exhausted in 
£*** P^ an, dng was stifled by uncertainty, 
ad frl r nt ^ Inium gonient capability does seem to 
'* i to discussion. It concerns the implementa- 
, ' 10 mcr " p| the scale of the resulting 

.» company and the dynamics of transition toward 
jL. j 11 ' 8***Uy expanded scale of operations. 
*vM «i C mer £° r » two major parent railroads 
y: , ar £ e aino, 'nt of identical gcogi*aphic terri- 
^ parallel mite structure and ex- 

i. nnj Mm ^ ar traffic patterns. It was understood 
Hfi f r mca *^ consolidation. Savings were antici- 
dlities, 1111 ^ °'' Ininal ' on of duplicate operations and 

“hsbi^? WCVPl ’ "little thought was nppar- 
“7 from ti° ' • ‘^® cu lt process of forging one com- 
- 11 pieces of its predecessors. . . . the pre- 

I 

•* Commcre*, The Penn Central and 


merger planning... did not spell out the steps or proc¬ 
esses necessary to move from two separate roads to one 
unified railroad. 5514 In the rush to consolidate! the diffi¬ 
culties of a major change in physical flow of traffic and 
reorganized wrork patterns for labor were not given 
systematic attention, and managerial philosophies of 
the two parent companies appeared to differ widely. 

The results of a crash program to merge incompatible 
systems were devastating. Without detailed operational 
planning the attempt to grow suddenly introduced a 
dynamic element which overrode all else. In hindsight, 
Penn Central proved not to have adequate management, 
sufficient time or financial stability to support the con¬ 
solidation of the tw f o major operating companies. 

Changing patterns of production, a declining sham 
for the Northeast economy and the increasingly com¬ 
petitive service of alternative inodes required innova¬ 
tive responses from management that did not appear. 
Specific managerial shortcomings played a role: ex¬ 
amples are high dividends paid out in the face of cash 
shortages, the deterioration of internal accounting con¬ 
trols leading to deterioration of the billing and collec¬ 
tion functions and overly imaginative accounting pro¬ 
cedures to bolster reported income. In addition, it was 
questionable wisdom to proceed with the merger itself 
as the cost of labor protection, the absorption of tho 
New Haven and the generally drawn out delays esca¬ 
lated the negative aspects of the problem. 

Summary and Future Outlook 11 

Several pervasive and enduring causes for the de¬ 
cline .of railroading were examined in the first part of 
tliis chapter. These causes gave the appearance of a 
concerted act—by the general public, other industries, 
government, even the railroads themselves—to cause tho 
railroads to fall from power into financial difficulty. 
The problems of the Northeast and the bankrupt car¬ 
riers simply are extensions of those found elsewhere, 
and the financial conditions provide ample evidence of 
decline becoming collapse among the candidates for 
consolidation. 

Yet railroads have shown considerable staying power. 
It is striking that, after several decades of expanding 
truck operations and a deteriorating rail industry, rail¬ 
roads are still the leading producers of freight ton- 
miles. The more than 850 billion revenue ton-miles 
moved in 1973 represent approximately the same volume 
as all other carriers combined, except pipelines. In 1973, 
the railroads set an all-time record for ton-miles of 
freight, and they experienced a slight increase in their 
share of total intercity traffic for the first time in almost 
a decade. 


W Ibid., p, ass. 

n A foil dl*cu**1on of the current financial conditions of the railroad 
industry and the Region In particular, accompanied by supporting 
tables and graph*, appear* In Appendix U. 
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A review of the factors affecting the growth of inter¬ 
city freight traftic in the Northeast and the competitive 
balance among modes does not suggest a strong revival, 
however, regardless of the relative efficiency of the rail 
industry. The Northeast will continue to experience 
population outmigration and a lower rate of population 
growth. The nation’s birth rate has reached its lowest 
point in decades and continues to fall. 

Diminished year-to-year growth in real income per 
capita also would contribute to diminished growth in 
traffic volumes. A numl>er of factors point to lower 
growth in real income than was achieved lietween IMS 
and 1970, continuing the trend of the past few years. 
Tims, the volume of raw materials and manufactured 
goods handled by freight carriers should grow less rap¬ 
idly than it has during the post-war period. Further 
accentuating this trend, more is being spent on services 
and highly-fabricated manufactured goods that gen¬ 
erate fewer ton-miles per dollar of finished product. 

The relocation of raw material sources and manufac¬ 
turing centers away from the Northeast will aggravate 
its retarded growth of freight. Manufacturing facilities 
have tended to remain disproportionately concentrated 
in the Region, although it lias ceased to lie a major 
source of raw materials other than coal. As its popula¬ 
tion or market disperses, the tendency of recent decades 
for manufacturing to leave the area should persist. 
Higher costs of freight transportation, spurred by 
higher fuel costs and the uncertain outlook for the Re¬ 
gion’s rail transport, should stimulate further decen¬ 
tralization of manufacturing. 

One of the largest rail users, the automobile industry, 
Just announced a $5 billion capital program to develop 
smaller and more fuel efficient cars. This can only have 
a negative effect on the movement of total freight in 
the Region. 

Whilo these inherent negative factors must lie con¬ 
sidered in any forecast, the Association has projected 
a slight increase in rail freight traffic over the next 
decade. This is liased on the assumption of general 
growth in traffic and maintenance (rather than decline) 
of raiTsshare in the freight market. 

The one bullish traffic- forecast is for the movement 
of coal. Railroads are the dominant coal carriers, and a 
massive conversion to coal consumption could lead to 
substantial growth in Northeast freight tonnages and 
ton-miles, despite the depressing effect of other factors. 
A growth of coal traffic would, of course, place rather 
different demands on the rail system than an equal 
growth of other traffic. However, even if coal consump¬ 
tion does grow rapidly, there is no assurance that rail¬ 
roads will licncfit accordingly. 

The availability of rail transport has been a prereq¬ 
uisite for coal production in the past, hut mine-mouth 
generation and high-voltage electricity transmission 
have been used increasingly as an alternative to coal 
transport, and further technological breakthroughs in 


transmission may be expected. Coal gasification 
liquefaction presumably will attract greater itt 
as volumes grow. Only the railroads’ share of i 
coal traffic seems reasonably secure from such diver, 
although it is concentrated over a limited hualcr 
rail routes. 

The prospects for rail freight growth in theNo. 
east also are clouded by a possible shift of fm'git 
competing modes. There already has been a snhsh 
diversion of high-valued freight to trucking, andt 
arc appearing to become steadily more aggros* 
competing for bulk commodities as well. Three bet 
that may perpetuate this trend are greater freedom 
private truck operations to solicit hackluuib, i 
truck size and weight allowances and high interest i 
that reward inventory reduction and tight schedali 
On the other hand, higher fuel costs and stricter 
foroement of reduced highway speeds may deprive 
trucks of some of their competitive advantage. 

The network of high-performance highways is i 
likely to bo expanded much further in the No 
and the relocation of factories and warehouses to ! 
with easy highway access is pretty much couipli 
These two influences were important in the diven 
of freight to trucks in the past, but may be consider) 
less significant in changing modal shares in there 
ahead. 

Further increases in fuel prices would work to i 
advantage of the railroads, as they are more fee! 
ficicnt on the long haul, and the implicit weight-! 
tive cost differential might retard or arrest truck j 
t rat ion into the movement of bulk commodities, i 
the short run, pet roleum prices appear to have l 
a supply-demand equilibrium level and further] 
cent age increases on the scale of the past two years: 
unlikely. Even these recent increases, it should 
noted, put little more than a crimp in the 
trucking. Looking further to the future, the nation' 
have to rely increasingly on relatively abundant i 
supplies. 

Though the relative importance of heavy matw 
has diminished in the economy, shipments i 
grain, agricultural exports, woodpulp, paper F* 5 
and stone, to name but a few, will remain as basa • 
generators for the railroads, and their display 
bulk haulers over long distances seems unlike y. 
and materials for recycling, while not replay ^ 
materials, represent a potential growth marke or 
hauling. ... ^ 

Other modes have relatively limited a '>' J ^ 
sorli much of this rail-oriented traffic* a"' 
lie some shift in the modal choice of hulk « 
between rail and water carriers as wl • 
tion of user charges on river traffic m >* 
would divert bulk cargoes to rail. de|*‘n 1 ^ 

tent to which the user charge is intern 
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• tl ] or operating and maintenance coats. 
Vaer* * wo general areas of major promise for 
ulroad traffic. A commitment to aggressive develop- 
at and promotion of containerization and reliable 
rtcrmodal service could reopen large movements of 
jsifjcturcd goods for railroads. This sort of break¬ 
up into profitable service-sensitive traffic could 
wonders. 

Hiemnarkalile ability of railroads to expand traffic 


without major disruption may prove to be a most valu¬ 
able asset. Society today is conscious of the. fragile na¬ 
ture of our environment, our excessive consumption of 
petroleum and continuing misuse of much urban land 
by highway construction while congestion persists or 
worsens. This attitude can lead to greater recognition 
of the railroads' potential as a fuel-efficient, land-con¬ 
serving and low-pollution alternative, for future traf¬ 
fic-growth. 
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2 


Goals and Issues Underlying the 
Preliminary System Plan 


This chapter sets the stage for the presentation of the Preliminary 
System Plan by addressing several issues that had to be resolved in the 
process of drafting the Association's specific recommendations. 

Two issues receive special attention in the chapter. One is the question 
of the extent of federal involvement in restructuring and rehabilitating rail- 
service provided by the bankrupt carriers. The amount of federal financial 
support required by ConRail will be substantially larger than contem¬ 
plated in the Act and it will be necessary to find ways of providing this 
support without resulting in de facto nationalization of the firm. The other 
is the issue of balanced public policy for transportation. The nation must 
develop transport policies that take full account of cost, energy arid 
environmental considerations. 

The purposes and goals of the Act provided guidelines for USRA’s 
work, but a number of underlying conflicts remained to be resolved. This 
Preliminary System Plan attempts to achieve a balance among the Act’s 
competing goals. 
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In enacting the Regional Rail Reorganization Act of 
1073, Congress declared its purpose to provide for;- 

• Identification of an adequate rail service system for 
the Northeast and Midwest Region, 

• Reorganization of railroads of the Region into an 
economically viable system capable of providing 
adequate and efficient service, 

• The establishment of the United States Railway 
Association and the Consolidated Rail Corporation 
(ConRail), 

• Assistance to the states and local authorities for 
continuation of local rail service threatened with 
cessation and 

• Necessary federal financial assistance at the lowest 
possible cost to the general taxpayer. 

The statutory goals guiding preparation of the 
Final System Plan are outlined in Section 206 of tho 
Act. These goals complement the purposes of tho Act 
-and offer further direction to the Association and those 
who review the Association’s work. Tho Act stipulates 
that the restructured regional rail system should: 

• Be financially self-sustaining, 

• Meet regional rail transportation needs adequately, 

• Improve high-speed rail passenger service in tho 
Northeast Corridor and identify other corridors in 
which major upgrading of track for high-speed 
passenger operation would yield substantial public 
benefits, 

• Preserve, as much as possible, existing patterns of 
service, 

• Preserve facilities and service for coal transport 
and conserve scarce energy resources, 

• Retain and promote competition, 

• Attain and maintain desirable environmental 
standards, 

• Achieve efficiency in train operations and 

• Minimize unemployment and adverse effects on 
communities. 


On this point , it is important to "bear in mind (h /< 
that tho eight goals of the Act apply to the entire Fi 
System, Plan. None is limited to ConRail or any g 
single aspect of the Plan, nor can any one goal he vie 
in isolation and applied narrotely to a particular u 
such, as each individual light-density Jins or th «i 
nomic impact on a shipper or community. 

Congress itself recognized, at least by inference 
lack of consistency in the goals. For example, the Hi 
Interstate and Foreign Commerce Committee report 
the Act said that it “recognized the need for saf< 
for small areas, to be able to continue essential 
which is not economical for the carrier. This was recog¬ 
nized as a social cost to be borne by the government^ 
(House Report 93-620, pp. 28-29). The conflict 
needed service and financial self-sufficiency was 
posed to be resolved in this fashion. 

Adjustment and accommodations are inevitable, 
the Association has attempted to do this in a rational 
logical way, but there is no magic formula for reeondtj 
ing these conflicts. Tho greatest challenge facing 
Association in its planning task was not the confl 
goals and competing interests; given the situation,! 
could hardly have been otherwise. Instead, the Associa 
tion's challenge was to draw those conflicts and coropetj 
ing interests together in a maimer that would convo 
tho broad purposes and goals of the Act into spe"" 
decisions and recommendations for the Preliminary 
Final System Plan. What became clear in the process 
that unless USR A provides for an economically •• 
ficient system, tbe Act’s basic intent will not be achic 

The Association believes that this Plan represents 
fair and reasonable, although preliminary, resolution 
the issues inherent in the Act’s purposes and goal* 
Board of Directors of the United States Railway 
ciation hopes that this report will help to focus the o«j 
essary and desirable public discussion which is to 
publication of this Plan. 


Resolving Conflicting Goals 

Tho Association feels a strong responsibility to en- 

I sure that tho purposes of the Act arc met aiul the goals 
of the Plan are effectively balanced. It is significant 
that, pursuit of an adequate and financially viable rail 
service system (to paraphrase the combined wording) 
appears both among the purposes and the goals of the 
Act. There can be no doubt of tho importance Congress 
attached to these objectives. 

I I Though all of the Act's goals have been considered, 

these two basic statutory aims have been at the core of 
the Association’s planning process. Like any broad 
reaching legislation, the Act's goals are not fully con¬ 
sistent with one another. Testimony of public witnesses 
at the Rail Service Planning Office hearings last year 
clearly demonstrates the difficulty of balancing certain 
goals against the others. 


The Extent of Federal Involvement 

The Regional Rail Rcorgnnizat ion Act cont ^ in ^ 
reorganization and operation of the Region s an *yjn 
rail carriers as profitable companies within 1 P n 
sector of the economy. The Association ^ 

ConRail can be brought to a profit position a k)u * 
to the average for the rail industry. Tbe tinancn 
ments in this Plan show that ConRail s cas1 °*^ 
bo sufficient to pay interest charges on fe> cr ® ^ 
currcd within the 10-year forecast P eilfX ’ 
retirement of federal debt will not ^ ur • iporttfd 
years. The. Association recognizes that »*« niaE y 
of achieving a profitable ConRail will *bTV'*. cs0 iretl 
factors, including workable agreements w it 1 ^ ^ 

railroads in the Region and the roannei m 
cssary additional federal financing is P r0T1 
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T^unount of federal financial support required by 
■ -KailTriH to substantially larger than contemplated 
the Act and the period during which more than 50 
r;;it 0 {’ti, e debt structure of ConRail will be “fed- 
probably will exceed 20 years. This is duo to sev- 
' factors.* First, rehabilitation requirements are 
i^taUrcatcr than expected and thus higher than 
templated in the Act. In 1073 prices, the cost of re- 
. ilitation and capital improvements to ConRail right¬ 
ly and structure properties (in essence, raising 
ia their former level of operation and service) is 
n .jted to be $2 billion during the first 10 years. 
5BA expects that inflation during the period of 
juHliUtioh will about double the actual dollar cost. 
Second, because of the shortage of steel rail and the 
limnent that rehabilitation be coordinated and 
icident with normal line operations, it is anticipated 
i the rehabilitation program will take place over a 
iodof 10 to 15 years. Third, ConRail will need work- 
apital loans*until its cash flow from operations 
ts its operating cash needs, including funding inter* 
payments in the early years. Assuming normal 
il methods as set forth in the Act and CouRail’s 
to raise $500 million in the private sector for 
.ent, total federal loans or loan guarantees are 
kted to be approximately $3 billion by 1985 (ex- 
ig any obligations in the initial'conveyance of 
roptities). 

The Association believes that the necessary federal 
imding support for the operating company can tako 
in a manner which does not result in de facto na- 
ioniliation. The entire thrust of the Regional Rail 
Organization Act of 1973 was to provide a private- 
tarprise solution to the railroad crisis so as to leave 
'•raRiil a “for-profit'’ company which ultimately could 
f<ntefree of direct government involvement; nation* 
fotion was to be avoided. 

There has been a natural reluctance on the part of 
egress to become deeply involved financially in pri- 
’ 3 '' companies. The Act itself represents a break with 
•ritioa but was felt to be necessary because of 
^ catastrophic effects cessation of transportation by 
“nknipt railroads would have on the Nation’s 
towomy. Congress passed a “reorganization” Act dc- 
to seek a private enterprise solution to resolve the 
wn of the bankrupt carriers. An increase in fund- 
>^cr that contemplated in the Act to adjust for the 
amount of rehabilitation and to take into ac- 
_ ' .* e inflationary factors which are. substantially 
^*®portant today than when the Act was passed, 
^ I . r ^ uirc d. Such an increase would not change 
tc thrust of the Act as it originally was passed. 

^ the f n ,°^ ave first time in recent periods 

# th*tm f 1 ^ vernrnent Tias made extensive loans 
- Uj1 ™.rail road industry. Through 1944, the Re- 

l0a * inancc Corporation. (RFC), as part of its 


general assistance program to industry and commerce, 
extended $938 million to railroads. Inflation of these 
loans to a value equivalent of a USRA loan commit¬ 
ment today to meet ConRail’s rehabilitation require¬ 
ment would raise the value of the original loans to a 
figure over $7 billion. Tire controls exerted by the RFC 
as a basis for these loans were less than contemplated by 
the Regional Rail Reorganization Act of 1973 since they 
did not require a government majority position on the 
Board of Directors of the organization to receive sup¬ 
port as a condit ion of the loan. 

Recognizing that there may be some concern with 
such an extensive public loan commitment to ConRail, 
a private company, the Association has studied the pos¬ 
sibility of the creation of a separate corporation which 
would own the rights-of-way of ConRail and have the 
responsibility for their rehabilitation. The range of al¬ 
ternatives to be studied includes a completely private 
company owned by the stockholders of ConRail, a mixed 
ownership company with both private and public owner¬ 
ship of stock in the company and a wholly owned gov¬ 
ernment corporation. 

In Chapter 3 the Association presents each of these 
alternatives briefly to provide the basis for public debate 
and considerat ion by Congress. 

The projected financial viability of ConRail is pre¬ 
dicated on a major rehabilitation program. Though 
relatively minor changes might take place both in the 
scope and location of specific rehabilitation projects, the 
Association does not believe that significant changes 
can be made without affecting the profit and loss 
projections. 

The Final System Plan will show the full financial 
commitment needed. That Plan as approved by Con¬ 
gress must grant sufficient funding to meet working 
capital needs and the planned rehabilitation program 
in order to support the value of ConRail securities. 

Balanced Public Policy for Transportation 

Another compelling issue affecting the successful 
reorganization of the bankrupt carriers is the absolute 
necessity to provide a more even balance in publio 
support policies and regulation of the various modes of 
transportation and to integrate planning for their de¬ 
velopment. As explained in Appendix II. public sup¬ 
port for all competing modes of transportation except 
pipelines is large and pervasive. This has adversely 
affected the rail industry. Not only has there been a 
direct effect on the profitability of the rail industry but 
also such public support has facilitated the develop¬ 
ment of competing forms of transportation, some of 
which are more harmful to the environment and con¬ 
sume much more energy per ton mile transported than 
do railroads. 

Chapter 11 shows the comparative energy consumed 
by rail technology as compared to other modes. For high 
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volume ojierations, if an additional 10 percent of tho 
truflio which could be carried by the rail industry were 
diverted to trucking, total energy consumed in inter¬ 
city freight transportation would increase approxi¬ 
mately 8 percent. On the other hand, if the rail industry 
regains that same volume of traffic, total energy con¬ 
sumed in transportation would be reduced by about that 
same i>erccntagc. Changes in national transportation 
policy could help achieve this energy saving. 

The lack of profitability of the rail industry, partially 
due to its impaired competitive position, is resulting in 
some, disinvestment of capital in the industry and in in¬ 
adequate maintenance of some of its facilities. Many im¬ 
portant oj>erating companies are literally consuming 
their own assets. Only a few rail systems now exist with¬ 
out substantial deterioration of facilities due to de¬ 
ferred maintenance. Reports filed with tho Interstate 
Commerce Commission indicate that nationwide de¬ 
ferred maintenance and capital expenditures now total 
about $4.3 billion and that figure is increasing. The de¬ 
ferral of maintenance over a long period of time was 
one of the primary reasons for the ultimate collapse of 
the Penn Central and the inability of its trustees to re¬ 
organize the company through normal procedures. A 
coni imint ion of this trend in the industry has significant 
implications for tho future. 

The effect of inflation on the competitive position of 
the rail industry and its competitors is not uniform. In 
supplying its own investment in rights-of-way and basic 
facilities, the rail industry will be forced to withstand 
the full effects of long-term inflation in the. cost of the 
materials and lnlx>r which go into those facilities. Thus, 
market forces, including the high cost of money, will af¬ 
fect the rail industry directly, and the industry has 
little ability to control those costs. In fact , the deferred 
maintenance hill, because it must be paid over the next 
JO years, trill about double due to inflation . * 

On the other hand, the cost of using the rights-of-way 
and ninny bnsic facilities of other transportation modes, 
except pipelines, is fixed by law. Such costs will vary 
only i f legislative action is taken to increase user charges 
in keeping with inflationary trends. The implication 
this has for rail profitability and for energy consuinp- 
1 ion is significant. 

The rail industry presents a fundamental problem 
in public policy in a private enterprise system. There 
is a natural hesitancy to provide government assistance 
to railroads because doing so seems to be in conflict 
with the underlying philosophies of our free enterprise 
system. It would be tragic if the rail industry were rele¬ 
gated to a lesser and lesser role in transportation, bal¬ 
ancing and equalling the government support for all 


transportation modes can help prevent or retard . 
erosion of raiTs competitive position and enturt 
each mode performs its most effective role. 

Central to the planning of the Association bit 
its attempt to take a broader look at the wleof^j 
reading in the transport system of the Region. $ 
sequent sections of this Plan offer suggestions oa 
kind of rail sendee most likely to sene genuinetr 
port needs in the next 10 to 15 years. The Pin 
addresses tho question of how that type of service 
fare in competition with other modes, both in cost 
sendee. 

This report presents an analysis of the imped 
total abandonment of rail sendee and the suhstitut 
of service by alternate modes; it also considers tie pi 
pects for saving economic resources by substitute 
truck sendee to points now served unprofitably by 
Assessments are made of the energy, environmental 
local economic impacts associated with substitaiJ 
sendee. 

The goal that stands over all of these intricate mode-1 
choices and impact analyses should be efficiency in tM 
use of available resources. The Association seeks to no] 
ommend a System Plan that calls for the right uoxal 
of the right kind of rail service. There is no seta a 
building or rebuilding more and better rail facilitifl 
than are justified on a cost-benefit: basis. There is M 
need to preserve rail service to points served hr 
economically by other modes. 

In this regard, the Association believes that oar Xfrj 
tion's major systems of transportation must be reg*j 
latcd in a balanced manner that adds to the strength « 
each mode. Federal support as may be necessary shoal 
not produce competitive distortions among modes of 
transportation. The Nation will not lie well servrilf 
continuing policies of separate development of ewj 
form of transportation regardless of cost, energy Ml 
environmental considerations. 

There is much waste that already has occurred isi 
result of separate development, and the Nation no langfi 
can afford wasteful policies. The capital requircnfcaj 
of tho bankrupt railroads and the rail industry 
whole during the next decade will be enormous. Button 
will pale beside the amount which will be invwl 
through existing programs in competing modeso 
portation. If these expenditures are made acco 
the status quo and without a sensible evaluation o 
need for an integrated transportation system; . - 
tion will make bad use of its resources, bankrupted® 
continue to spread through the rail industn an 
public will suffer. 
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AN ALTERNATIVE TO HIDDEN CROSS SUBSIDIES 


railroads, like other common carrier transport 
with high fixed costs, traditionally have fi- 
j some deficit services through transfer of funds 
the firm, a device known as “cross subsidy”. Rail- 
dsihnjshare had certain obligations beyond those 
seated with a normal business enterprise; the char- 
1 , powers of eminent domain and regulatory system 
(ft which they operate all reflect a presumption in 
c policy that common carriers have special respon¬ 
ses. Stated somewhat differently, public policy 
grilling to tolerate a measure of railroad monopoly 
»w partly because that monopoly power created a 
Dr of funds which could be tapped to finance, via 
i 85 sibsidy,sonie services which public officials wanted 
finned but not at direct taxpayer expense, 
tensive development of waterway and highway 
i ind the increased availability of private car¬ 
le lave weakened the economic base that tradition- 
r enabled railroads to support these public service 
iigitions. Shippers increasingly have developed and 
:«d the option of operating their own transporta- 
e system (usually trucks) when common carrier rates 
i excessive. In addition, shippers over time have 
uble to change distribution patterns to avoid high 
xtion costs. This combination of private car- 
s and altered production and distribution patterns 
i npdermined the ability of common carriers, cs- 
[ki»By railroads, to support deficit services. 

revenues and profits were lost, the effort to 
ieve financial viability while serving all customers 
i required compromises that served neither corpo- 
1 D ° r public interests. For example, as passenger 
mounted, services were downgraded if not totally 
•rdoned. Although service to the public was poor, 
i still had significant losses. A similar pattern is 
; occurring on light-density freight lines, resulting 
deterioration and a decline in service quality. 

■ iwier minimizes deficits and the public still has 
* *nrice. yet neither party benefits, or at least the 
* u ‘ I:on ** less than optimal, 
i the past, the burden of cross subsidy has fallen 
arily on two groups —the owners of railroads 
ptwgh reduced profit margins) and certain freight 
'Ppers (through rates higherthan otherwise would be 
tywed). Since public policy relied on a flow of funds 
"•^sources tha) no longer is sustainable (partly 
public policies), the underlying con- 
b ° n ^ r valii Recently, government has begun 
* l^rtion of the burden through direct and 
rj*t subsidy programs. 

i hirM ^ ^ at ldressed now is how deficits arc to 

hires' n ^ ^ utur0, Abandonment of all deficit 
*histo n0 'i BU a * ,prnatlvc ) at least in the near term. 
—j ro * c °f common carriage, as well as pro- 

„ 1 , tts Amtrak, commuter service subsidies and 
mt c r * *^ e IV of the Regional Rail Reorgani¬ 


zation Act of 1973, all suggest continuation of certain 
deficit rail services in the public interest. 

The Regional Rail Reorganization Act of 1973 was 
quite explicit with respect to subsidy funds for one kind 
of deficit operation, light-density lines. In mandating 
criteria to the Rail Services Planning Office for rail 
continuation subsidies, the Act states the following 
policy: “Rail properties are suitable [for subsidy] if 
the cost of the required subsidy for such properties per 
year to the taxpayers is less than the cost of termination 
of rail service over such properties measured by in¬ 
creased fuel consumption and operational cost for alter¬ 
native modes of transportation; the cost to the gross 
national product . . .; the cost of relocating or assist¬ 
ing . . . individuals and firms adversely affected there¬ 
by; and the cost to the environment measured by dam¬ 
age caused by increased pollution.” (Section 205 
(d)(4)). 

These are considerations in establishing subsidies for 
services not otherwise profitable. The law does not re¬ 
quire the Final System Plan to provide services meet¬ 
ing these conditions without subsidy. The Act explicitly 
recognizes that the purpose of subsidy is to enable re¬ 
tention of public benefits that pure private accounting 
cannot consider. 

The provision of largo amounts of federal funds to 
upgrade properties of the bankrupt railroads in the 
Region has important implications for the issue of cross 
subsidy, but it does not obviate the need for the recom¬ 
mended policy. Some interests have contended, for ex¬ 
ample, that if large amounts of public funds arc re¬ 
quired for rehabilitation of the decrepit physical plant 
of the Region’s bankrupt carriers, a substantial “na¬ 
tionalization” of the rail industry has already come 
about and that such an institution ought to be capable 
of bearing the marginal additional costs of deficit serv¬ 
ices such as light-density lines. 

USRA believes that relaxation of the position against 
cross subsidy would lead to a larger and larger finan¬ 
cial burden on the federal government, further blurring 
the distinction between private and public management 
of the industry. The Association, while rejecting the 
concept of cross subsidies, recognizes that Con Rail or 
other railroads should be free to operate deficit services 
which offered potential economic benefit to the railroad. 
Carriers should engage in product or market develop¬ 
ment programs as would any normal business enterprise. 

A large federal role is unavoidable in repairing the 
collapse of rail service by the Region's bankrupts, but it 
must be sharply defined and held to the minimum. Pub¬ 
lic policy should insist upon private responsibility for 
rail services which can carry their own weight in the 
marketplace and the provision of public financial sup¬ 
port for money-losing services which private carriers 
ate required to conduct for public purposes. 
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Summary and Conclusions 


fa preparing the Preliminary System Plan, the 
Vied States Railway Association faced the challenge 
1 defining how to revitalize regional rail sendee while 
evommodating all the diverse goals of the Act. To meet 
I* basic intent of the Act, the Association had to try 
»£ml a way to restructure the bankrupt carriers so as 
» insure adequate and efficient rail transportation, 
chre a private sector solution, preserve competition, 
energy, protect the environment and minimize 
twiployment and adverse effects on communities—all 
1 ^'inimum expense to the taxpayers. These complex 
Soften conflicting goals were the fundamental point 
frimaice for each of the many decisions required in 
Sloping this plan. 

Broadly, the most critical decisions addressed by the 
“Nation were: 

* Definition of an industry structure for the Region 
* «h embodied the elements of service, efficiency, 
^'•petition, preservation of the financial strength 
0 *"* seh-ent carriers and most of all, achieve- 
•i nt of a new compnny(s), ConRail(s), able to 

• ix** 111 il8e * f financia "y. 

1 s . V8tem configuration of the new 

tVolf 08 ' ' nc ' uc *‘ n K the principal and secondary 
ant * feeder routes, and recommendations 
, , h ™nsity local service lines. 

enmning the financial results for these new 
pintesand their financial needs from both the 

•Sbh? private aectore - 

eonry. ' s P ec '^ c goals and recommendations 
-in. g the ancillary, but important area of 
•^ger service. 


The Association’s conclusions are that: 

• The Northeast and Midwest Region should be 
served by three major rail systems—a ConRail 
largely based on Penn Central, the Norfolk & 
Western and the Chessie System—supplemented by 
strengthened operations of the smaller solvent rail¬ 
roads. In the interest of preserving competition in 
major markets, the Norfolk <6 Western and/or 
the Chessie System should expand to control and 
operate services over certain main lines of the bank¬ 
rupts. Because of these transfers of properties to 
solvents, ConRail would not exercise monopoly 
control over any major market in the Region. 

• ConRail’s System initially should include some 
15,000 1 miles of principal, secondary and feeder 
lines including 3.400 miles of light-density lines. 
This system will enable ConRail and the Region’s 
solvents to provide carriage for more than 95.5 per¬ 
cent of the traffic currently generated by the Re¬ 
gion’s shippers. 

• ConRail should generate a positive net income by 
1978, but it will not internally generate sufficient 
cash flow to finance necessary rehabilitation over 
the next 10 years. 

• ConRail will need financing substantially in excess 
of the $1 billion now provided in the Act. This 
financing should be arranged in a way that mini¬ 
mizes the duration of the government’s involve¬ 
ment. 

• Passenger service in the Region should be improved 
by transferring financial and operational respon- 

»The Erie lAckAwann* U excluded here and hereafter except as 
noted otherwise. 
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sibility for the Northeast Corridor from ConRail. 
A major upgrading program in the Northeast Cor¬ 
ridor and the development of 16 other passenger 
corridors in the Region are recommended. 

The remainder of this chapter discusses each of these 
conclusions, indicates the Association’s tasks leading 
to the preparation of the Final System Plan and out¬ 
lines the chapters of the Preliminary System Plan that 
follow. 

Regional Rail System 

The Association lias concluded that the Northeast / 
Midwest Region should he served by three major rail 
systems—a single ConRail (as defined herein) along 
with er/umded Norfolk »{• Western and/or Chcssie. sys¬ 
tems. These carriers generally would be balanced and 
competition would be provided by at least two of them- 
in each of the major markets of the Region. They would 
be supplemented by the smaller solvent carriers now 
operating in the Region, each of which should benefit 
by this system definition. 

To develop this two-carrier competition, the Associa¬ 
tion proposes that the Chessic System be expanded sig¬ 
nificantly in metropolitan Philadelphia and be given 
art ess to the AIlentown-Bethlehcin markets. It is also 
proposed that cither the Norfolk & Western or the Ches- 
sie System be extended through Upstate New York 
and Northeastern Pennsylvania to Northern New 
Jersey and the Newark,/New York metropolitan area. 
Using connections this system would assure competition 
to New England. ConRail would be made up of the pres¬ 
ent Penn Central system plus certain parts of the smal¬ 
ler bankrupt carriers. This regional syktom would 
achieve competitive balance nnd lead to reduction of 
duplicate mileage in the eastern part of the Region. 

The proposed plan would meet the goals of the Act 
by providing competition in nil the important markets 
in the Region, strengthening each carrier in the Region 
affected by the restructuring process, providing the 
best chance for the development of a profitable ConRail 
nnd resulting in the lowest possible cost in rehabilitation 
of the bankrupt carriers’deteriorated facilities. 

The route and operating configuration of the ConRail 
system represents an interim step between that which 
exists today and that which necessarily must evolve in 
the next decade. The initial ConRail operating and 
route structure represent estimates of howbest to reverse 
the fortunes of the bankrupt carriers so they can once 
again perform adequate and efficient rail transportation. 
The Plan . however , is not carved in stone and it will be 
subject to many modifications in the next decade. 

Alternative Structures 

Drawing upon the goals of the Act, the Association 
established three criteria for evaluating alternative 
structures: (1) an adequate and efficient rail service to 


preserve competition and existing traffic flows & < 
as possible, (2) the effect on the financial self-sufficit 
of ConRail and (3) the financial self-sufficiency of o.. 
railroads in the Region. In addition, because some tj 
orctieally attractive alternatives might be very diE- 
to implement, the Association examined the likely. pr 
tical consequences of implementation. 

Four major structural alternatives were 
by the Association. These were the following: 

• Establish a single ConRail to take over < 
on all main lines of the bankrupts. This alter 
would offer the best chance for ConRail to 1 
financially self-sustaining. It would lead, hover 
to monopoly situations in significant geograp 
areas, thus depriving shippers of the advs 
of competitive alternatives. 

• Establish a ConRail East and West. The adopt} 
of this structure would lead to the creation of tv 
companies, divided roughly along a line extendi 
from Albany to Harrisburg to the Potomac Rir 
The eastern railroad would operate 89 a nei 
terminal company, primarily providing switch! 
sendees for cars originating and terminating 
the area. All railroads reaching the terminal in 
change points would have access to the tcrmii 
area. The western railroad would operate as a 1 
haul railroad over all the Penn Central and A; 
Arbor properties west of the dividing line, 
alternative would encourage the provision ofca 
petitivc services. It would create, however, 
organizations that together, as a result of less a 
dent operations, would be less profitable than < 
company. The western company, taken alone, woi 
be no more profitable than a single ConRail. Ma 
over, this alternative assures continued losses r 
therefore continued government involvement in t 
neutral terminal company providing solvent n 
roads and ConRail access to all shipped- l| s 
tion also would require that two new orgnnir»M 
be created, inherently a more complex underta'H 
than establishing a single new organizstk*' 

• Establish a ConRail North and South. Thi-= *? 
could be accomplished essentially by “unn.prp”l 
the Penn Central into two railroads r° u S h ? 
proxirnating the old New York Centra an 
sylvnnin railroads; properties of * IC ^ 
bankrupts would be joined with eit ® j 
two organizations. This alternative o c 
chance of financial self-sufficiency for e 
cither individually or in total, than * 1(1 a . 
Rail alternatives; creating two 

both of which face difficult challenges in 
self-sustaining, doubles the pro!' 1 ) ^ 

Tins alternative also raises comp 
questions related to breaking up t K 
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yo tiro new railroads. And it -would not be par¬ 
tly effective in encouraging competition. 
ii*uW ith a tingle large long haul railroad, with 
,wtrd Urn inn! companies in key areas. This op- 
tan would lead to the consolidation of the bankrupt 
,jrr>rs into a single system and would create 
partly-owned terminal companies as subsidiaries 
«|tlitline haul carriers; these terminal companies 
would perform pickup and delivery services in the 
aportant Pliiladelphia and New York/Newark 
aiifat areas.. The solvent carriers would have 
urn to these terminal companies over their own 
Una or via operating rights over ConRail tracks— 
tins providing competition in Now York/Newark 
ud Philadelphia. Under tins alternative, the total 
HofitaWlity of ConRail and the terminal cora- 
ptaies together will be somewhat less than the 
profitability of a single ConRail. It also would 
aqoin the start-up of three or more new organi¬ 
sts and it would present artificial operating 
Worriers to the line haul carrier which would ham- 
I {tritseficiency. 

His hi option, however, did provide the basic 
ktutsof jn approach lo resolving the regional st me¬ 
lt island meeting iho various goals and purposes 
■id 

phsKution's proposed structure would maintain 
P?tfit:oa in tlie major East Coast markets and mini - 
P lack and terminal duplication (thereby reducing 
Potion costs) without the creation of an ad- 
®P«athtg entity, other than ConRail in the 
P®-Thus, the outline of a solution was available 
fj”undertook development of the fol- 
Pf dtematives. 

* &MHik «tingle C on Rail to take over most opera* 
^ of the bankrupts , but transfer some lines from 

* vsrJcnpts to solvents to provide them with 

ctrt °in key markets. This alternative 
*y would create a ConRail somewhat less 
!r !1 * t ^* u 01,0 with access to all the traffic of 
F bankrupts. This alternative, however, would 
■ wie competition in significant geographic mar- 
’ 1118 ^ ew York/Newark) and would offer 

^protection to the solvents’ existing traffic base 
tur' iU ^ . lernat ' vc n °t offering them access to key 
ha ahe * * !“ <lwatc{l » rl' 0 Association has selected 
Pahnn*'™ 88 ' >e * t rnee ting the purposes and 
* 1 C ^ Ct ’ ^ ou ® 80, ' ven ^ docs not desire 
•kotii/ ,MSC Iuar ^ ce,s ’ then a solution centered on 
; r !' 0,,, hination wit h ConRail would be ac- 
' " ■^ ssoclnl ' on is uuublcto implement 
S ' t<,n ’ ^ or exft mple, because neither 
!c S acci ‘ ssto wriain markets, the follow- 
'fiui'/fi S lve would lie the second choice. 

* «£ . r laixJcn, P ts in «« to corn^ 

11 cm P«»y operating over the Penn 


Central lines. This option would involve creating 
two east-to-west carriers: the Penn Central and 
the Ann Arbor competing with the Erie Lack¬ 
awanna. the Central of New Jersey, the Reading 
and the Lehigh Valley. To provide adequate com¬ 
petitive strength, the latter system would require 
access, through joint ownership of lines or track¬ 
age rights, to such gateway points as Cincinnati 
and St. Louis, While USRA has not yet made a 
complete financial analysis of this option,* it ap¬ 
pears somewhat less attractive financially than 
either of the single ConRail alternatives. In addi¬ 
tion, although it does provide competitive service to 
major points and would be easier to implement than 
cither the cast-west or north-south ConRail splits 
(since both companies would he formed by joining, 
rather than splitting, existing bankrupts), it would 
impair the competitive position of the Regions’ 
solvents. Detailed evaluation of all the alternatives 
is presented in Chapter 3 and Appendix C. The 
coordination projects, over which ConRail and the 
solvents will carry out joint operations, will offer 
additional opportunities to improve efficiency and 
profitability. These projects arc described fully in 
Chapter 4 and Appendix D. 

Line Transfers 

Implementation of this selected system concept re¬ 
quires that certain main lines he conveyed to ConRail 
and other lines transferred to solvents. The proposed 
structure is indicated in the large color map enclosed 
with this report, titled Northeast and Midwest Recom¬ 
mended Industry Structure. As shown, the selected 
system would have the following important features: 

• ConRail would consist of the present Perm Central, 
the Reading (less the Reading’s Philadelphia and 
Allentown markets), tire Lehigh Valley (from 
Newark to the point where it intersects the Erie 
Lackawanna west of Binghamton, N.Y.), the Cen¬ 
tral of New Jersey, the Pennsylvania Reading 
Seashore Lines, the Lehigh & Hudson River and 
the Ann Arbor railroads. 

• The Norfolk & Western Railroad would operate 
its present system, plus the Eric Lackawanna lines 
from Buffalo to Binghamton and on to Newark. 
The resulting system would enable the Norfolk & 
Western, the Delaware & Hudson and the Boston 
& Maine to operate ns an integratedsystem, should 
they choose to do so. 

• The Cliessic would operate its current system plus 
the Reading’s Philadelphia and Allentown mar¬ 
kets. Because the present Reading route from Har¬ 
risburg to Allentown and Philadelphia also would 

*X1U* ift duo to the late docUlou of the Krle Lackawanna to frock 
fitatus as a •'railroad la reorganisation.'' 
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be main ConRail routes, Chessie’s access probably 
would be provided through trackage rights. 

• The Delaware & Hudson would operate over its 
current lines, plus over the Lehigh Valley line 
from Wilkes-Barre to Allentown. This would pro¬ 
tect the Delaware & Hudson's current north-south 
traffic and establish a “friendly” connection with 
the Cliessie. 

• The Boston & Maine, the Maine Central, the Ban¬ 
gor & Aroostook, and the Grand Trunk Western 
would retain their present independent status as 
would the Detroit, Toledo. and Ironton and the 
Pittsburgh & Lake Erie. They also would be 
strengthened through the coordination projects. 

It is important to note that implementation of the 
Association’s recommended industry structure de¬ 
pends critically on the successful conclusion of complex 
negotiations between USRA and the Norfolk & West¬ 
ern and the Chcssie. Each solvent is examining the 
proposals in terms of its responsibility to its share¬ 
holders, with a view to minimizing the financial risk 
involved. Shduld both of these solvents decide that it 
is not in their best interest to participate in the pro¬ 
posed restructuring, USRA would need to adopt one 
of the less satisfactory system options. USRA and the 
solvents will continue discussions prior to the issuance 
of the Final System Plan. 

Freight Routes Included in ConRail System 

After arriving at its conclusions concerning the struc¬ 
ture of the regional rail freight system, the Association 
addressed the task of identifying the specific principal 
and secondary through routes and feeder routes that- 
should comprise ConRail’s freight system. 

Based on analyses of traffic flows, line and terminal 
capacities and the condition of the trackage, the Asso¬ 
ciation has concluded that Coni?ail should operate over 
15poo mites of principal , secondary and feeder 
trackage—including SJ^OO miles of light-density 
branch lines (discussion on this issue to follow). Fig¬ 
ure 1 shows the recommended structure, which, features: 

• 3,000 miles of principal through routes connecting 
major freight terminals; 

• 3,800 miles of secondary through routes that pro¬ 
vide system connections, capacity to accommodate 
future traffic growth and through service, pending 
completion of the rehabilitation program on pri¬ 
mary through routes; 

• 8,200 miles of feeder routes to be used for gather¬ 
ing local traffic and moving that traffic into yards, 
and 

• twenty-five major system yards to accept and 
classify traffic for movement over the principal 
freight routes. 


The Association believes this ConRail system i 
quatcly meets the needs of the shippers and contnh 
significantly to meeting the total rail transp«t« 
needs of the Region.. 

Ughf-Density Rail Lines Included in the Sysftm 

The Association has concluded that ConRail cam 
should provide services over at least 3,400 miles 
light-density lines based on review of 9,600 ir. 
of light-density lines now receiving sen-ice. Thi$« 
elusion implies that the operations over about & 
miles of light-density lines should be subsidized or* 
ice should be discontinued.* 

The subsections that follow discuss the nature of 
light-density lino issue, describe the method used 
the Association in determining which lines should 
included in the ConRail system and present specific 
elusions on lines to be included. 

Issue of Light-Density Lines 

The issue of how best to decide on the light-dea 
lines to be included in ConRail's system was urn 
the most complex faced by the Association for it 
quired careful consideration of the somewhat cod 
ing implications in the various goals of the Ad. 1 
example, the goal of economic self-sufficiency reqo: 
that ConRail not be saddled with providing unpre 
able service, and service over many light-density li 
clearly would bo unprofitable. The Act also speeifi 
however, that USR A define a rail sen-ice system tl 
meets the needs of the Region and minimizes idre 
community effects and disniptions in service toshippe 

Approach to Analyzing Light-Density Lints 

Against this background, USRA took the follow 
steps in examining light-density lines. First. I SI 
defined an analytic process aimed at ascertaining! 
each present and potential (after through trafici 
routing) light-density line the economic contriM 
or burden on the railroad operating such scrvwf.8 
ond, data Were collected for each lino that m 
physical characteristics, freight service over. 2 
shippers on the line and traffic characteristics- 
material was provided by railroads serving the, 
individual shippers, federal agencies and by f0I ^j 
cit izens and state groups usually in testimony in . 
public, hearings held by the Rail Services 
Office. Finally, each was analyzed to determine 
revenues currently generated are sufficient to w 1 
costs directly attributable to that traffic. a 

In all, the analysis encompassed 844Jjne - ^ ^ 
and 11,800 miles (not including any ID 

• Upon receipt of additional Information b»t««» 
Preliminary and Final System Plan#, FSBA 
growth potential of the** line*. On thi# h#* 1 ** Rn j|*f 1 

lines may bo rwommended for Inclusion in ^ ^ 

Association will also giro further review ta 
recoverable coal reserve*. 
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Erie Lackawanna). Of these route miles, the railroads 
now provide service over 9,600 miles, service has 
been abandoned over 1,200 miles following ICO 
abandonment procedures and the railroads are not pro¬ 
viding service over 1,000 miles, although these have 
not been abandoned formally. 

A description of the approach to analyzing these 
light-density lines and USRA’s findings are presented 
in Chapter 7 of Volume I and in Volume II of this 
report. 

Conclusions 

The Association, concluded ConRail’s system should 
include 3,400 of the 9,600 miles of light-density 
lines currently under operation. 

The lines recommended for inclusion would retain 
nbout 75 percent of the traffic on branch lines; if service 
were discontinued on the remaining lines, it would rep¬ 
resent only 4.5 percent of the total traffic (measured 
in carloads originated or terminated) of the bankrupt 
railroads. Though it is apparent that, in some cases, 
termination of service would adversely impact specific 
shippers and communities, the Association found that 
the overall regional impact of potential service termina¬ 
tion, based on unemployment increases, reduction in 
county income, environmental impact and increase in 
transportation costs to shippers, would be minimal on 
a county-level basis in all but a few instances. 

The light-de.nsity lines not recommended for inclu¬ 
sion in ConRail’s Final System Plan may be eligible 
for the joint 2-year federal-state rail continuation sub¬ 
sidy program. Thus, the states, local governments, ship¬ 
pers and private organizations can determine which, 
lines they wish to include in that program, a task in 
which TJSRA stands ready to help. Even if all the 
branch lines not recommended for inclusion were sub¬ 
sidised, the Association estimates the total cost will be 
within the funding subsidy available under the Act. 

ConRail Financial Projections 

A key goal of the Act is to organize the bankrupt rail¬ 
roads into a financially self-sustaining system oper¬ 
ated by private, for-profit corporations. In particular, 
Congress anticipated that ConRail’s securities would 
have sufficient value to compensate the creditors fairly 
nnd equitably for the assets conveyed to ConRail. 

To ascertain whether this goal could be achieved, 
USRA developed detailed financial projections for 
ConRail through 1985. On the basis of these projections, 
the Association has concluded that ConRail should 
begin generating a positive net income by 1978. How¬ 
ever, while net income should improve continuously, 
the substantial investment in rehabilitating the proper¬ 
ties will cause a negative cash flow for 12 to 14 years 
after start-up. 


Specifically, the projections show that ConBail j 
sonably could expect to improve its net income fra 
1973 consolidated loss of the bankrupt carriers of 
proximately $221 million to a $91 million deficit 
1976, a profit of approximately $161 million in l| 
and a profit of $382 million in 1985. These figure 
expressed in constant dollars; if inflation is consider 
performance looks less impressive. Due to the inn 
ment requirements over the 10-year period 197$. 
using inflated figures, ConRail will have a found 
shortfall of about $3 billion (including rehabilitati 
interest on debt and losses) that probably will not 
supplied by the private sector. 

The projections were developed through detailed i 
alysis and field work by the Association and its « 
tractors. The projections derive from intricate relsti 
ships among a host of variables, but it is possible 
identify a relatively small set of assumptions witl 
significant impact on the financial results. The ConB 
financial projections do not include Erie Lachma 
which so recently came into the planning process. 1 
Association estimates that revisions reflecting tbit: 
crease'would not materially change, the result. The 
mainder of this section discusses the key assumptk 
and provides a more detailed presentation of projea 
financial results. 

Assumptions 

The key assumptions underlying the financial pioj 
tions can be grouped into four areas: financial poli 
profit improvement duo to revenue increases, profit! 
provjeincnt due to cost reductions and rehabilitations 
capital program. 

• Financial policy. Early in its work, the Aseocati 
adopted two financial policies that are reflected 
the financial projections. First, the Associatim 
cided that ConRail should not cross-subridnt 
at ions that generate financial losses. In aiiop^j 
this policy, the Association anticipated that (1 
Rail would be fully compensated for the serm 
provides to passenger authorities. Moreover^ 
would not operate over unprofitable light‘' 11 j 
lines unless some other organization provid a 
operating subsidy; and noncompensatory 

would be raised to at least a breakeven 
ond, the Association adopted an art 6 " 1 
proach termed‘‘modified betterment j 

that differs from the usual ICC appro*# ■ J 
tent of the approach is to portray more f , ^ 
the financial status of a railroad faemp ‘ . 

pletc rehabilitation of its basic facilities 
with a railroad needing to continue 
maintenance program. The approac “ J 
Rail to capitalize the reliability mu 
necessary to return the property to a 110 ia a 
tion rather than recording the entire e. 
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jar incurred. The result of using this approach is 
[truer year-to-year picture of revenues and their 
jsocisted costs; it docs not in any way change Con- 
BiITs cash requirements. 

ifyp improvement from revenue increases. As a 
dsrting point in projecting ConRail’s revenues, 
fSRi projected traffic growth, commodity by com- 
through 1985. The effort indicated that by 
1955 ,total freight tonnage should increase G4.6 mil- 
Bmtons over 1973 volume (352.2 million tons), re¬ 
jecting an annual compound growth of 1.11 percent. 
Coal, accounting for 52 percent, is the most sig- 
lifiant contributor of this tonnage increase. All 
ether commodity growth is forecasted at an annual 
figure of .99 percent (compounded) in the period 
tongh 1985; this compares to .85 percent in the 
period 1968-73. 

Ease traffic increases should result in 1985 freight 
trews that exceed 1973 revenues by $37B million 
[expressed in 1973 dollars). Trailcr-on-flat-car 
(70PC) service represents the largest share, con¬ 
tributing $135 million in additional revenues 
ia 19S5, and selective rato increases relative to 
rarmitly unprofitable traffic will provide $ 6.7 mil- 
ha in revenues in. 1976 and reach $64.4 million rh 
US. 

Sorting the financial policies concerning cross- 
B bfidization, the Association also has assumed full 
fcwcry of passenger deficits ($55 million in 1976 
•ni decreasing to $31.8 million in 1985) and tho 
^vision of hght-density lino subsidies ($27.7 mil- 
. KcmlOTCand 1977, thenphasingout). 

> nofi improvement due to cost reductions. TTork- 
^ from detailed field analysis, engineering 
&dics, etc., I'SRA staff estimated* that total 
toprwoment ia cost performance that reasonably 
“•M be attained by ConRail. Assrunptions in four 
areas had tbo most significant, impact on 
results. 

"Xeiiitenance of way expenses will bo lower-duo 
reduction iu system size, although tho unit 
Pr ofit - ^ u 6 hcr as a result of maintaining 
tail s tr ack and facilities at upgraded levels. 

- tail will have average annual maintenance 
tb^u expenses some 60 percent higher per mile 
-KmV- ‘ ail ^’ ni l )t railroads expended recently. 
Qnsf ’vj 9 e W'pment expenses should in- 

jAjfo V fcr " tly . ovcr <t ^ 10 P®***^* reflecting tho 
.°comoiivo and car maintenance^ costs 

titif, n t !i ,x '^ Uco the high equipment bad order 
„ !«fawti»Uiwuli 
station expenses should decline gradu- 
x f! num - ConRail’s first year of opera¬ 
te fan,i ^* 7 * decreaso should result from 
improved car handling 
J ^d systems, consolidation gains, 
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greater efficiency resulting from rehabilitation of 
facilities. 

—Net car Jure paid is estimated to improve sub¬ 
stantially over this period (savings will increase 
from approximately $29 million iu 1976 to $80 
million in 1985). This favorable change results 
from the assumed use of an improved car man¬ 
agement system, the impact of rehabilitation on 
train speeds, (enabling ConRail to achieve better 
car utilization), and the assumption that Con- 
Rail will acquire cars 'through purchase rather 
than lcaso (thus reducing the amount of lease 
payments). 

• Rehabilitation and capital program- assumptions. 
Tho Association estimates that during ConRail’s 
first 10 years $ 2.0 billion (uninflated) or $ 4.2 billion 
(inflated) will bo needed for rehabilitation and 
capital improvements to track structure and facili¬ 
ties. New locomotive and car purchases will total 
$.6 billion (uninflated) or $ 1.0 billion (inflated). 
This program when completed should bring tho 
right-of-way, facilities, motive power and equip¬ 
ment to standards generally maintained by moro 
•profitable and efficient carriers in the Nation. To 
maximize dollar return, optimize service and main¬ 
tain flexibility, rehabilitation funds expended in 
tho initial years, recognizing material constraints, 
would ho devoted principally to ConRail’s primary 
through freight routes and major yards. Under this 
rehabilitation strategy, tho main lines will bo 
brought up to adequnto standards (50-60 m.p.h.) 
within 3 to 7 years. It means, however, that many 
secondary and branch lines will have only mini¬ 
mum maintenance done during tills period. Capital 
expenditures for modernization projects and new 
equipment would bo devoted principally to signal- 
projects and new locomotives. 

Financial Results 

Table 1 presents key financial data projected for Con- 
Rail over tho period 1976 to 1085. These show that: 

• ConRail will operate with a net deficit of $91 
pillion in 1976, its first full year of operation, 

• ConRail will break even in 1978, its third year of 
operation and 

• Net income in 1985 will bo $382 million. 

Such on improvement in net income represents a 
dramatic turn-around in view of recent trends of tho 
Northeast’s railroads. Yet, tho improvement should bo 
possible because ConRail is not intended to bo a com¬ 
posite of tho bankrupt carriers, but a revitalized, re¬ 
structured railroad serving tho same territory now 
served by tbo bankrupt carriers. Tho opportunity to 
repair and rehabilitate track and facilities of six rail¬ 
roads is unique in tho railroad industry. 
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Table 1. — Summitry of key financial projection data, 1076-85 
(In millions of dollar*) 



1978 

1977 

1970 

1970 

1700 

1901 

1983 

1%1 

m 


11.802 

12,000 

32,010 

JAMS 

*2.089 

$2,124 

$2,161 

12. Ii4 

i;,3t J 



503 

503 

w: 

S03 

499 

401 

495 

IB 1 


2,380 

ZM 

2,510 

2,557 

2,501 

2.623 

2,652 

2.691 

J 


<St) 

20 

100 

212 

242 

300 

333 

307 

Cl | 


(91) 

(27) 

32 

135 

161 

213 

253 

an 

M 1 

L_ 

(W) 

(28) 

10 

90 

1 or 

142 

156 

m 

» | 


m 

1,002 

1,400 

1,8W 

2,302 

at 772 

X 174 

3,090 

(fl J 

... 

1,531 

2,040 

2,489 

2,383 

*«:« 

4.QW 

4,477 

5.975 

40 J 


215 

170 

195 

22! 

254 

298 

307 

371 

Ml { 

— 

554 

flfcl 

1,254 

1,537 

1.7* 

2,068 

2.282 

LS52 

2TW d 

— 

739 

1,120 

1,440 

1,758 

2,053 

2,361 

2.5W 

2.922 

4222 (j 


$CM> 

1(02) 

«12» 

Ift2) 


$227 

*&3 

ssi: 

04 1 


Operating results In 1973 dottars: 
Railway operating revmura: 
Freight- 


Pasjcngrr and other.—.. 

Total railway operating revenue*- 

Income (lose) briora taxes and interest__ 

Not income before income taxes-- 


8okeUd balance sheet Items In Inflated dollars: 

Net properties.. 

Total assets... . .... - -— 

Net external financing: * 


Equipment notes.. 

Federal notes. 

Total.. . 

Retained earning* (deficit)- 


i Excluding the amount* assigned to any asrts acquired by conveyance from the bankrupt estates and any fmtrtlles toned at conveyance ether than the eqnitemi i 
ednes* nffusurd which U included iu net properties, total assets* and equipment notes. 


Tlio forecast results are not out of line with the 
current performance of a well managed railroad. Table 
2, a vatioaualysis, compares anticipated CouHaH poi*- 
fo nnnncc with that of 10 solvent railroads. It shows 
that ConRail will need to perform well to achieve these 
results, but that other railroads have, in fact, reached 
the assumed levels. Thus, the performance assumptions 
underlying these project ions.appear to lie reasonable. 

The Association stresses, however, that the levels of 
performance underlying the above projections will not 
occnr by happenstance. The j>rrfdrmm\ee of Conltail 
trill exceed that of the bankrupts only if Conltail em¬ 
ploye management leadership of the highest quality. 
The selection of Con Kail’s top management team ulti¬ 
mately will determine whether ConRail becomes a rail¬ 
road on the way to a healthy future or a sick corpora¬ 
tion salrngahlc only by continuing infusions of gov¬ 
ernment funds. 

Tho Association's financial projections are based on 


long-term secular trends and the improvement! i<i 
tified and implementable by a good manage 11 ml TJ 
ertheless, the present state of the C.8. economy 
■pounds the uncertainties of the future ami 
some caution in reviewing their pivcise securer y. 

fmjMtrt of Inflation. The results just presented I 
been stated in constant 1073 dollars. Inflation.howl 
ran change the results significantly. To dcBMWfntjj 
impart, T T SRA prepared projections reflecting t 
pafed inflation rates through 1095. Estimate# •.sell 
U5RA indinft th&t inflation will continue thud 
percent for 1075 and gradually recede to ( 1 W 
cent by 1080, remaining in that vicinity through ! -J 
Using these assumptions,. Con Rail'# finindfs 
would change in that : 

• Debt as of 1985 iciTl be $3J5 billion,* pr < & 

■* increase of 83IJ billion over the 

•The dctaD* at IhMt Mtlmatr* nre lartadtS to CUet^ 14 1 
Binry information presented ou Table 4. 


Taiilk 2 .—Companion of key operating ro/ia#, 1 Con Rail and other railroads 

Railroad rerformanen 


Key ope ruling ratios 

Penn 

Central 

1073 

Ccu Roll 
1976 

- Con Rail 
1*5 

AT8F Chesxlo * 

BN 

MILW 

ICO 

HAW 

Operating wpcniw.YaUway operab 

Ing revenues..... 

a 827 

at* 

6.717 


CL 748 

a 826 

a soa 

ana 

ft 725 

Majuii t:ancr-o(-v* ay,'rruU ay operat¬ 
ing revenue.. 

.130 

.161 

• 114 

• 156 

.120 

• 163 

.166 

.138 

.117 

kfaintmsucs of cqulpment/rallvruy 

operating revenue*. . .rrr. ... 

.167 

.173 

.157 

,1M 

.159 

.167 

.140 

.155 

-170 

Transportation e*{im*e,Yi»ilw»y op- 
crai Jug revenue*____ 

. 470 

.4*1 

.367 

.381 

.383 

.415 

.415 

• 361 

.350 

Oeiieml, administrative and other 

expenseAallway operating revenue. 

.060 

.076 

• 050 

• 06* 


.001 

.082 

.077 

.670 


Id* 


.176 


.116 


1 Rcvrnurs said «xp»n*M for Corn Rail and all other railroad* wen computed udng 
accounting rol« comjxuublc to tboae turd by tho luduntry In 1973. In addition to 
adjustment* made to tnuksfoaa ConRail from a modified Ixttcancnl to an ICO 
betterment accounting method, otlur adjustment were made to reflect revenues and 


.066 

-v - 

rspsnsM an a had* comparable with other ndlma*^ *7^^ fritiU ** 
subsidies. Am Irak rr mum ml Ian and recover! •’* ™ 

.being rdaiburstd. 

I Consolidated companies. 
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« CuM vUl require external -financing (largely 
auned to be federal) until after 1985, rather 
,i, m topping borrowing in 1981 as in the unit* 

fitd one. 

gj,pjy to maintain tho income projections diown, n 
4 'ito’rr policy is required that permits rate increases 
Jcit to costs without significant time lag. In addi- 
Ln te increases wliich do not allow for full recovery 
arestroent costs compound the problem. As tiio work 
|tl* Association proceeds, it iscritical tliat all parties 
Kited with tiie future of the Northeast rail 
cially industry management and regula¬ 
rs bodies—appreciate the impact of regulatory poli* 
s and procedures aud work to improve them. 

idoil Finoncing 

Isaovrn in Table 1, ConRail’s net external finauc- 
f wpiireiuonts over the 10-year period 1976-85 are 
r to bo $3.5 billion.® The Association projects that 
bit sources will provide about . $.5 billion of this 
i (primarily in equipment notes), but the long-term 
i requirement not met from private sources will bo 
$ billion by 1985. Since tho Act allows govern- 
|t guarantees of only $1 billion of ConRail debt, a 
Ihixio shortfall must be made up. 

The financial projections show that ConRail would 
dr be able to service additional debt of this size if 
hpenting performance matches that assumed-in tho 
prions. However, the Association docs not believe 
* tie private sector would bo willing to provide addi* 
"'1 funds in this total amount without some form of 
icut participation* 

tie Association has concluded that ConRail 
T? . in excess of the $1 billion noio pro- 

' V* ^ However, given the desire to imple- 
j'jn- y a private sector solution to the Northeast 
J n tm i fhodld this assistance be provided by the 
"wt} it must be in a way that minimises the 
' government's involvement. 

, f ' a ^ n I ac *d two broad options in consid- 
sto T UCial <1Uest * on * It could-have instituted 
3 eouttT^. finand “& requirement so that Con- 

\ % j, ,ls,n £ the $1 billion provided in the 
tt ta i.. 11 iave recommended that the govem- 
Wj, vJT** to _ mee t C’onRail’s additional require- 
T ; specifically, the alternatives aro of two 

I I -• 

I ^ ConRail to function within 

I f A, Ut t ie J ^ ct > reduce cithci • the miles of 
I ft* or ths ac °P<> of Hie rehabilitee- 

' * 0 ®tay within tho financing pro- 

*• . 

1 to 1 » dc i * nT d,bt *»»“«** tor a*sct* 
y|. <l«flnltton of tho securities 

I* c j ^,, 1 .. stadteg, bat tho estimates 

a taikbtedaiM ot reveauo cqoljjmeat. 


Tided in the Act, TJSRA attempted to define a re¬ 
duced rail system that would enable ConRail to 
become financially self-sustaining, yet require only 
$1 billion, in government financing. The analysis * 
showed that the resulting system size would approx¬ 
imate 5,000 miles, eliminating over 75 percent of 
tho existing trackage of the bankrupt carriers. This 
alternative was rejected as incompatible with the 
goal of meeting rail sen-ice needs in the Region. 

Tho Association also considered reducing the level 
of tho rehabilitation program by reducing expendi¬ 
tures over the entire system. This alternative also was 
rejected. Tho condition of tho principal routes and 
yards is so poor and yet so important to enable Con¬ 
Rail to provide good sen-ice that a rehabilitation pro¬ 
gram that spread the available funding over tbo entire 
system would result in uniformly poor service and effi¬ 
ciency systemwide and simply perpetuate what exists 
today. 

• Additional means of financing ConRail should be 
established. Tho Act lias several programs designed 
to provide financial assistance to tho Northeast 
railroads. However, none of the programs provide 
sufficient long-range financing to ConRail, or to 
other railroads. It is the TJSRA’s conclusion that 
the federal government appears to be tho only 
available source of this financing for- ConRail. 
Thus, tho Association has beguu to consider how 
this long-range solution might be developed. 

Tho Association’s studies on alternative forms of 
financing, combined with its work on valuation of prop¬ 
erties, will provide the basis for a complete recom-> 
mendation on financing to he presented in tho Final 
System Plan. 

Northeast Rail Passenger Service 

The Association has concluded that passenger serv¬ 
ice in the Region should be improved by shifting pri- 
mai'y financial and operational responsibility for the 
Northeast Corridor 1 from ConRailcarrying out a 
major upgrading program in the Northeast Corridor 
and developing 16 other passenger corridors. The sec¬ 
tions that follow briefly describo the background to 
USEA’s passenger service work and discuss each 
conclusion. 

Since the primary planning effort was to bo freight 
oriented, Congress sought to emphasize explicitly the 
importance of passenger service in. the Region. Specifi¬ 
cally, tho Act states that tho -Final System. Plan 

• USRA. attempted to evaluate the financial Implications of such a 
system, but it la not possible to develop complete financial projections 
for this option because of the major adjustments In traffic flows# costs 
and revenues associated with this option. 

* The Corridor is defined as the present Penn Central's route from 
Boston to Washington* 


25 








9358 


should help effect “the movement, of passengers . . . 
including’ the requirements of commnter and intercity 
rail passenger service . . . nnd the identification of all 
short to medium distance corridors in densely popu¬ 
lated areas in which the major upgrading of rail lines 
for high speed passenger operation would retain sub¬ 
stantial public benefits.” Moreover, the Act instructed 
the Secretary of Transportation to improve service in 
the Northeast Corridor. 

In response to this mandate, USRA conducted a 
study of the scope and quality of rail passenger service 
in tlie Region—focusing primarily on the identification 
of intercity corridors that would be appropriate candi¬ 
dates for upgrading programs. Building on this study, 
the Association concluded that: 

• Responsibility for the Xortheast Corridor should 
be transferred from--the freiyht railroads. The 
Northeast Corridor could play a more effective role 
in intercity transportation than it does today. The 
Washington-Newnrk portion of the Corridor has 
heavy freight, services now and there is mnch inter¬ 
ference between freight and passenger operations. 
With the implementation of recommended service 
improvements (increased frequency and speed), 
the interference problem could become more severe. 
The Association recommends that ConRnil 
through-freight services be rerouted to separato 
most freight and passenger train operations. Local 
freight service, will continue to lie provided by Con- 
Rail, hut ConRnil should yield responsibility for 
the entire Northeast Corridor—winch will be used 
principally for passenger service. Through, freight 
services currently provided iu the Corridor would 
l»e transferred to a parallel route composed of seg¬ 
ments of the Baltimore & Ohio, the Reading nnd 
the Lehigh Valley railroads. It is anticipated that 
this transfer could l>c accomplished over the next 
few years, 

• Corriilor service in the Region hhould be considetvd 
for extension and improvement between J6 city 
pairs: USRA identified If? city pairs as candidates 
for new or improved corridor service (Figure 2). 
The most significant new corridor service would lie 
provided lwtween flic cities of Cincinnati and 
Detroit, Cleveland and Pittsburgh, Chicago' and 
Cleveland and Washington and Pittsburgh. Tho 
services recommended would lie intermediate speed 
(80 m.p.h.), modest frequency operations. Improve¬ 
ments from that lm.se could proceed if demand war¬ 
ranted. The start-up date for most services will bo 
3 to 5 years hence as most will utilize ConRail track 
which must first be rehabilitated. 

As a closing point relative to passenger service, tho 
Association emphasized the need to resolve an issue that 


has been the source of considerable controversy j 
ritation—namely the issue of coinjicnsation to f 
railroads for the provision of passenger 
controversy lias contributed to a lack of ( 
many instances between the freight railroading] 
passenger authorities—and performance in 
passeuger service has suffered. While USRA Until 
ing to blame past problems on one side or U» c 
'stresses the need to establish arrangements tbu 3 
ami equitably compensate freight and passengerc 
zat ions for the services they provide to each other." 

Thus, CSKA recommends that the approach to| 
used in determining the compensation rendered af 
tho facility to be owncd/controllcd by therxdnsn 
dominant user, bearing the full costs; the i 
user should pay an appropriate charge for the t 
the facilities. 

In sum, CSKA believes its recommendations on j 
sengcr services will contribute to the improven*it| 
lwth passenger rind freight services in the Regia 
provides for improved passenger service in these t 
■where it is most needed; it fixes responsibility for | 
senger service with authorities whose whole eon 
with the passenger; and it clarifies and establishes! 
and equitable principles for compensatingeitber fn 
or passenger agencies for services one renders til 
other. 


USRA’s Continuing Program 

A significant amount of work remains to be 1 
between issunnee of the Preliminary and Final Sfl 
Plans. Broadly, the tasks to be carried out include* 
pleting USRA’s planning work, synthesizing 
spending to public comment on t he Preliminary S» 
Plan, negotiating with outside parties,a»istingii'( 
Rail activation and preparing the Final System 

Negotiating With Outside Parties 

Tho Association has rt- .unmended a iinnil»'. > I 
tions iu tho Preliminary System Plan contingent <-n| 
consumntion of negotiations with outside l rnr<W \j 
plex negotiations with solvent railroad', A 
public authorities must be carried out in onh 1 1 1 1 
e Plan tv gtru re 

Additional negotiations with respect to V 1 ji 
lines and coordination projects (&#* 
agreements) also must be carried out with ' J 
riers. Substnni iul effort will have to be 
tasks to finalize as many agreements as l Ksa 
to the issuance of the Final System 1 •- 1 ”’ 

Completing the Planning Work ^ 

A number of critical planning tasks 
pleted in the coming months. W '* aCl J 
USRA must value both tho properties 
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3 tie securities accruing to the estates and develop 
^foiiive capital structure for ConRail. A second 
task relates to including the Erie Lackawanna 
tie system. USRA must conduct analyses of the Erie 
ciiTuma’s light-density lines, operations, facilities 
equipment, In the manpower area, USRA must 
• * detailed plan for manpower utilization and 
iffint, project labor protection costs under Title V 
Act and assess the benefits of utilizing an cm* 
*** ownership plan. 

•nifing to Public Comment 

- ^>1 Sendees Planning Office hearings, a 
groups including state and local gov- 
shippers and creditors will review and make 
I C0, Mients on the Preliminary System Plan, 
uition must be in a posit ion to assimilate these 
, . S ’ to questions raised and factor these 
l win P^ in, dng work. Information re- 

r? dt , oxani I >lc > rosulfc in a revaluation of 
Kr tcoa» ^ ne decisions to determine whero 
i pu ^ f<>r exclusion in the Preliminary Sys- 
0111 included in the Final System. Plan. 


Assisting in ConRail Activation 

USRA is only the planning agency for the revitalized 
Northeast rail system; management of ConRail and 
other railroads must make the plan happen. A large 
number of projects must bo launched between now and 
conveyance day in order to place ConRail on a sound 
footing to begin operations. Such projects will relate 
to organization, executive selection, administrative sys¬ 
tems, operations control, budgeting and a host of other 
tasks associated with ConRail start-up. USRA must 
play a leadership role relative to these activities. 

Preparing the Final System Plan 

Through the months ahead, the Associat ion must re¬ 
view and refine all conclusions reached in the Prelimi¬ 
nary System Plan. Drawing on new information, RSPO 
hearings, results of negotiations, etc., the plan mush 
bo revised, approved’ by the board and prepared for 
Submission to the Congress by July 26,1975. 

Organization of the Preliminary System Plan 

The findings and conclusions developed as part of the 
Association’s plan for rail service in tho Northeast and 
Midwest Region aro presented in tho following 13 
chapters of Volume I. 
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Chapters , The Regional Rail System: Presents con¬ 
clusions on the structure of the rail system that 
should serve the Region. 

Chapter 4, Coordination with Solvent Railroads: 
Describes potential opportunities for consolida¬ 
tion, pooling and joint use or operation of facili¬ 
ties to enhance the efficiency of the Region s rail¬ 
roads. 

Chapter 6 Operating the Restructured Rail Sys¬ 
tem: Analyzes the bankrupts’ operations, describes 
the process followed in preparing a preliminary 
ConRail operating plan; summarizes estimated. 
ConRail route and terminal requirements and pro¬ 
jects ConRail operating improvements. 

Chapter G, Upgruding Rail Facilities and Equip¬ 
ment: Summarizes the results of comprehensive en¬ 
gineering and field analysis of the physical con¬ 
dition of trackage, facilities and equipment aiul 
presents an upgruding program. 

Chapter 7, Light-Density Lines and Their Com¬ 
munity Impact: Discusses the policy aspects of the 
light-density line problem, the impact on com¬ 
munities of discontinuance of service, and the pro¬ 
grams available (Title IV of the Act) for con¬ 
tinued rail service. 

Chapter 8, Intramodal and Intermodal Competi - • 
tion: Describes the competitive environment be¬ 
tween railroads and among railways, trucks, barges, 
pipelines and air cargo carriers and raises issues 
of public policy. 

Chapter 9, Marketing Rail Freight Service: De¬ 
scribes the t rathe and revenue forecasts used to de¬ 
velop financial projections and lays out ConRail’s 
pricing strategies. 


Chapter 10, Availability of Service by AUernsit 
Modes: Describes economic and social cost* of 
diverting rail traffic to trucks, focusing on the 
impact of discontinuation of service on lightdeo- 
sity lines. 

Chapter 11, Factors Affecting Environmental At- 
sessment: Summarizes energy, pollution and 
aesthetic factors involved in transportation *rr- 
ices and provides a foundation for examining the i 
environmental effects of the Final System Plan. 

Chapter 12, Manpower Requirements and Polina: 
Discusses tile manpower plan and the implementing 
agreements. 

Chapter 13, Passenger Service in the IUym: 
Presents findings on the scope, and quality of pas¬ 
senger services and summarizes conclusions on 
transfers of ownership, control of the Northeast, 
Corridor and service improvements needed in IS 
other intercity passenger corridors. 

Chapter 14, Financial Analysis of the PreliminSff 
System Plan : Presents pro fonnn financial state¬ 
ments for the single ConRail system. 

Chapter 15, Financial Programs Under the Ad: 
Describes the financing programs provided in the 
Act. 

Appendixes to the Plan present results of detailed 
analyses to support findings and conclusions in the 
chapters and provide general background information 
and a bibliography of USRA reports. 

Volume II of the Preliminary System Plan describe 
the detailed analytic process used in developing 
light-density line conclusions ami provides a detai <. 
description of each line analyzed and the recon.im. * 
tions on each line. Appendixes describe community 
impact analyses and present line-by-linc rccnium 
tion. 
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The central issue facing the Association has been to determine 
how the services and properties of the bankrupt carriers should be restruc¬ 
tured so as to achieve the goals of adequate and efficient rail service 
and a self-sufficient private sector Con It ail at minimum cost to the 
taxpayer. 

XJSRA considered four major operating alternatives for restructuring 
the bankrupts. They are: 

• ConRail I — a merger of all bankrupt carriers, 

• ConRail East and West—ConRail East as a large eastern 
terminal district railroad with the western lines of Penn Central 
as a ConRail West, 

• ConRail North and South —essentially a breakup of the Penn 
Central along the lines of the former Pennsylvania and New York 
Central railroads and 

• ConRail I Neutral Terminal Companies—merger of the bank¬ 
rupt lines while concurrently providing solvent carrier access to the 
major eastern markets. 

This last option provided the basis for resolving the regional struc¬ 
ture issue and meeting the various goals and purposes of the Act. II would 
maintain competition in the major east coast markets, minimize track 
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and terminal duplication (thereby minimizing rehabilitation coda) 
create no next) operating e)itity } other than ConRail , in the R* 
The structure recommended for the Region is a Three Carrier % 
involving ConRail (consisting basically of Penn Central ), the Chemu 
the Norfolk & Western, Segments of smaller bankrupt carriers (in 
Erie Lackawanna) would be transferred to each of these carriers . 
cussions are progressing with the solvent carriers to determine the poled 
for achieving this recommended structure. 


In achieving the critical balance required by the goals 
of the Regional Rail Reorganization Act of 1973, the 
most difficult task in developing the Preliminary Sys¬ 
tem Plan has been the definition of the industry struc¬ 
ture for the Region. Embodied are the elements of com¬ 
petitive service, efficiency, preservation of the financial 
strength of the solvent railroads and, most of all, 
achievement of a new company able to sustain itself 
financially at minimum cost to the taxpayer. 

The regional system recommended by the Associa¬ 
tion involves organization of ConRail around essen¬ 
tially the Penn Central and jwrtions of the smaller 
bankrupts with transfer (either property or operating 
rights) of other, significant portions of these smaller 
bankrupts to the Chessie System, Norfolk & Western 
and Delaware & Hudson. It maintains competitive serv¬ 
ice at major points in the Region and equal competitive 
access to routes. Furthermore, it achieves significant 
rationalization of plant. As a Three Carrier System 
(ConRail, Chessie and Norfolk & Western and connec¬ 
tions), it appears to provide the best chances for future 
stability of earnings and service in the Region. 

The risks and capital requirements involved in an un¬ 
dertaking as vast as the formation of ConRail require 
caution in the early years of development. Blindly pro¬ 
ceeding towards the stated structure could make Con- 
Rail the instrument of both further financial failure 
and increased government involvement in the operation 
of the railroad. To that end, in the following descrip¬ 
tion of the process to develop the proposed regional rail 
system structure, the requirement for future change or 
evolution is indicated. 

To present the industry structure, this chapter is di¬ 
vided into three basic parts: 

• USRA-recommended structure for the Region, out¬ 
lining where and by whom various rail services should 
be provided and the reasons for TJSRA’s determina- 
tions, including concepts considered and rejected. 

• A summary description of the principal ConRail 
routes, ConRail operating and modernization strategies 
and 

• A discussion of special issues relating to the operat - 


ing structure that are caused by the financing prob!« 
of ConRail. 

One option available under the Act would be for 
Association simply to merge all of the bankrupt ctrrii 
into a single carrier (presumably including Eric 
a wanna and Boston & Maine as lx>th were banki 
when the Act became law). The structure of the J 
predicated on the assumption that, if the 
carriers were merged, rat ionalized and rehabilitated, 
resulting efficiency gains would result in a fimnciil 
self-sustaining entity. While the law seeks 
self-sufficiency os a major goal, it also requires that 
reorganized system provide adequate and eflickat 
service to the Region, that it retain and promote «« 
petition and preserve, to the extent consistent with 
gonls, existing railroad service patterns. 

Considering all of the goals of the Act in concert,! 
planning effort simply cannot solve the problems 
the bankrupt carriers by bringing about the demise 
other carriers through the creation of a more viable cot 
petitor in the Region. The avoidance of any imp** 
solvent carriers is not possible, but adequate an < 
cient rail service in the Region cannot be achie 
the well-being of the presently solvent earner* 
ignored by the restructuring process. ^ 

The importance of the structure is highlight * * 
tlier by the fact that a process of government un ]t 
will initiate a time consuming and cxpeu>i\e 1'^*^ 
Once begun, this restructuring process will l* r 1 1 u * 
change, so t!u» time for cor-idcntiiz ' 1 V ' ‘ r r 
alternatives is lx»fore it has !>een set in motiom 
reason, numerous structures were ana!ya*d- 
from the R Planning Offico (R- s ^ 

'I'trs fro*** shippers and from *>i 
Region further emphwittd Bnt _ JJL roffHi 
process ignoring any solution except merger 
bankrupt carriers would be irresponsible. 


The Present Structure 

An understanding of the complexity^ tfl j 
structure necessarily must, start wit * t 


* of 
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patterns in the Region and the role of the major regional 
carriers in the movement of that traffic. Basic traffic in¬ 
formation is displayed in Table 1 and Figure 1; the first 
shows state-to-state origin destination flows of freight 
traffic within the Region and flows between the Region 
and other geographic areas in the Nation. Figure 1 is a 
density map displaying traffic volumes on the major 
routes in the Region. 

The Region is dominated by three carriers: the bank¬ 
rupt Penn Central (PC) with 35 percent of the ton 
miles and 86 percent of the revenue; the solvent Chessie 
System (Baltimore & Ohio/Chesapeake & Ohio/West¬ 
ern Maryland) with 26 percent of the Region’s ton 
miles and 23 percent of revenue and the solvent Norfolk 
& Western (N&W) with 21 percent of the ton miles 
and 17.5 percent of the revenue* Table 2 shows the 1973 
freight revenues and ton-miles for all carriers in the 
Eastern District*. 

PC has the most extensive network in the Region, 
with direct service between every traffic producing or 
receiving area except the West Virginia coal fields. It 
is the only carrier in the Region providing single line 
service between all the major eastern seaboard cities 
and major points in the remainder of the Region. 
Though largely debilitated today, it usually enjoys the 
shortest and often the best engineered route between 
the Region’s primary traffic points. This market domi¬ 
nance and potential for operating and service gains led 
Chessie and N&W to commence negotiations toward a 
merger of their own, an effort which j>erhaps partly be¬ 
cause of the collapse of PC never has been consum¬ 
mated. 

The major solvent carriers, Chessie and N&W, 
have somewhat similar characteristics. Both have a 
strong base in the West Virginia coal fields and a manu¬ 
factured and miscellaneous traffic base concentrated in 
Ohio, Indiana, Illinois and Michigan. N&W ends in 
the east at Buffalo and Connellsville (just east of Pitts¬ 
burgh), while the Chessie’s eastern terminal is at Phila¬ 
delphia. Beyond these eastern terminals, both carriers 
rely on either potential ConRail carriers or upon rcor- 
ganizable bankrupts to provide access to important sea¬ 
board points. 

The fourth largest railroad in the Region is the Erie 
Lackawanna (EL) with 5.8 percent of the. ton miles 
ind 5.6 percent of the revenue, F-L is a major oast-west 
runk line, providing single carrier service from New- 
irk to Buffalo, Cleveland and Chicago. Its route struc- 
ure both complements and competes with the solvent 
arriers in the Region. It can bypass Chessie and N&W 
for traffic to Chicago destined to western connections 
but works with them (especially N&W) for traffic 
lestined to points such as Detroit and St. Louis. At the 
•ast end, it is dependent on smaller roads for access to 
Philadelphia and Boston. 

These four carriers account for over 85 percent of 


Tabli. 2. —Freight Revenue* ami Ton-Mil*. 

Clain l Railroad*, W73 ' ***** 


Eastern District railroad 

On 

thousands) 
(Acct, 101) 
freight 
revenue 

Pefcer.t 

of 

total 

< Acrtgotj, 

mmol 


Akron, (fantom, and Youngstown (NW) 

A«ii 

.19 



Ann Arbor... . 

10,2X7 

.21 

Its 


Baltimore and Ohio (Chesdn System).. 

332. 

11. M 


Bangor and Arcwtoek. . 

1AH7 

.»* 

i 

(M 

Bessemer and Lake Erie. . 


Ltt> 

” J 

1301; d 

Boston and Maine. 

er.wo 

L47 


Canadian Pacific... 

11,230 

.2) 

i 

Hi i 1 

Centra) of Sew Jenny . 

30.T01 


’ 1 4 

441 

Central Vermont. 

8.001 

.IV 

2M 

Chesapeake and Ohio (Chessie System) 

487,811 

10 13 

; uj 

Chicago and Eastern Illinois. 

43, ON? 


1 9ft ! 

Delaware and Hudson. 

43 ,277 

.ft 

; 


Detroit and Toledo Share line.. 

A«2l 

.10 

XI 


Detroit, Toledo and (ronton. 

42, m 

.w 

l,4'»l 


Elfin, Joliet and Eastern. 

80.333 

1.22 

1.019 


Krlo Lackawanna. 

2SAM2 

3.57 

ll» 


tlrand Trunk Western. 

104.138 


in 


Illinois Terminal Co. 

12,727 

.» 

l\l 


Lehigh Valley.... 

M.17H 

1.3 



Long Island. 

A 370 

.If 

* 


Maine Central. 

2A4D 

.64 

HI 


Mtsaoturl-IUifkois..... 

AM3 

.13 

m 


Monongahela. 

7.JW 

,W 

» 


Norfolk And Western.... 

JW, 753 

17.M 

SIR! 


Penn Central. . 

1,702,876 

3AW 

y,»i 


Pennsylvania-Readlij Seashore Lines.. 

A 310 

.15 

IX 


Pittsburgh and Lake Exit.... 

3- - ’ 

.« 

im 


Reading.... 

10AM! 

ID 

V* 


Richmond, Fred Ml cits bur* and Po¬ 




tomac..... 

26.031 

.34 

i* 


Western Maryland ((Threat* System).... 

NXsll 

1.10 

1 Oft 


ToUl. .. 


moo 

sued * 


Source: 87tb Annual Report on Tronsporta^Jun Statistic* in the TnJt*4 8u*>! 
the year enW Dec. 31. 1V?3, by the Internal* Commerce CO®**** T 
perrrntnjrrs shown are lor tba Eastern District as defined by ICC. far dot* pa.'?* 
this Is the closest approximation to tbo region. 

the Region's ton miles. No other carrier has over 2 m 
cent of the ton miles in this market, but this fact ■ 
del-states their importance. Many serve either as ®>r 
feeders to the dominant trunk line systems or as keyed 
necting routes. 

Each of the following railroads, as indicated «• j 
in the Plan, are railroads in reorganization. Tbet« 
trnl of New .Jersey (CNJ) is n major terminal op- 
tion in the Newark metropolitan area and intoS©^’’ 1 
New Jersey; it feeds traffic to the Chessie 
conjunction with the Reading and also to the 
Valley. EL and PC. 

The Reading (RDG) is a major originator uA « 
mi nut or of traffic in Eastern Pennsylvania am! 
a feeder service to Chessie at Park Junction 1 ■ 
delphia) for north-south traffic and at Lurgsn. 
sylvaniu for east-west, traffic. . 

’ The Lehigh Valley (LV) has terminal ■ 
the Newark area, is a strong carrier in the - ,eI * 
Bethlehem market and offers a trunk lui® ^ ^ 
the eastern seaboard to Buffalo. It provide?. 
access into the Allentown and Newark 
addition, its route between Allentown and J _ ^ f 
is a key link in the competitive alternative ® 
traffic to and from New England and the 
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Tin* * Ann Arbor (AA) oj>ertttes from Toledo to 
Frankfort, Michigan, at which point it has car ferry 
service across I^ake Michigan, It handles very modest 
overhead traffic plus some local industry traffic. 

The Class II Lehigh and Hudson River (IJTR) has 
very little traffic today, but once was an imjiortant link 
between the former New Haven on the east and the 
major trunk line carriers (EL, LV and former Penn¬ 
sylvania Railroad) on the west. 

The smaller, profitable railroads that arc not candi¬ 
dates for inclusion in ConRail also nra diverse. Dela¬ 
ware & Hudson (D&II) is an important bridge carrier 
linking the Boston & Maine with EL for east-west, 
traffic and LV with B&M for traffic l>ctwecn New Eng¬ 
land and the South. D&H\s line into Montreal pro¬ 
vides a competitive route to PC's Montreal line. The 
reorgnnizuble Boston A Marne (B&M), the only com¬ 
petitor to PC in the Boston metropolitan area, is also 
an important overhead carrier for traffic from north¬ 
ern New England to the west. The solvent Maine 
Central (MEC) and Bangor & Aroostook (BAR) rail¬ 
roads perform gatheringservices in Northern New Eng¬ 
land, feeding traffic to the B&M or the Canadian rail¬ 
roads (through their subsidiaries) for movement west. 

The major Canadian railroads have lines into North¬ 
ern New England. The Canadian National’s subsidiary. 
Central of Vermont (CV), forms a through link with 
PC from New York to Montreal and provides a cen¬ 
tral artery for Vermont commerce. The Canadian Pa¬ 
cific (CP) line connects with B&M at Wells River, 
Vermont, and affords an alternate north-south route for 
Montreal and other Canadian points. 

There are six other important solvent carriers in the 
Region. The Richmond, Fredericksburg & Potomac 
(RF&P) is a link between the Seaboard Coast Line 
Railroad (SCL) at Richmond and Chossie and PC at 
the Potomac Yard (Alexandria, Virginia) Gateway. 
The Pittsburgh & Lake. Erie (P&LE) serves the steel 
industry in the Pittshurgh-Youngstown area; it is also 
utilised bv the Chessic System for the movement of a 
largo portion of its east-west through traffic under a 
trackage rights agreement. 

The Detroit, Toledo & Ironton (DT&I), a north- 
south carrier from Detroit to Ironton, Ohio, is an origi¬ 
nator and terminator of steel, automobile and auto¬ 
mobile pails traffic and as such feeds the major trunk 
lines in the Region. DT&I also handles significant 
amounts of northlxnmd coal. Grand Trunk Western 
(GTW), a subsidiary of Canadian National, is a major 
automobile and automobile parts carrier anti provides 
its parent company with access to the Chicago market 
for movements of cast-west traffic. 

The Bessemer & Lake Eric and the Elgin, Joliet 
& Eastern are both owned by U.S. Steel and arc pri¬ 
marily haulers of coal and ora and finished steel prod¬ 
ucts. The former operates from Lake Erie (Conneaut, 


Ohio) to the Pittsburgh area, the latter from Pon 
Ind., west around Chicago to Waukegan, Ill. 

Though these carriers nra not important in ovl 
regional statistics, their merger in one fashion 
another with other carriers could change signifonri 
the competitive balance in the Region. For mmpvj 
if B&M had not been deetand reorgnnizabb J 
come a part of ConRail, New England would have l 
left without any rail competition, and the 1XSH 
EL potentially would have lieon denied n gubetantiil 
portion of their traffic base. When these smaller arl 
rites undergo structural changes, therefore, rippkcl 
fects go well beyond their own boundaries. For thij 
reason, there is great concern about what nctionsrSR.il 
takes regarding the smaller bankrupt carriers wind 
could become part of the reorganized system. 

It is important to realize that I7SRA can makeonfyi 
recommendations concerning the rrorganizableaiid! 
vent carriers in the Region. Its power to change stmr j 
ture is limited to the bankrupt carriers which ait] 
tential ConRail partners. Those carriers, again, ir 
Penn Central (PC). ErieLackwawanim (EL),thp(Vn| 
tral of New Jersey (CNJ), the Reading (KDG) andth 
I^ehigh Valley (LV), plus the smaller Lehigh & Hudsoqj 
River (LHR) and the Ann Arbor (AA). 


USRA's Approach to the Structure Decision 

Starting points for analysis of the l>est slmcfure fc 
the Region nra the goals of the Act. Sections 101 
206 indicate that the major aims are: 


Adequate and efficient rail transjx>rtation. 
.Minimum cost to the general taxpayer. 

A financially self-sustaining sy>tein. 

Adequate competition. 

Preservation to the extent consistent frith otto 
goals of existing service patterns in the Region 


* When basic operational alternative:) M 

studied, Brie fjickawanna, bavin* he* n decTircd r-«>r*ai* in . • " 
n potential ConKall carrier. Throuchoiii lb* annljr-l*. «! ^ . 3 

atlon wa* glrtn El. IMMMOT tti marslml i:nn; • u-J ^ 

Importance as a major carrier oa the • n K0,/,ar * 1 

tented la the discussion of the ertftm.1 options 
•dun or BL. r.*the financial Ut 

*mur.I It would lx* an Independent carrier. indsdrf 

EL's nbuqumt financial problems and It* petition ' ^ 

the U8RA planning process had n mo f !■*& 

various tncln*?ry structure* Th«- financial Implleitlo • ^ 

In the various alternative* are not available. M *j l * 
on the competitive ramifications ot It* Inclusion 
however, which examined the role of EL *• ‘ compc ^ ar ), 

the east-west tnUBr and Its rrlalUuishlp to mL«*r ,r 


pela ware A lludwn and _«... B'MS* 

Industry structure recommendations afsun.r m ortijU 


industry structure noMunuousuvu- „ >u 

planning process and that U 8 RA must niak* **** Jc jt l» at *** 1 
concerning the disposition of Its property. « ,jr r * r 

that ConRail will obtain the EL route* vest W __ ^ 

The precise menus of transferrin* EL asset*. « .. t u 8i put 

Kail Reorunnlxatlon Act of 1»T3 or through ; '* a(J ^| tu Ctetf* 

final Icjrlslntlve action. The U 8 RA lK»ard 

that thr Act 1 m» amended to moke EL a rallr**• ' ' ‘ all< j 4 •' *' 

rxtendin* the benefit* of labor protection Pf* of „ ( |*r n»«** a 
procedures for disposing of deficit Hoc* and r * fl , r v f Kt •***’ 
other furriers. If the Art la so awemM. 
reorganisation would come under Ita mandatory r* 
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The Aseocation has considered service routes throuph- 
Itl*R<g' on< n primary focus must be on the area 
of Pittsburgh and Buffalo. The extensive services 
Lf the solvent carriers west of this area assure continued 
competitive services. It is in the East that ainalgnma- 
i of the bankrupt carriers can occur and this could 
j both NAW and Ohessie access to competitive mar¬ 
ks’ ther now enjoy. Although market protection might 
L maintained through open junctions. N&W and 
ICwssie would have no independent traffic base. Con- 
Jiil would have the capability of denying traffic to 
[those solvent railroads. Such n decision would be irre- 
toablc: once the physical amalgamations arc made, it 
tld be very costly to reverse events. 

Given the size and complexity of the rail network in 
[theRegion, there was a great variety of jiossihilitios for 
[restructuring services. To organize USRA discussion 
jaad analysis and to provide the basis for public dis- 
[assion,the Association first defined several concepts for 
reorganization of carrier's in the Region. USRA then 
prepared specific networks under each of these concepts. 
[This second step permitted quantitative analysis of the 
[alternative structures. 

Tke tincture concept» were stated in the form of the 
IfJloving hypotheses to he tested. Many are necessarily 
aotnafly exclusive. 


♦ Merger of all the bankrupts should produce the 

efficient system possible under the existing lnw. 

* Merger of all the bankrnpts would result in a mo- 
aopolietic system on the eastern seaboard. Competition 
arital for efficient railroad operations and good service 
^shippers. Therefor© a means must be found for main* 
Uiaing adequate competition and existing patterns of 
•fi&Motheextent possible. 

• The really significant problems of the Region’s rail 
umers lie along the eastern seaboard, where there is 
ll « greatest duplication, level of passenger losses and 
P&atial problems from merger of the bankrupt car- 
hw. Therefore, the eastern seaboard should be split off 
“' dealt with as a separate entity, possibly allowing 

rim Central lines in the midwest©rn portion of the 
^ reorganized conventionally. 

.* ^ cnn Central merger was r mistake to start 
JV not produce significant efficiencies, and 
^ present and future rail needs in the Region could 
C«T I ® Mee ff«*ivcly by splitting up the present Penn 
t ~ ani | Owning two smaller systems. 

^ «w is no opportunity for a private sector solu- 
maximum efficiency in the rail system is 
*£• Given the pervasiveness of interinodal com- 
1 1 iere is no reason for continued rail/rail com* 
^ Region would be better served if a 
tb encom passing both the bankmpts and 

• T*ne » lt ranicre werB created. 

“d ra'l Cftrr * ere have been economic failures 

e clen< ^’ "°«ld be best served if. the present 
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operations were liquidated and absorbed by other car¬ 
riers—either those within or outside the Region. 

• The basic problem of rail carriers is not in their 
operating pattern but rather in their financial organiza¬ 
tion. Except for pipelines, rail carriers a re the only 
mode responsible for both operations and for their fixed 
plants. The separation of operations and fixed plant has 
l>een successful for other transportation modes and 
should lx* considered as an alternative for reorganiza¬ 
tion of rail carriers in the Region. 

Once these concepts were defined for discussion and 
analysis, USRA staff considered several specific oper¬ 
ating plans for each concept. For example, under the 
premise that the problem basically lies along the eastern 
sealioard, the next issue was what constituted the east¬ 
ern seaboard—east of Buffalo and Pittsburgh or an area 
roughly comparable in scope with the Northeast Cor¬ 
ridor definition (Boston to Washington and out to 
Harrisburg and Albany)? 

In this case, it was determined that passenger activity, 
potential mergers and originations and terminations 
of traffic were concentrated heavily along the east¬ 
ern seaboard, with relatively little activity between 
such points as Harrisburg and Pittsburgh and Albany 
and Buffalo. Simply stated, if there was an east coast 
problem at all, it appeared that it had to be in Newark. 
New York, Philadelphia and similar points and not in 
Altoona, Syracuse or Rochester. Therefore, the opera¬ 
tional plan studies involved a split at Selkirk (Albany) 
and Enola (Harrisburg). 

One operating plan representing each concept was 
then chosen for detailed analysis. This process was a 
starting point and did not necessarily eliminate other 
operating arrangements for ultimate study: rather, it 
was recognized that, through the analytical process, 
further modifications might bo made or a specific struc¬ 
ture might lx* rejected entirely. 

During this review process, two original concepts 
also were dropped from consideration. The idea of a 
regional monopoly, involving merger of all the bank¬ 
rupts and solvents into a single carrier in the Region 
was so contradictory to the intent of the law and poten¬ 
tially so difficult to achieve (Ohessie and N&W having 
indicated no desire to want to withdraw from the rail¬ 
road business) that it did not merit detailed analysis. 
Similarly, the lack of interest by either N&W, Chessic 
or other carriers in acquiring large portions of the 
bankrupt system led USRA to conclude that a detailed 
analysis of this solution should not be undertaken. 2 

This process of redefinition, discussion and judgment 
whittled the more than 10 initial operating options 
down to four operating alternatives and one non¬ 
operating alternative. They are: 


’This Initial Judgment proved to be In error nnd In fact, studies 
Tvere Initiated on a limited basis to connldor this concept 







• ConRail I * merger of all the bankrupt carriers). 

• Con Rail I/Neutral Terminal Companies (merger 
of all the bankrupt carriers but allowing’ solvent car¬ 
riers access to key east coast markets). 

• Con Rail East and West (organizing an eastern 
seaboard regional system with boundaries at Albany 
and Ilnrrisburg and Washington ami a western sys¬ 
tem consisting primarily of the Penn Central lines 
cither reorganized conventionally or as a separate Con- 
Rail entity). 

• ConRail North and ConRail South (the unmerg¬ 
ing of the Penn Central into a mainline route structure 
closely following that of the former New York Central 
and the former Pennsylvania Railroad, with the small¬ 
er bankrupts going to either the North System or the 
South System). 

• ConFac* the Consolidated Facilities Corporation 
(a separate corporation to hold assets for ConRail, 
thereby concentrating the government role on the fixed 
plant of the bankrupt carriers). 

Assessing the Alternatives 

A detailed description of the four alternatives is 
presented in Appendix C. OonFac as a concept is dc- 
scriltfsd nl the end of this chapter. The following 
briefly summarizes each alternative and describes 
USEA s conclusion regarding how well each structure 
served the goals of the Act. 

ConRail / contemplates merger into one restructured 
entity followed by rehabilitation. 3 As originally en¬ 
visioned, this option should have resulted in the maxi¬ 
mum reduction in duplicate facilities and solved the 
most critical problem of finding the money and mate¬ 
rial to rebuild the fixed plant of the bankrupt carriers. 
It was presumed this option also offered the greatest 
opportunity for increased efficiency and use of equip¬ 
ment. and Therefore greater productivity, of owned 
equipment and decreased rents for cars owned by other 
railroads. 

ConRail I did not demonstrate sufficient financial re¬ 
sults to enable USRA to ignore the potential for fur¬ 
ther regional problems it engendered. The creation of a 
monopoly of traffic in Eastern New York. Pennsylvania 
and New Jersey could ct»u<e increasing deterioration 
of the traffic base of the major solvents after several 
years. Potentially, an increasing monopoly would be 
established. Clearly, the [msition of New England car¬ 
riers would Im* worsened with the inclusion of EL. Only 
the most sanguine financial forecasts, coupled with other 
techniques of competitive protection, justified this step. 

77ir Conltml f/Xeutw? Terminal Company structure 
originally was proposed to assure continued competition 
in certain key markets along the eastern seaboard with- 

■ Tb» orlslnttl rOMept tll<l not Inrludr tb«* Erie Lurk a wanna. 

Tlii* • tmljr would hove lnrlnd«-d EL had EL not im>n iWlarnl reorgvitilx 
aMi« at th<* time. 


out the attendant duplication of facilities Anri 
tions which would result otherwise. This slt frn 
was to be formed in the same manner as outlinwh 
except that neutral terminal companies would L 
up in the Newark/New York area, in the Philadeli 
metropolitan area and perhaps in the Allentown l 
As envisioned, these terminal companies would 
jointly-owned subsidiaries of the line heal nr 
serving the markets to assure service to nil line 
operators to the extent possible. The ojierttiig p*tt 
studied would have lmd Cheasie with ncreas to Pb 
dolphin and either N&W or Chessio with iictxsainto 
Newark a mi 

The Association concluded that the logic obi. 
of the ConRail I/Ncutrul Terminal Company optioo 
that of maintaining com|>etition in important mtrh 
while minimizing the duplication of mainlines, tenant 
facilities and operations-provide! a sfort toward- 
possible resolution of the structure problem. The A«J 
cist ion believes, however, that the precise openiti 
plan outlined would require substantial revision in 
of the Erie Lackawanna situation, and is reluctant 
create new institutions which would be a barrier tot 
efficient functioning of the line haul carrier. Final! 
this modest separation of an acknowledged problem 
little to solve it. merely dividing its cost. 

ConRail East and West alternative originally 
visioned ConRail East organized ns a major termi: 
district operation in the area east of Albany and H 
burg. ConRail would provide all switching serview 
cars originating and terminating in the area and t 
•provide line haul service to the major intciriun 
points of Selkirk (Albany), Allentown, Knokt (Harr 
burg) and Potomac Yard (Alexandria, V& )- ^ 
ConRail East would bo a monopoly, the conncctiuj 
services at these gateways would provide compdiht 
service for all long haul traffic. ConRail West wouldl* 
separate entity both imuiagerially and operate 11 
and would consist of the Penn Cent ml mainlines 
plus appropriate parts of the Ann Arbor. 

The essential premise of the ConRail East ohemati 
was based on tlm probability that the separation 
isolate the losing operations surrounding the tenuJM 
on the eastern seaboard, permitting unique solutions 
these problems. Simultaneously, tlw western °1* 
would liecomo intrinsically inoir profitable a °*. 
of future success. Analysis of those 
ever, proved them inaccurate or fraught ** 
tially wider dangers. . ^ 

First, it does not appear that there J |rk ^ 

tions for the. eastern terminal operations 
nificant aspects of the. railroads operari«>ns « 
would perpetuate the problem. Ih* 1,01 ’ | .|ivciyr ilt ' 


inefficiencies in archaic. yard operations 


inrmciencies in jiiv.niiK* u *1* t ^OOO 

terns would have to bo reinforced wit 1 


,, ::0d 
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jvc, missing if the operations were isolated. Sec- 
this fear is reinforced if the suggestion is followed 
rj& this urea pennanently government-supported. 

D0 evidence that subsidies will be temporary. 
flnnUhe possibility of raising rates to cover costs 
«i,t limit losses (even though not solving basic cost 
uj'gg); however, it could ensure permanent high- 
openaions in these Areas. This could stimulate the 
ition of present industry or deter new industry, 
mdfsirable for the economic well-being of these 
Finally, the thought that potential government 
[iiition 4 * is contained by this maneuver is 
fcoiAny permanently govcrnment-supi>orted ent ity 
|d* iiulnstry holds potential for expansion or a con- 
t^iit vehicle to escape problem solution. 

Prnbkms with the eastern terminal concept would 
aam palatable if the western company clearly 
ifdlerisof a tendency to fail financially than under 
it alternatives. The Association’s estimate of in¬ 
cods of the interface between east-west opera¬ 
nd added investment in rolling stock combined 
aikcthe western company slightly less profitable, in 
s.than ConRail I. Therefore, the USRA found 
ihenmtive unsuitable for reaching flic Act’s goals, 
fk ConRail North and ConRail South alternative 
unmerging the Penn Central system* Many 
Ifaiiaatls and laymen helieve the Penn Central 
»icr was a mistake and that, many of the carrier’s 
cun be ascribed to its size. This alternative 
divide Penn Central into two firms with route 
arcs roughly following the mainlines of the pre- 
ftnnsylvania and New York Cent nil railroads, 
kflmller bankrupts tJien would lie merged into one 
1 > two sjstems. The operational plans studied as- 
thai RD(i would be merged with ConRail South 
Itbt ( NJ, LV, LHB and A A would be merged 
oiiRail North. The former New Haven properties 
go to ConRail North. 


The Association rejected the proposed split on the 
grounds that its benefits are more illusory than real and 
would be obtained over the long-term only in the event 
that more extensive mergers were a factor. Financially, 
the North-South companies would incur sufficient added 
cost and require so much added capital that,- rather 
than reducing the risk of possible future failure (i.e., 
one company failing out of two), they doubled the risk 
by both being so unworkable. Furthermore, the man¬ 
agement requirements of disaggregation, combined with 
the already critical rebuilding needs, made the pros¬ 
pects of execution slim nt best. 

Recommended Structure for the Region 

Although none of the alternatives discussed were 
totally satisfactory, the ConRail I/Neutral Terminal 
Company seemed to have more elements of a solution 
than any other. The principles embodied in that alterna¬ 
tive were the starting point for the recommended solu¬ 
tion. They are that: 

• The major markets on the eastern seaboard must 
have competitive rail services, preferably provided by 
not more than two carriers. 

• Duplicative plant and terminal .facilities must be 
minimized; joint trackage and joint yard operations 
arc therefore essential. 

• Competition will be best served if the strong solvent 
carriers ore brought into the major markets requiring 
competition, rather than building separate feeder 
systems. 

Working from these fundamental objectives, what 
evolved was a “Three-Carrier System 1 ’ operating struc¬ 
ture, (Sec color fold-in map at back.) The USRA rec¬ 
ommended regional system is: 

• ConRail consisting of the present. PC and the KDG 
(less tlie Philadelphia and Allentown markets); LV 
from Newark to Waverlv, New York; CX.J: the Penn¬ 
sylvania Reading Seashore Lines; LHR and AA. 


FINANCIAL ANALYSIS OF THE EAST-WEST ALTERNATIVE 

financial and operational analysis of the east- 
Hm disclosed that the two companies com- 
l ° ( on I* a i! I* would require 6,000 
; costing $lio million, 1,900 to 2,700 

ll l , P rox * lntt * e b r ono percent more 


a |°P 10,11 c ^ m I ),ir *d to ConRail 1, would sacri- 
Mh* f 1 ^ tn ,^ ,vort traffic to longhaul, be exposed 
tai J Sl k r,k ^ ca) »t interchange traffic and cost $59 

lU * ncreafle d transportation, car hire 

.^lexpenses. 

w ^ million additional transportation 
I 1 * incurred during the first five years 


while the system was lacing split into east and w T est 
portions. 

• These factors resulted in the east-west option re¬ 
quiring at least an estimated $1 billion more govern¬ 
ment-guaranteed financing than f'on Rail I. The amount 
would depend upon ability to raise nonguarnnteed pri¬ 
vate sector equipment financing. 

Tin*, costs mentioned above, plus interest on the addi¬ 
tional borrowings, restrained the east-west option from 
a break-even combined net income before 1985. The cast 
portion remained a large loss operation throughout the 
ten-year forecast period. West was profitable, but its 
profits w’ere loos than those of ConRail I. 


39 
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FINANCIAL ANALYSIS OF THE NORTH-SOUTH ALTERNATIVE 


• The financial and operational analysis of the north- 
south solution disclosed that the two companies com¬ 
bined, in relation to Con Rail I, would require 5,000 
more freight cars costing $95 million, 1,900 to 3,500 
more employees and approximately two percent more 
road and track miles. 

• Costs would increase by $49 million per year in the 
transportation, car hire and general and administra¬ 
tive expense categories combined. 

• An additional estimated $132 million in transpor¬ 
tation expense would l>e incurred during the first live 
years while the system was being split into two sepa¬ 
rate companies. 


• These factors resulted in the north-south 
requiring more than $1.0 billion in government* 
an teed financing in excess of Con Hail I. The i 
amount would depend on the ability of the comping 
to secure non-guarnntccd private sector cquipmenl 
financing. 

The costs mentioned above, plus interest on the i 
tional borrowings, restrained the north-south optioi 
from reaching a combined net income in the ten-y 
forecast period. Although north had a small profit i 
1985, it was more than offset by south’s loss. 


• N&W operation of the present EL from Buffalo 
into Newark, N.J., via Binghamton, New York. This 
operation can be accomplished either through direct 
transfer to N&W or an N&W subsidiary. The system 
would result in N&W, D&H and B&M offering a com¬ 
petitive alternative to ConRail across the northern tier 
of the Region. Certain other adjustments in routes and 
traffic are possible around this concept. 

• Extension of Chessie via the present RDG line 
through Harrisburg to the Philadelphia and Allentown 
markets. Chessie should assume direct responsibility for 
handling the present RDG traffic in Philadelphia; 
Allentown would be open to Chessie and ConRail. As 
the present RDG route from Harrisburg to Allentown 
would also be a main ConRail route, it is anticipated 
that Classic's access would be over trackage rights, 
with ConRail |>erforming the switching services at 
intermediate points. To Philadelphia, Chessie can also 
access the Reading using its route from Baltimore. 
Thus structured, the Chcssio system would provide 
competition along the southern tier. 

• D&H ucquires LV trackage rights from Wilkes- 
Barre to Allentown. This would protect D&II’s present 
north-south traffic and would reestablish a “friendly” 
connection (Chessie) for movements west to Pittsburgh, 
a connection lost in the Penn Central merger. Tho same 
trackage rights also would provide a friendly connec¬ 
tion to the Potomac* yard via D&H and Chessie. 

• Boston & Maine, Maine Central, Bangor & Aroo¬ 
stook, Detroit, Toledo & fronton, Pittsburgh & Lake 
Erie and Grand Trunk Western retain their present 
independent status. Many proposals have been made to 
merge these properties into other carriers. 4 Subsequent 
mergers should Ik* undertaken, but the first priority is 
to resolve the fundamental problem of restructuring tho 
bankrupt system and continuing effective competition 
in tho major markets on the eastern seaboard. 


• Appendix D UaU the*© proposal*. 


The recommended structure is basically a 
Discussions are under way with solvent carriers to i 
certain their interest in helping to solve the critka 
problems in tho Region and to determine what is i 
quired to allow their participation without imptirin 
their financial integrity. 

USRA recognizes that significant government ei 
penditures will be required to solve the bankrupt c 
problem; this has been a basic factor in the present r 
organization process. The board believes that, with I 
proper level of federal support, the major solvent c 
riors could assume an important role in rrsolving I 
service problemsof the Region. This extension of solu 
carriers could result in a solution which is less costly* 
terms of the taxpayer funds than.creation of sepa 
entities designed primarily to feed these carriers 

Alternatives to the Three-Carrier System Solution 

Implementation of the Three-Carrier Systemsolul 
depends on the successful conclusion of complex s 
sions with N&W and Chessie. One or both of the> so \ ^ 
carriers well may decide that it is not in their * * 
tcrest to participate in the proposed restructuring, 
cushions to date, therefore, have not locked on * .yi 
solution but have rather explored alternate PJ® 1 * ^ 
In these discussions, N&W has indicated it>< ou 
the EL lines east of Buffalo could bo made 
self-sustaining as a part of its system ij 

stantial and probably continuing federal 

Should one of the solvents not participttMJJ^g 
ation’s preferred alternative would be a 
System solution. . nnfl | 

Specifically, if Chessie is not interested w ^ 
Allentown and Philadelphia as contemp ‘ ^ 

could servo these markets. This conk H 1 m ti 
if N&W were extended southward from uu - ^ - 
lino into both Allentown and Philadep** . 
ward from its present Hagerstown terinnx 
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thence eastward into these markets. To deal 
j the problem that both these routes are somewhat 
urns, USRA contemplates that N&W also could 
^either through trackage rights or joint opera¬ 
te capability to operate directly from central 
jtoHarriAurg over present PC routes. 

Similarly, if N<£W decided not to participate, then 
TWCarrier System concept could be developed 
\expansion of the Cheasie eastward over present 
r lines as previously discussed and the acquisition 
r(V$si«of the EL from the central Ohio area into 
and the Binghamton connection with D&IL 
a present EL main line intercepts the high-capacity 
Wiimof* & Ohio line in the vicinity of Akron and 
mid provide a very competitive route to ConRail 
still allowing downgrading of duplicate main 
im the Midwest. 

If either of these Two-Carrier System alternatives 
ttkvdopcd in lieu of USRA’a primary choice, the 
Ji-K-ftrrier System, additional operating rights and 
larfere might be necessary to create the most efficient 
iticipating solvent network. 

TSKA recognizes that any solvent carrier must be 
dy careful in using its private capital to avoid 
ble financial risk to its owners. Considerable 
ll financial assistance is available under the Act 
Mniiumiite that risk, including monies for rchabilita- 
. Obviously, no solution is totally without risk; in- 
n* could also affect the operations of the solvent 
rm 

If t satisfactory solution can be reached with one or 
tof riw solvent carriers, USRA believes the struc- 
> envisioned has significant, benefits for the Region 
1 long way toward a permanent solution. To 
ik sonic of the advantages, the proposed structure 
mid: 

Maintain competition in major east const markets 
FJfehaul carriers, thereby avoiding the haphazard 

frfcou of carrier responsibility which often affects 
tVkx quality. 

^ Minimize tnuk and tcnninal duplication, thereby 

n coni|>ot itivc system at the lowest possible 
frl] cost. 

§ n 

| ^ no ncw operating institutions such as neutral 
, ^ Wl1 Ponies, a Middle Atlantic Rail Corpora - 
j** (which, if established first and 

Kcessfuh would be extremely difficult to 

^illv na ^ PI P m P cr ties with Inrgrr roads: his- 
1 Mv, ! Wa > f t'ffrct a merger. 

1 1 the f ‘I PXis,inff traffic flows and mini- 
">i tl*. disruption of service which could 


1 ,or r radical restructuring programs. 


l ^T.V 1,1 Corporation rnvWlon* a mcrjr<*r of CXJ, 


If Neither Chessie nor NIW Participotes 

If !x>th Cliessie and Xft W do not participate in the 
restructuring process on the eastern seaboard, even with 
major federal financial assistance, the whole concept of 
competitive railroading in the Region will lx*, affected 
seriously. If the two solvents both opt not to expand 
eastward, that indicates they feel the cost to do so is 
greater than the benefits they may receive. If neither 
solvent participates, the options then available include: 

• Creating two separate operating entities supported 
by federal funding with the explicit purpose of provid¬ 
ing competition, or 

• Organizing ConRail I as a monopolistic carrier on 
the eastern seaboard. 

Of these alternatives, USRA believes tho best solution 
would be to form MARC-EL, a second trunk line east- 
west carrier based on the merger of EL with the key 
properties of CX.J, LV ami RDG (essentially the Mid¬ 
dle Atlantic Corporation). To improve competitive 
balance in the midwest, it is contemplated that 
MARC-EL would be given access, through joint owner¬ 
ship of trackage rights, of ConRail lines to such gate¬ 
way points as Cincinnati and St. Louis. To complete the 
development of an effective competitor, consideration 
should be given to including DT&I and P&LE. Any 
opportunities for plant rationalization would be car¬ 
ried out, such as paired track arrangements between 
MARC-EL and ConRail between Mansfield, Ohio, and 
Chicago. 

Realistically, this alternative is a second choice in 
terms of both effective competition and rail efficiency 
within the Region. It is, however, superior to a break 
up of the Penn Central System into a ConRail North 
and South simply because it can be implemented in a 
relatively shoit period of time* and the EL and its con¬ 
necting lines has had a history of vigorous competition 
on tho eastern seaboard. It also is more effective than 
the creation of an eastern terminal feeder system, such 
as MARC alone. To bo effective competition, such a 
system would depend on the willingness of the major 
solvents to participate. The deficiency of MARC-EL is 
that it used federal dollars to sustain a competitive rail 
system for the eastern seaboard. No financial projections 
have been made for the MARC-EL system, but it is 
anticipated that ConRail (essentially PC under this 
concept) and MARC-EL (with added mid western 
routes) would lx* less economically self-sustaining than 
ConRail alone in the Three-Carrier System. 

A more definitive answer mnst await detailed finan¬ 
cial projections being developed by USRA. The funda¬ 
mental policy issue is whether, after failing to achieve 
competition through expansion of either both or one of 
the existing major solvent carriers, the federal govern¬ 
ment should spend money to insure that rail/rail com¬ 
petition is maintained along the eastern seaboard. 
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The preceding discussion leads USRA to conclude 
that the Three-Carrier System must be pursued vigor¬ 
ously. If only one solvent carrier is interested, restrue-* 
turiiig should be pursued under that alternative. Other 
possible solutions simply are not as promising. For that 
reason, USRA plans extensive efforts in the next several 
months to determine the exact dimensions of a solution 
involving both or at least one of the major solvents in 
the Region. 

Defining the ConRail System 

Simply stated, the condition of the bankrupt rail¬ 
roads and especially that of the Penn Central, repre¬ 
sents a transportation disaster unparalleled in the 
nation's history. Most of the bankrupt properties, in¬ 
cluding key yards, major main lines and essential shops, 
are in a serious state of disrepair. Areas appearing in 
relatively good physical shaj>e are that way largely due 
to cosmetic efforts—the track has been ballasted and 
Smoothed, but the rail and ties are both well beyond 
their normal lives. The solution is going to bo costly; 
just keeping the bankrupt earners operating until 
ConRail logins operation could cost taxpayers more 
than $400 million. 

The conflicting goals of the Act, therefore, must be 
balanced as much against this harsh reality as against 
each other. Much discussion has centered on the fact 
that viability of the system may conflict with the pro¬ 
vision of adequate and efficient service. This issue, not 
unimportant in the design of ConRail, must bo con¬ 
sidered in the context of the importance of the funda¬ 
mental need to overcome 20 years of physical neglect. 
The necessity for rebuilding the system thus becomes 
the most critical constraint on the adequacy and effi¬ 
ciency of the service to be provided and it in the magni¬ 
tude (both physically nnrf financially) of that rehabili¬ 
tation requirement that must necessarily determine the 
ConRail configuration. 

That the physical condition of the plant is badly 
deteriorated is not debatable. What can and should 
lw debated are the alternate strategies for rehabilita¬ 
tion. SjHH’ilie questions include the following. 

• What should be the timing of rehabilitation and 
what arc the implications of such strategy? 

• In what sequence should the system be rehabili¬ 
tated, e.g., should main yards and main lines lx* brought 
up to high operating standards while the rest of the 
system is held at minimum maintenance levels, or should 
main lines be held to a minimum standard (30 m.p.h.) 
while repairing the very worst of the secondary and 
branch lines? 

• What level of public funding, in ttic form of loans 
or grants, can be committed to the rehabilitation pro¬ 
gram ? 

• What are the implications of the above three de¬ 
cisions on the route structure and services to be pro¬ 
vided by ('on Rail? 


The Association’s conclusion on each of these L 
follows. They are a significant factor in the future l 
ness strategy and government control aspects of I 
Rail. 

• Tlie timing for the program should be about 
years, providing maximum flexibility in use of ( 

• Funds should be spent in the initial years.! 
nixing material constraints, on the major core i 
and yards and terminals. This will improve $ 
increase dollar returns and sustain flexibility. 

• As the financial projections in Chapter 14 < 
strata, the costs of rehabilitation, when combined v 
ojx*rating losses in early years, exceed tire funds 
located by the Act. Rather than reducing the i 
six© now to meet an arbitrarily set figure, however, ( 
orations should continue over the system size set for 
It would b© unwise not to rebuild this transport 
system properly , but both timing and location \ 
penditures will be rcvicwnble in future years, clear!; 
way to reduce potential government financing. 

USRA recommends setting priorities after an an 
ysis that measures benefits from rehabilitating & I 
segment (reduced transit time) against the cost of i 
contplishing that rehabilitation. This results in a i 
ing of line segments where rehabilitation will pr 
the maximum benefit# in terms of reduced truusit ti 
for each rehabilitation dollar spent. This process, 
scribed in greater detail in Chapter 6, tends to < 
irate the rehabilitation program on the heavy 
lines—especially those in the western end of the Iter 
where the plant is most deteriorated. Under this sts 
egy, the main lines will 1)© brought up to adaqo 
freight service standards (50-60 m.p.h.) overathn 
seven-year period. 

This means that many secondary and branch 
must necessarily lxn held in ft “patch nminten 
condition during this period. If the use of au 
resources is not concentrated on main lines, the t in 
routes will continue to deteriorate. Train spec* 9 a r 
unacceptable will decrease and ConRail wi no 
the capability to offer piggyback or any of; ier tin 
sitivo service. Additionally, as track conditions °on 
to deteriorate, so also would the *(***!.*> ot re¬ 
trains, resulting in further substantial l 4 * n £* 
many already slow Amtrak schedules. 

Another critical element in the rebuilt ing P 
is the amount and availability of federal uu ’ 
in the form of Inn. or grwite. Th» $S#» 

billion for rehabilitation and modernization j ^ 

in the Act will be adequate to rebuih n 
approximately 5,000 miles of railroa 111 . ^ 

yards and shops. Obtaining privnto hnanc 
for the remaining milenge is conMd e * w j »J 

thus, the result of staying within the n* ^ 
tions of the Act would be abandoning 
heaviest routes. . . n .i; n zlii 

Specifically, staying within the A< 3 
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iwpi&sihlt services would be terminated between 
^ ted Syracuse; all of Southern New Eng- 
Providence, Hartford and New Haven; 
»liv the entire Central Pennsylvania coal region 
except those into the very highest production 
i. ill of Michigan north of the main line between 
toitadChicago; and virtually all of the gathering 
nork m Ohio. Indiana and Illinois. Clearly this does 
UK*the Acts requirements for adequate rail serv- 
i in the Region. 

Alfa other end of the funding spect rum is the com- 
inboilding of the entire plant as it now exists, 
i cost of $8.8 billion. This estimate is in constant 
if?: inflation over the period required for imple- 
ition would more than double that amount. USRA 
pits this level of public funding is poor public 
inasmuch as t he benefit from expenditures of 
iupiitmle on these light density lines is question- 
ilf Specifically, some $1 billion in rehabilitation funds 
ibe required over time to bring light-density lines, 
tended for exclusion from the Con Rail system, 
) to normal maintenance standards for such lines. 

times produce revenue of only $72 million, mak- 
^hibilitation a questionable public investment. 
!>T,V npcommejids a funding level for rehabilitation 
irpwof about $2 billion (in constant dollars). Fail- 
itocommit this amount would result in incomplete 
Station jobs on the principal main and secondary 
ttaiind would not halt the continued deterioration 
I phut, recycling the principal cause of the present 
M>f the system. 

Hwummcnded expenditures could not be justified, 
policy* decision would be to cut the system size 
Expenditures beyond about $2 billion can- 
* ^ pWRfimed adequately now; funds may or may 
[k *vqu»rcd, depending on how ConRail develops 
H ^ noxt decndc. In essence, funding above that 
r® n * ,Ji f ,,r rehabilitation projects to be accomplished 
i-^hc planning term. 

* Injects may or may not be required, depend- 
on the trends iu the national and regional 
P** 1 * tt!l ' * n railroads ns a transportation mode. As 
^iir. the recommended strategy is to concen- 
1 tviilable money in terms of material and man- 
^^ti'nsp projects where the need is greatest and 


‘both 


j ^rvice and financial returns are highest, 


p bolding the remainder of the system at a safe 
level. 


I 11 federal 


f and beyond requii*ed for rehabilitation 
^ltahly \vill be significant changes in the rail 
s has attempted to predict the 

_ ' x It will occur; its assessment of the rail 

ai * n tra ® c growth projections. 

> °recast, these projections are subject to 
1 Xain PltS a change in federal energy poli- 
1Urt morr traffic to the railroads but it 


1 ^ght 




might also lower industrial production, resulting in less 
total traffic for the rail mode. The ultimate industry 
structure evolving in the next decade probably will 
depend on overall trends in the national economy, spe¬ 
cific trends in the regional economy, the direction of 
such specific matters as federal energy policy and, per¬ 
haps most significantly, the direction of national trans¬ 
portation policy. 

The convergence of two critical factors—the dynamics 
of the marketplace for rail transportation and the rel¬ 
atively long time required to rebuild the railroad— 
leads USRA to this conclusion: 

The route and operating configuration of the Con - 
Rail system represents an interim step between that 
which exists today and that which necessarily must 
evolve in the next decade. The initial Con Rail op¬ 
erating and route structure represents estimates of 
ho\o best to reverse the fortunes of the bankrupt 
carriers so they can once again perform adequate 
and efficient rail transportation. The plan , however , 
is not carved in stone and it will be subject to many 
modifications in the next decade. 

The nature of the rebuilding process allows for con¬ 
siderable flexibility in the future. The system cannot 
be rebuilt overnight, and it is therefore not necessary to 
have absolute precision in all elements of the route and 
operating structure. The plan as outlined in the follow¬ 
ing section represents a starting point in what, by ne¬ 
cessity, must bo an evolutionary process. 

ConRail Route and Terminal Plan 

The preceding section discussed the major considera¬ 
tions leading to the development of the ConRail oper¬ 
ating plan. This section discusses in detail the main line 
route structure, the major yard facilities planned and 
the implication of the described rehabilitation strategy 
on routes and terminals. The major freight routes 
and major yards arc displayed in Figure 2 ; all routes 
with planned densities of 5 million gross tons per year 
or more, are shown in Table 3. 

Five specific areas are examined: principal through 
freight routes, secondary through freight routes, prin¬ 
cipal feeder routes, secondary feeder routes, and prin¬ 
cipal yards for ConRail. 

Under the preferred regional structure (Three-Car¬ 
rier System), the present PC will form the nucleus of 
the ConRail route configuration, supplemented by CNJ, 
LV, RDG, LHR and AA. Certain important lines and 
markets on the latter earners will be transferred or 
made available to other carriers for use under trackage 
rights agreements, e.g., the I 4 V mainline from Wilkes- 
Barre to Allentown (trackage rights to D4H) and the* 
present RIXI from Lurgan to Allentown and Philadel¬ 
phia (trackage rights to Chessie). In addition, there 
may bo changes in the precise markets served as a result 
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THE CONRAIL SYSTEM PLAK: * 
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v javiations with the solvent carriers. Under the al- 
gniitirtTwo-Carrier-System the ConRail mutes would 
lf«8MitUlly the same; MARC-EL, however, would re- 
ii’’in significant route changes. 

Notwithstanding these possible changes, and the veri- 
of the rehabilitation program previously discussed, 
tbf primary through freight routes for ConRail can Ik? 
ijefoad at this time with virtual certainty. These are the 
wxts which connect primary load centers and major 
terminals on the system and which are properly classi¬ 
cal ts the main line system for ConRail. The bulk 
of the system's ton miles will be produced on these 
mat« and, consistent with the prior discussion on re- 
hbilitition, they will receive most of the near-term 
Itirw5year8) rebuilding efforts. 

Regardless of how ConRail evolves over time, these 
mUts probably will have heavy traffic density. The high 


Taiu 1,—Projected traffic density on ConRail routes after 
rehabilitation 
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OWo. [!][]] 

. 
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. 

****.?«_ 

JSmu.Y., 



TO—* 
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Ckvrhmd, Ohio. Toledo. Ohio. 

Albany. N.Y. Buffalo. N.V. 


PM Hip*, burg, NJ 
IlarrlfbuiY, Pa... 
Ckvcltnd, Ohio.. 
Johnctown, Pa... 
Johnstown, Pa... 
Philadelphia, Pa. 
Detroit, Mich..,. 


Alkntowii, Pa. 1 
Altoona, Pa.* 
Alliance, Ohio.* 
Klikl Junction, Pa« 
OroenakMjfv. Pa.» 
PotUtown, Pn.» 
Monroe, Mkh. 


SpringiWd # M*iui. 

Alliance, Ohio. 

Cohunbtia, Ohio. 

Harrisburg, Pa. 

TMedo, Ohio. 

Alliance, OhJo. 

Columbia, Ohio.. 

liwhauapolb, Ind. 

Petnrfffli, Md. 

PhUtd^pMa, Pa. 

Cleveland, Ohio. 

Columbua, Ohio..^..._ 

Mich. 

Pltubunh. P»...—. 

Neiruk, NJ... . 


N’orut, Sj 

• •••••.... 

Arttubula, Ohio. 

Your,ptown, Ohio_ 


Pittsfield. M*». 

Mansfield, Ohio.* 

Dayton, Ohio and Xenia, 
Ohio, 

Ncwbmy. Pa. 

Findlay. Ohio. 

Bayard, Ohio. 

Mingo Junction, Ohio 

Effingham, III. 

Safi* Harbor. Md. 

CohtmHa and Coates vilk # 
ra. 

Union City, Ohio. 

Union City, Ohio. 

Aim Arbor. Mich. 

Carnegie, Pa. 

W. Trenton, NJ, and 
Bound brook, SJ. (ria 
LV). 

Fkralngton Junction (via 
I.V).» 

Youngstown, and Dorset, 
Ohio. 

New Castle, Pa. 


Nv * York, N.Y.. 

cwo«o. m.. 

Toledo, Ohio._ 

Crcaittna, Ohio. I! [Ill’ll 

IkUrfotitolne, Ohio. 

Mkh. 

KaUmaxoo, Mich. 

Elkhart, Ind. 

Clnduuati, Ohio... 

*•*"“•*•*. 

Albany, M.Y.*,. 

Chicago, m 

Boston, Moss. 

^Bentown, Pa.Hl.!]]]*]] 


Poughkeepsie, N.Y 
Fort Wayne, Ind, 
Tiffin, Ohio. 

Aohky, Ohio. 
Springfield, Ohio. 
Union City, Mich. 
Three FUvcrs, Mich, 
Marlon, Ind. 

Union City, Ohio, 
Corning. N.Y. 
Warwick, NJ. 
Bchnridcr. Ind. 
Worcester, Mass.* 
Lehigh ton, PaJ 




Table 3. —Projected traffic density on ConRail routes after 
rehabilitation —Continued 


From— 


To— 


11.000,000 to 10,000,000 gross 


tom per year: 

Ashby, Ind. 

Columbus, Ohio 
Detroit. Mkh... 


Indianapolis, Ind. 
Charleston. W. Va. 
Buffalo. N.Y. 


Kffnrr, Ind. 

Elkhart, Ind.. 

Framingham, Mass... 

Harrisburg, Pa.. 

Indianapolis, Ind. 

Jackson, Mich.. 

Kalamoroo, Mich. 

Louisville, Ky. 

Marion, Ohio. 

Morrisvilk, N J. 

Marshall, Ill. 

Newark. NJ. 

Niagara Falls, N.Y... 


Marion, Ind. 

Kankakee, III. 

Providence, ll.l.. 
Hagerstown, Md.. 

81x»ff, Ind. 

Sogiuaw, Mich.... 

Jackson, Mich_ 

Indianapolis, Ind.. 

Homell, N.Y. 

Newark, NJ. 

Shell, Ind. 

Kingston. N.Y.... 
Rochester, N.Y... 


Rrnovo. Pa 


Buffalo, N.Y. 


Salisbury, Md.: 

Springfield. Mass. 

Syracuse, N.Y. 


Wilmington, Del.. 
New Haven, Conn 
Montreal. Quebec. 


Via— 


Rincon Junction, Ind. 
Point Pleasant, W. Va.* 
St. Thomas, Ontario. 
Logonsport, Ind. 
Schneider, Ind. 
Walpole, Mass. 
Chambershurg, PaJ 
Lafayette, Ind. 
leasing, Mich.* 

Battle Creek, Mkh. 
Columbus, Iud. 
Jamestown, N.Y.* 

NVw Brunswick, N J. 
Danville, III.* 
Harrrstraw, N.Y, 
Middleport, N.Y. 
Okan, N.Y. 

Dover, Del. 

Hartford, Conn. 
Watertown. N.Y. 


1 Recommended joint operation with solvent on all or part of line; see dbensatan on 
recomrumded regional structure. 

* Ponlbk joint operation with solvent over all or part of route, see discussion of 
recommended regional structure. 

• Coordination projects may shift all through traffic from all or part of this Hnc; 
densities do not reflect this possible shift (see app. D-l). 


degree of certainty about the future of these routes 
justifies early commitment of rehabilitation material, 
manpower and money. Once they arc overhauled, the 
level of investment in tracks, structures and signalling 
probably will keep them as the main arteries of the 
system. 

The rehabilitation commitment to these principal 
through freight routes makes the decision as to what 
routes should be used vitally important. The following 
approach was used in designating the routes. 

• AH traffic of the candidate carriers was analyzed. 

• Forecasts of future traffic flows were made. 

• Terminal capabilities were assessed. 

• Eased on the above throe factors, train formation 
planning was undertaken as part of the blocking proj¬ 
ect (See Chapter 5.) 

• Existing and projected train movements from this 
exercise were simulated over the potential ConRail 
network. Total train movements over link segments 
were compared to line capacities. Route adjustments 
were made where capacity constraints were encountered. 

• Lino capacity with and without slow orders was 
defined through use of a computerized train dispatch 
simulation model. 

• Line capacities were adjusted to reflect the effects 
of rehabilitation projects and where problems were en¬ 
countered, alternative routings were established for use 
during the rehabilitation program. 

Rehabilitating these lines deserves special attention. 
Given the projected availability of rail, ties and main¬ 
tenance of way (M of W) forces, rehabilitation of each 
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main-line sequent was programmed in priority order to 
provide the maximum benefits in tlie shortest amount of 
time, (See Table 4.) With this method, more than 40 
|>crcent of the o|K*r*Htional lienefits from main-line im¬ 
provement are anticipated in the first three years of the 
14-year rehabilitation program; more than CO jwreent 
c an lie realized in the first five years (see Table 4). 

During the latter stages of the rehabilitation pro¬ 
gram, most of the line segments being rehabilitated will 
not yield significant operating benefits in tonus of re¬ 
duced transit time. Through rehabilitation, however, 
normal maintenance and the potential for future slow 
orders are reduced significantly on these, line segments. 

In programming the rehabilitation projec ts year by 
year, it was necessary to consider the time that could 
l>e made available to the M of W forces on each of the 
line segments being rehabilitated. To measure the im¬ 
pact of M of W interference on line capacity, a train 
dispatching simulation model was used. With the fol¬ 
lowing exceptions, it up]>eurs that M of W forces will 
be able to carry out the presently anticipated rehabili¬ 
tation program on principal through line segments 
without exceeding practical line capacity. Principal line 
segments which have .sufficient, density and capacity 
limitations to require alternate routings and detour 
routes during rehabilitation include.: 


Mo in-line segment 
E. St. louls. Ill.-Terrc Haute, 
lull, (via Effingham) 

Cleveland- Alliance, 

Oh In 

llarrWmrg, l*u.-Philliii>*burg. 

NJ.-Pt Headline Jet., NX 
ColtimliUM. Ohio-Tnlfnio, Ohio 
(via Findlnj) 

Harrisburg. Pxi.-Ponyvllle. Mil. 

Tmliniin 1**11*, Inti.-Chicago, Ill. 
(via ShefH 


Alternate ronlinj/ 

E. St. Louis, IIL-Tcrrc Haute, 
Inti, (via Mat toon) 

ChleagoKt. W ny he-All l n n ce. 

i »hin 

llnrrhdnirg. PaMVent Trent on, 
NX-Pt. Reading Jet.. N.J. 

Columbus, Obki-Tokslo, Ohio 
(via Buoy ms) 

Hnrrixhurg. Pn.-PliUu<1cli»lt1ji. 
Pa.-l'erry vilie, Md. 

Indiana {Mills. 1 nd.-Lnganxpnrt- 
Ind.-Chicago, Ill. 


ConRail Secondary Through Freight Routes 

Secondary through freight routes are required for: 
an integrated system, future traffic growth and through 
services pending completion of the rehabilitation pro¬ 
gram on the principal through routes. 

Whereas the designation of principal through routes 
has a measure of certainty over the long term, the same 
is not true for secondary through lines. Some may have 
increasing or decreasing traffic; some may Im> reduced 
to local services status or abandoned altogether. For 
example, the Canada Southern lietween Detroit and 
Buffalo via Si. Thomas, Ontario, is now a double track 
railroad with modest traffic density. Til the future it 
will provide a direct route for certain flows between 
Buffalo and Detroit and a valuable, “safety valve” 
should traffic dcnsifies overload the main trunk line 
from Chicago to Buffalo through Cleveland. 

This situation docs not justify continuation of double 




Tahlk 4.— Mainline rehabilitation priorities, top _v, 
ranted in terms of train hours saiedj mill ion ioltan 
related rehabilitation costs 1 


From— 

To— ! 

AlUailcr, Ohio.. 

81. Txml*. Mo. .. 

Ckrvrj*u*l, Ohio.. 

InUlauapoln. lud (tU MinftiKt j 

\ frill aliill. /\» A 


ClodmuUl, Ohio . 

AWniiuw, Oh**,...... 

SprimiW-id, Ohio... 

Buffalo, N’.Y_* J 

CresthM**. Ohio. 

Atulrrson. lud_[*. 1 

OrvoUud, Ohio... ' 

Klwfl, Ind.II 

8chiiidd«T. Ind..^. 

Trtnwmy, Ohio..."j 

Warns, lad__ 

ClwcUiuI. ON*__ g 

Syrbctinr, N. Y .. _ _ ... 

Columtnw, Ohio ..... 

Indianapolis, lad . . 

FftlrliuM*. Ohio... .. 

Indianapolis, lad... . 

K rut laud, bid.. .. 

C'olamlaif, Ohio. . 

Marion, Ind . .i_..... 

Union City, Ohio. 

Erie. IV. 

Buffalo, N'.V.. j 

Woro«trr. Mas*.. 

Utica, S.Y ..”1 

Union CUy, r»hlo 

SpcinifWId. Mass . 

Syracuse, N. Y.. . 

Columbus, Ohio.-. 

C^hini has, Ohio. .. 

iiidfru ay, Ohio__ *J 

Elkhart, Ind... 

Toledo, Ohio..__ M 

ritcmlni, r*_ 

Shin* Oaks, I*a. . 




« Order of priority In *omr cut** to rvcostUn* rail atuiUhUty, 


track, however, ami the line is programmed for ail; 
track centralized traffic control (CTC) status.This wi| 
free track material for use on principal through route 
1 Tnlike princijml through routes, traffic density out 
secondary through routes is (or will lie) such 
inabilities exist for coordination projects with offi 
carriers. Most of these secondary through routes will r 
receive immediate or major rehabilitation; for citinpl^ 
those necessary to handle overflow traffic will not I 
rehabilitated until traffic growth occurs. 

Principal Feeder Routes 

In essence, primary feeder mutes an* major I 
lines to gather local traffic and move it into the j 
yards for transportation on the through route! 

Ill this category are such lines as Spiingfiriil, JIiAl 
Hartford and New Haven, Conn.; Jackson toLan^nf 
Saginaw and Bay City, Michigan; Columbus, Ohio! 
Charleston, West Virginia, and Marshall to 0*^ 
Illinois. These lines generate substantial traffic and- 
of the major traffic generating jxiints on th 1 ** - 1 
apjjcar to justify continued rail service. 

In some cases, however, the critical need for n 
itation material on 'other mutes may make it nc 
sarv to utilize other carriers* track to 
markets or in some instances to **t rude" these mar 
solvent railroads. Because the traffic generate * 
stantinl on these lines and because many 
debilitated, they will require early upgrading ^ 
is to be any improvement in service quality- n * ^ 
as this will tako materials from the Untight h 

programs, efforts to determine where tea c ^/[itir 
rerouted around the most deteriorated linj* * 
explored. The candidate lines for p 0 **** 0 
because of rehabilitation problems inclu c. 
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, Columbus- Ohio to Nitro, West Virginia. 

• UnsinfC to Saginaw, Bay City and Midland, 

.Cairo to Marshall, Illinois. 

Trz options on most other primary feeder lines are 
lyted. For example, there is no alternative route 
^{hh heavy feeders as Springfield, Massachusetts, to 
frtlUveiuConnecticut; Montreal, P. Q., to Syracuse, 
(e* York (this line is primarily a gathering route 
Jttaaghthrough service does exist to Montreal) : the 
Virtl Pennsylvania coal lines (e.g., Keating to 
; lffr ytree. Pennsylvania); Wilmington. Delaware, to 
awin-, Maryland, and Mingo Junction to Omni, 

IVre tre no coordination possibilities for these* lines 
r.*ithey will be retained only on the basis of local study 
ulrsk Programs will 1x5 developed to keep them in 
iterating condition, but major rehabilitation for 
b most j«irt will come after the primary through 
not*have been upgraded. Many primary feeder routes 
Wforr* will receive no more than a “holding action” 
laintenarwr program for the next three to six years. 

toondary Feeder System 

This is the final classification of lines, consisting bnsi- 
a!y of short local service lines used to gather traffic 
fcctlte primary feeder system or the main line itself. 
Mscussed in greater detail in Chapter 7, virtually all 
lines have been intensely studied. Tlie continued 
ifr:i.rio«i of many of these lines is depemlent on the rail 
teitinuaticNi subsidy program. Those lines found to 
l ,,r wlr financially self-sustaining feebler service have 
htu itirliicWtl in ConKail but, !x*cause of material and 
ptnpoaer constraints. they can be maintained only to 
p*minimum level for safe operations in the foreseeable 
r ulT * I Yhe aimlvticnl process reflects the cost of min- 
pttiinainteiuiiuv and does not charge these lines with 

par Upgrading j H , uso> ) 

Yord Requirement* 

L; M •Rjpuiwitents were developod on tlie basis of 
r nmulatimiB and vnrd studies as reflected in 

Hpiinimirv operating plan for ( onKail used 
£1 l,K[ 'Purification yards as shown in Table 5. Gen- 
rV>• yards cm tlie perimeter of the ConKail system 
L f ? 0,v extensively than yards in the interior. 
L • ri * aiid projected traffic flows, it is not now 
r 1 ,, u that nmny of the existing major yards oper- 
Lj‘ ' ^ n| hrupt railroads will be closed. On the 
L J! ,< w,M ^ r l hc single system ConKail option, no 
J expected to be re- 

pilttate \ ] • S 1 ex l >an< l or significantly reha- 

S * l< ^ lc blowing locations to handle the 


Yard 

Allentown 

Avon 

lllue Island 

Buckeye 

Elkhart. 

Greenwich 

Oak Island 

Stanley 


Location 

Allentown, Pennsylvania 
Indianapolis, Indiana 
Chicago, Illinois 
Columbus, Ohio 
Elkluirt, Indiana 
Philadelphia, Pennsylvania 
Newark, New Jersey 
Toledo, Ohio 


Table f>.— Con Hail synlrm yards 


Van! name 

Location 

Existing 
claftMM- 
cation 
capacity 
(Can 
per day) 

Present! v 
operated 
by 

Allentown. . .. 

Allentown. Pa. 

2.100 

LY/RDG 

Avon. . 

Indianapolis. 1ml. 

* 2.700 

PC 

Bay view... 

Baltimore, Md. .. 

1.400 

PC 

Blue Island.. 

Chicago. Ill. 

2.700 

tun 

Buckeye. 

Columbus. Ohio. 

2,700 

PC 

Cedar Hill.. 

N>w Haven, Conn. 

1.200 

PC 

Conway. 

Conway. Pa .. . 

6,000 

PC 

DrWUt .. 

Syracuse, N.Y.1 . ... 

1.000 

PC 

Elisabeth port. 

Elisabeth. N J._ 

900 

CNJ 

Elkhart.. 

Elkhart. Ind. 

3, cno 

PC 

Enola. 

Harrisburg, Pa.. 

5.000 

PC 

S9tb Street. 

Chicago, IU. 

1.200 

PC 

Frontier.. 

Buffalo. S.Y ... 

2,600 

PC 

Gateway. 

Youngstown, Ohio. 

1,600 

PLE 

Greenwich.... 

Philadelphia, Pa 

COO 

PC 

Junction .. _ 

Detroit. Mich.. 

l.*X> 

PC 

MorrixvUle. 

Trenton, NJ. 

1,800 

PC 

Oak Islam).,.... 

Jrrmey City. SJ . 

1,500 

LV 

Port Richmond. 

Philadelphia, Pa 

i.ono 

KUO 

Potomac Yard. . 

Alexandria, Va... 

3.200 

<*> 

Hose Lake. 

9t. Louts, III. 

noo 

PC 

Selkirk.. 

Albany. S.Y . 

s. ran 

p6 

Shanmvllk. ... 

Cincinnati, Ohio 

1,800 

PC 

Stanley. 

Toledo, Ohio. 

1,800 

PC 

Wavrrty.„.. 

Newark, SJ . 

'<00 

PC 






»Jointly oivrjtaJ l>y the Petrn Central. Cliesslr, Southnrn and the Richmond. 
Frederiekslwrit it Potomac RR. 


The 1*01110 and terminal plan discussed above for the 
ConKail system must 1x5 viewed as an interim step 
between what exists now and the ultimate system 
configuration wliich may exist in ten years. By the time 
major rehabilitation has reached the primary and sec¬ 
ondary feeder lines, there could lx* significant changes 
in the traffic flows; many may lx* upgraded far more 
extensively while others may downgraded or aban¬ 
doned. A fundamental difficulty of the bankrupt rail 
systems has l>eeii their inability to respond to changes 
in transportation demand. For that reason, a major 
ITSRA objective has been to create a more dynamic 
system and doing this necessarily precludes absolute 
certainty about what will happen on many of the line 
segments. 

Special Issues 

Three questions arise from the need to minimize long¬ 
term financial commitments to ConRaiFs rehabilitation 
and the need for flexibility in ConKaiFs management to 
avoid new sunk costs without continued review: 


JL 
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• Would m» immediate reduction in the planned wasc 
of Con Rail not only miner government capital requite- 
tnents but l>e inherently more profitable and less of a 
risk ? 

• Could the facilities and services of (lie bankrupt 
railroads Ik* liquidated* tninsfciTing service responsi¬ 
bility to solvent railroads in or out of the Region? 

• Wlmt anticipated changes at the extreme edge of 
the Association’s planning horizon should Ik* taken into 
consiclernton in this planning process? 

Reduced ConRoil System 

In developing the ConRuil concept attention was 
given to maintaining present rail service and sus¬ 
taining rail-rail competition in key markets. As has 
been indicated, the size of the resultant system and the 
overall costs of rehabilitation result in a cost far ex¬ 
ceeding allocations set forth in the Act. 

In the limited time available to prepare the Prelimi¬ 
nary System Plan. USRA was unable to complete de¬ 
tailed analyses of the requirements for and results of 
a system reduced in size. A reduced system was hypoth¬ 
esized and certain tentative conclusions can 1 m* stated, 
however. 

• The. system studied contemplated a reduction of 
approximately 4,000 miles compared to the recom¬ 
mended ConRail system, or 11,000 miles vs. 15.000 
miles. 

• Service would be eliminated over numerous routes 
and to many points. 

• Operating results, excluding maintenance, are not 
changed measurably, and this system size, compared to 
ConRail, does not appear to offer any more potential 
for success m tlu near term. 

• Initial estimates of the reduction in rehabilitation 
expense total $380 million, virtually all of which results 
from the drop in track mileage. 

• The overall capital rc(|iiicements, including equip¬ 
ment acquisition, within the ten-year planning cycle 
arc estimated to lx* $2.0 billion (versus 83.4 billion for 

the recommended struct tire). 

# 

These tentative conclusions suggest that immediately 
shrinking ConRail may not provide it with financial 
self-sufficiency. The abrupt curtailment of the level 
outlined would mince rail services in the Region lndow 
the level contemplated in the Act. Furthermore, these 
changes could increase the amount required for the 
manpower protection provisions of Tills V of the Act. 

Finally, achieving a significantly reduced system de¬ 
pends heavily on the actions of the solvent carriers. If 
they participate, major traffic flows such ns those on EL 
in the Midwest can 1 m* consolidated with their existing 
traffic* If MARC-KL is formed, additional mainline 
and yard capacity must Ik* kept and rehabilitated if it 
is to lie an effective competitor. F urthcr potmtials exist, 
froiu coordination with solvents. 


These initial findings indicate that the smaller si 
tent does not represent an adequate alternative tot 
proposed Threc-Carrier-System. Because rehabiliuti 
savings from shrinkage would involve funds t« 
spent after 1080. shrinkage through programmed t 
ordination efforts appears preferable to nn abrupt i 
duet ion in system size. 

Controlled Liquidation 

Among the possibilities considered by l T 8RA w 
that there would be no ConRail. The assets of the pn 
cut bankrupts would Ik* distributed to solvent carric 
either within or outside the Region. Initially,tiiisalu 
native did not receive detailed consideration, been 
the solvent carriers indicated no interest in acquire 
substantial portions of the bankrupt lines, rspcei 
those of tlu* lVnn Central. Subsequently, however, 
was decided to study this alternative in some detail d 
to the tremendous amount of financial aid believed» 
essary to develop a restructured system. 

As an initial step a consultant was asked to repcati 
the |H)ssibilities of liquidation and to recommendh( 
such a process might l>e accomplished. Conrnmentl 
Pciiii Central trustees contacted all major carriers i 
gnrding their interest in the possibility of tnuisferrii 
significant portions of Penn Central properties. T 
consultant's report defined a number of possible brndi 
from a controlled liquidation process as well asini} 
liabilities. 

1TSRA determined tlmt controlled liquidations 
represent nn attractive long-term solution, but (hi t 
immediate difficulties involved made it an imports 
short -term strategy. 

First, major acquisitions by extra regional etrr* 
would involve a massive restructuring of thelteptf 
(and the nation's) rail transportation system* w 
bo extremely time consuming and would haw a 
tive impact upon solvent carriers in the Regi^ 

Si*cond, a USRA request that solvent carriers idenlt 
the lines they might want to purchase revealed t l 
carrier wants to acquire Penn Central lines east o j 
burgh and Buffalo. Thus, under a simple bq«^ 
process, major eastern market centeis sucli ** j 

York, Philadelphia and Allentowii/BetlilvlicmJ^ 
Ik* deprived of competitive mil service. To P ^ 
service, n concept such as ('onRail Las* w0U< 

Ini implemented. 

Future Railroad System * ^ 

Even though reducing ConRail system && 
ntely does not appear to Ik* an adequaten t 
does underscore future issues and the m*< 
this ty|>e of investment. n| |^ *p 

if unconstrained by regulations or l M ^ 
practices, (lie railroads could, over nm < * 0 f tnu> 
energies and investments on those * At ,iul ^ ,j 
port a lion in which the railroads an* "J tl 

most economically efficient mode. Si mu 
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nilmails would avoid and disinvest from thone activi- 
m in which other modes Imve or could have an inher- 
ffllcmnomir advantage. 

\ passible concept is u high-density core network 
Lfcn* a ll major mil traffic generating centers anil 
UrW«iw» in the Region. Service would be provided 
j)ri combination of unit trains and ititcrmodml trains 
liipplfioenteil with a highway gathering service and 
inftrorfc of mil-highway transfer terminals. 

$4»l*‘rs accumulating train-load quantities of iner- 
dunlin and bulk commodity freight would be served 
to dedicated shipper trains operating between fixed 
Doigins xxkI destinations. Shippers not located directly 
ctinil lines anil shipping goods in smaller volumes or 
iooeSiuners im»i conveniently served by rail would use 
trucks to cnilert ami distribute freight through regional 
tnibfcr terminals. The ubiquity of the highway net¬ 


work and flexibility of the truck will facilitate the 
handling of these smaller traffic flows, aggregating 
them into tminloads for the longer inter-city haul. 

The net result would be to provide the public with 
efficient, low-cost services in those markets where rail 
has an inherent advantage. It also would enable lx>th 
the rail and highway modes to forego excessive and 
probably duplicative reinvestment. 

With greater freedom to select markets to be served, 
a cost-based pricing system and an efficient, coordi¬ 
nated highway service, this concept could evolve as a 
healthy, dynamic element of the Region's economy. 

Prior to any related commitment, however, this con¬ 
cept's feasibility must be further studied and estimates 
of the transitional impacts must lx* considered. In addi¬ 
tion, of course, overall public |>olicy implications must 
be defined further. 


SEPARATE CORPORATE OWNERSHIP OF RIGHT-OF-WAY AND STRUCTURES USED BY CONRAIl 


totalise of tlie magnitude of projected government- 
garanti-e*) borrowing, it is appropriate to consider vari- 
m means of providing both the funds and the security 
ptjcoverument obligations. 

Oik* method is a separate ownership and financing of 
the right-of-way and structures, as well as of their rehu- 
Itffitatian. 

Cwnoiidoted Facilities Corporation 

Apossible method for separation of right-of-way and 
tptmtioas would lx> through the creation of a separate 
<*n*i»tian, referred to as the Consolidated Facilities 
(ofporation (ConFac), which would acquire the right- 
* n< l structures after those assets have lx*on con- 
^5 1, l to CnnBnil. ConFac would use government pro- 
<H * pianinteed funds to rehabilitate its right-of- 
‘ Jr ^ ^ructuiva and then make them available to 
fo r operation as a transportation system. 

1N ^ oriJ| of financing would identify the federal 
P^umient with the activity absorbing most of the fod- 
' flwnxntced funds and |x>tentia|ly reduce govern- 

lt tUtTpti tn»«*» a 1 _1. ^ . • .t a* m it 

Hilnoul 
Con Far 

I Pnsatr 


,,m,m k f t'rial involvement in the o[x*mtion of the 


ar can lx* stmetuml in one of three ways: as a 
wrpomtion using appropriately safeguarded 
*° f ,in d rehabilitation of track; 
pawned government corporation; or a ntixed- 
? r0r P 0ra ^* on owned jointly by the using rail- 
rarli, 11 .^ IC government. For each option it 

^^cd that appropriate charges would be paid 
tl,ir ^ interest only, (b) retirement of 
*i r .I * ^ :l formula reflecting total financing and 

charges. 

uJ \ S nmil<l ^ ,,lc,| t of trans|>oi-tation operations 
K • Imaged if ConFac financing is used, and 


ConRail still could l>e responsible for track maintenance 
and the physical asjxxrts of the rehabilitation program. 
In this respect, ConFac would perform the role of a 
financing source rather than a property owner. 

ConFac As A Private Corporation 

ConFac would issue st«x*k to lx* distributed ultimately 
to the bankrupt estates along with ConRail stock. Its 
initial assets would lx* the right-of-way and structures 
conveyed to ConRail by the bankrupt estates. All other 
assets of the railroad would lx* owned by ConRail 
ConRail would bear the cost of rehabilitating the right- 
of-way and structures and then lx* reimbursed by l'on¬ 
Fac with the proceeds of government-guaranteed lx>r- 
rowings. 

Government-owned ConFac 

It is possible to establish a cor jx> rat ion owned by 
the federal government and charged with rehabilitation 
of the facilities. Precedents in the transportation area 
include the Saint Lawrence Seaway Development Corp. 
and the Panama Canal Co. In both cases, users pay 
charges partially to defray the government costs in¬ 
volved. 

A public corporation also lends itself to additional 
infusions of federal funds to advance national trans¬ 
portation policy or to assure that facilities meet the 
requirements of the operating railroads. 

A number of problems arc associated with a govern¬ 
ment corporation, however. Appropriate means would f 
have to lx* found for ConFac to compensate Conltail 
for the assets transferred to ConFac ownership without 
causing a large increase in government funding re¬ 
quired. 
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Sonic would argue that a ConFac would serve to 
encourage efforts by other railroads to transfer their 
right-of-way to the federal government and thus might 
lend to nationalization. ConFac might, as a result, delay 
public recognition of the need to develop a coherent 
transportation policy which allows nil modes of trans- 
]x>rtation to compete freely and provide the nation with 
nn efficient transportation system. 

Mixed-ownership ConFac 

An alternative to the private or government corpora¬ 
tion woidd la* ownership equally divided between Con- 
Kail ami the federal government. Such a mixed-owner¬ 


ship ConFac would have attributes of both private a 
government corporations. 

Should the creation of Con Kail and ConFac uoj 
this option lead to sufficiently profitable rail opentia 
provision could be made for the private, purchase 
the government stock in order to return (la* righl-i 
way to private ownership. 

Questions of Public Policy, Low, Taxation and Acrowtli 

A number of public policy, legal, tax and accountii 
questions remain to Ik* resolved before the Asswiat 
can present any ty|H* of recommendation regarding 
ConFac concept. 
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Coordination with Solvent Railroads 


Over-expansion, technical innovation and external market factors 
have led to excess capacity in the fixed facilities of the Region's railroads. 
The consequent under-utilization of assets has been a continuing drain 
on the industry's financial resources, a situation well recognized by 
Congress in the Act. If two or more railroads can coordinate their opera¬ 
tions over one facility, substantial cost savings might result. The concept 
of coordination has been endorsed by the Department of Transportation 
and the Rail Services Planning Office. 

This chapter outlines the benefits resulting from reduction or 
elimination of excess capacity. Three approaches are outlined — jowt 
facilities, pooling and market exchanges or sales — and the advantages 
and disadvantages of each are explored. The chapter discusses USRA 
coordination activities and Appendix D lists coordination projects under 
consideration. 

7'he Association concludes that the coordination process provides 
significant potential benefits for both the public and the railroads and 
shotdd be contin ued in the future. 
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Section 202(b)(5) of the Act directs the Association 
to '‘consider methods of achieving economies in the cost 
of rail system operations in the Region including con¬ 
solidation, pooling, and joint use or operation of lines, 
facilities, and operating equipment. . . Since iiu- 
plementatiou of such methods would involve the trans¬ 
fer of rights or property, the provisions of Section 
206(d)(8) direct USRA to determine whether specific 
acquisitions by profitable railroads will materially im¬ 
pair the profitability of any railroad in the Region in¬ 
cluding ConRail. These determinations are the first step 
in providing for |>ossib!e consummation of such acquisi¬ 
tions in the Final System Plan. 

Both the Department of Transportation and the Rail 
Sendees Planning Office of the Interstate Commerce 
Commission have recognized and endorsed the Con¬ 
gressional directive regarding coordination. The De¬ 
partment of Transportation, in its report on “Rail Sen- 
ice in the Midwest and Northeast Region,-' recom¬ 
mended that duplicative lines and facilities be down¬ 
graded or eliminated. The Rail Service Planning 
Office suggested in its evaluation of the DOT rcjiort 
that the Association “accept and implement” the DOT 
recommendation. 

As used in this chapter, coordination is the process 
of integrating the facilities or services of two or more 
railroads, with no major change in the markets served 
by each. 1 Coordination offers the opportunity to achieve 
flip economies involved in consolidation and rational¬ 
ization of facilities without merger of corporate struc¬ 
tures. Two railroads, for example, may coordinate their 
operations in one market and at the same time continue 
to compete vigorously in that and other markets. 

Coordinations generally become possible through the 
existence and creation of excess track capacity that stems 
from technological innovation and changing traffic pat¬ 
terns. Since 1929, the size of the average freight train 
moved in the Eastern District has increased 93 percent 
-while during the same period freight train miles have 
declined 52 percent. This, coupled with the sharp reduc¬ 
tion in passenger train volume, 1ms resulted in a large 
nmount of surplus track capacity in the Eastern Dis¬ 
trict. In addit ion to these* * causes of overcapacity, other 
factors such as the changing pattern of manufacturing 
activity and consumer demand have had a major impact 
on track capacity. 

Then* ait* two general causes of excess capacity in 
the mil industry—duplication of facilities which are 
not fully utilized and duplication of services which are 
economically marginal or not justified. Duplication of 
facilities is the maintenance by two or more railroads 
of similar fixed facilities in a specified urea, witli 


* Tin? diiu*r|»t of major mnrk«t vit«»ii*k>n« in dlnrufcMtd In Chapter 3 
ntmv ttirlr potrntfiil Impact on the profitability of (hr Kf*1on*8 rail¬ 
road* can vary nlgnlficantty under cJMfcmit Industry ntnictarc*. Th* 

*l*rclflc project! arc lluteil In App*udlx j)-3 with tbc USKA. determi¬ 
nation under Section 206(d)(3). 


neither being utilized to capacity. Maintaining! h 
road lino not specifically Heeded to 
handle traffic is a misallocation of source rcsour 
which could be used more productively at other to 
lions. Manpower can also be saved and land made a? 
able for more productive uses. Coordinations wiUi 
result in a reduction of related administrativeexpe 

Duplication of services occurs when* two or IIiV 
railroads serve a specific geographic an a which do 
not generate sufficient rail traffic to justify service L 
that many railroads. In such cases, service by fcva 
railroads at a specific point would result in a total sarJ 
ings.to the industry in addition to improving thequ 
ity of service or arresting its deterioration. 

Types of Coordination Agreements 

The most common method of reducing duplication4 
facilities is the use of the joint facility tig 
whereby two or more railroads use a single fixed ftcilil 
such as a main line, service facility or yard. The typi 
agreement calls for the tenant railroad to slum* 
investment cost of the owning railroad as well ns 
maintenance expense. 

A second method of coordination is jmoling, whichi 
useful in dealing with both service and facility dupl 
cation. Pooling is an arrangement whereby two 
roads use* one railroad's train to haul the cars of 
Each railroad retains the revenue from its own cars, 
the cost of hauling them is shared. 

Pooling, in some instances, can lead to a reduction 
competition and the net effect on the quality of m 
must Ik* taken into consideration. Service quality sto 
not Ik* significantly affected since pooling involve* 
mixing of traffic, and unsatisfactory service by one 
road not only will affect its competitor’s service 
its own as well. 

Agreements to exchange routes or transfer them 
another railroad represent another form of coonln 
useful in nduiting pacify by withdrawing 

quired or nonviable lines from multiple-railroad nuj 
kets. For example, a railroad operating a 30-milc tnsM 
line to reach a market located on or near the main iw J 
a competing railroad may wish to withdraw and# 
lease its industrial trackage in the market to it* ^ 
petitor. With the market located on or near a mal11 * 
the remaining railroad can offer customers * \ 
ice at lower cost. Effects on scope and level o 
tion brought on by such exchanges must l* an*J w | 

USRA Coordination Efforts 

The Association has actively suggested 
aged coordination under Section 202(h) (•>) 0 1 ^ 

Meetings have been bold with all roilroadsin 
to explain the goals aiul function? of t a I. 
them and to request that they prepare lfct* ( 
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.wnfowfion projects which they would like to pursue, 
tfttttfw lists were received and studied, project* which 
j. f tiilrwuLs deemed unworkable were eliminated and 
which appear feasible are Iwing given further 
^.’deration. Data exchanges with railroads wore 
irrauued where jxrssible, and in many eases Association 
stiff inspected the facilities involved. The economic 
fralnation of each project was left to the individual 
niliwls so they could decide which coordinations to 
ptirsiw-Tins Association acted ns a catalyst, encouraging, 
tkspredj? exploration of jiossibilities. 

Ai|mrt of the process, the Association studied joint 
facility agreements in the West, which have generally 
bwn more extensive than those in the East. These were 
with few exceptions found to be successful, largely due 
t.» a <loire on the part of senior management to make 
joint ojenttioiLS work. There had to be mutual benefits, 
j of coarse, with cooperation in the dispatching of trains 
tail specific responsibility for maintenance and other 
operational activities. The Association will continue to 
♦acomagt'joint operations ns a method to reduce dupli¬ 
cation of facilities and better utilization of capacity. It 
s anlk'ipated that the entire coordinat ion process will 
exatiao# through and Ireyond development of the Final 
fcwtem Plan. Impleiuentation of some of the larger arid 
worn complex projects will take several years. In the 
[ Mntimp, the Association continues to meet with the 
nilmads to look for |>ossil>1e additions to the lists of 
mordinations and to evaluate them from a regional 
viewpoint. 


Coordination and Minor Market Change Projects 

Appendix I)-l details trackage coordination and 
' ■'or market extension projects. These tire under active 
“ • ly for possible inclusion in the Final System Plan. 

Appendix I)-2 lists the studied light -density lines 
vuidi, having been analyzed, are not recommended for 
lr: '"‘ :on i« the ConKail System, and which are crossed 
or connected to one or more solvent railroads. Al- 
| *h>ugh these lines may not be included in ConKail, 
K ' ,,Vf< ,na J ^ profitable to an acquiring railroad and for 
* * ttaS0tt have been offered to such railroads for 
Initial nrqiusition. Such acquisitions are for the sole 
I J* 1 ^*** continuation of services on light-density 
auuiot In* used as a device to create additional 
*tol*titiva routes. It is uncertain at this time as to the 
of interest the solvents will display in acquiring 

trurUngi* coordination projects, minor market 

uidtb' n,,e ^ ,s K , d in Appendix I>-1) 

•fix h' k > tr:l,L ^ er ^^d-density lines (cited in Appen- 
Haii ^ ( to implemented under the Final System 
I’ttifit 'ilj* • tr *nsf*r of rights or property to a 
f *' j*H*>ad, they mo subject to the provisions of 

*b>rof the Ad. In fulfilling these provi- 
*c Association has found that the projects in 


these appendixes will not materially impair the profit¬ 
ability, either singly or cumulatively, of any railroad in 
the Region or of ConRail. This finding is based on tlm 
fact that implementation will lx> by mutual consent of 
the parties involved, will produce cost savings for then , 
or in the case of light-density lines, will involve in¬ 
significant traffic shifts which will have a minimal ef¬ 
fect on connecting carriers. 

Therefore, all the projects listed in these appendixes 
will lx* eligible for implementation under the Final 
System Plan, but it is emphasized that financial terms 
and other conditions essential to ultimate consumma¬ 
tion of these projects have not as yet !>een determined 
nor accepted by the parties involved. It would thus lx> 
premature to conclude that all will l>e in the* Final 
System Plan. Xot only do they require the consent, of 
the parties to bo transacted, but there are also conflicts 
lx*t woen the various projects that will l>© resolved prior 
to the Final System Plan. Under further analysis, some 
may prove desirable while others may lx* dropped from 
the Final System Plan when the ConKail o^rating 
plan is further refined. Because of the tentative nature 
of tli© projects, anticipated benefits are not included in 
the pro formas in Chapter 14. 

Those projects arc presented hen* to elicit public dis¬ 
cussion and afford an opportunity to comment at the 
Kail Services Planning Office hearings. Also they arc 
designed to facilitate the findings to lxx made by the 
Interstate Commerce Commission under provisions of 
Section 200(d) (3) of the Act. Additional projects will 
lx* developed between publication of the .Preliminary* 
and Final System Plans. Such projects will fall under 
tho provisions of Section 200(g) of the Act to the extent 
that they are within the scope of that section. Under 
those provisions, these projects will be ineligible for im¬ 
plementation and inclusion under the Final System 
Plan but may lie recommended in it. Where applicable 
they will be subject to normal hearing procedures of the 
Interstate Commerce Commission under Section 5 of 
the Interstate Commerce Act. 

Major Market Extensions 

Appendix I>-3 lists the major market extension* 
which have been proposed by the railroads and USRA. 
This appendix is divided into two sections, the first, of 
which lists those projects as to which the Association 
is unable to determine pursuant to Section 200(d)(3) 
that such extensions would not materially impair tins 
profitability of railroads in the Region or of ConRaih 
The second part of Ap]>endix I>-3 lists those major 
market extensions which the Association, based on cur¬ 
rently available information, believes would not mate¬ 
rially impair the profitability of other mil roads in the 
Region or of ConRail. In certain instances, in order to 
qualify for the latter finding, the Association has molli¬ 
fied the projects as originally proposed. 
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Other Coordination and Market Extensions 

Appendix IM lists proposed coordination projects 
and market extensions which do not require the As¬ 
sociation to make « finding under Section 206(d)(3). 
These projects involve acquisitions of port ions of solvent 
rail roads'by the ConRftil system to Ik- estahlished under 
the Act. 

Conclusion 

The Association concludes that coordination activi¬ 
ties should Ih- pursued as lunch as jmssible during and 


beyond the planning period. Successful iinplemeuuij 
of coordination projects can result in significant 
nomic benefits for many of the Region's railroads, p^l 
tent ial positive impacts also include improvement and 1 
preservat ion of service. 

The Association will continue Actively to identify! 
study nnd implement coordination opportnnitia among! 
the railroads in keeping with its mandate under tie I 
Act. The structure of OonRnil and other railroads must! 
change in response to market forces. Coordination vill| 
lie a vital tool in this evolutionary process. 
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Operating the Restructured 
Rail System 


The cost of moving trains and related expenses consumes about half 
the revenues of the bankrupt railroads in the Region. Improved efficiency 
in operating trains significantly influences requirements for equipment 
and facilities and directly affects the future economic self-sufficiency 
of ConRaiL 

An indication of the complexity of existing transportation operations 
is that the bankrupt carriers receive for movement 42,000 cars daily. In 
preparing its preliminary operating plan, USRA made detailed analyses 
of the more critical operating factors. These studies identified both 
potential cost reductions and future equipment and facilities requirements. 

Studies completed to tfatc indicate that, as Con Rail's volume in¬ 
creases between 1976 and 19S6, the potential improvement in transporta¬ 
tion expenses for the jmoposed Con Rail System could produce annual cost 
saimigs of almost $80 million compared to 1973 levels. Anticipated savings 
in the amount bankrupts spend to use or hold the cars of other lines are $30 
million annually, calculated on the same basis. 

A more detailed discussion of analytic methods for improving train 
operations is contained in Appendix E. 
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The operations planning process described in this 
chapter is fundamental to the design of the ConRail 
system. Several operating plans were, developed to meas¬ 
ure the impact of various alternatives. To permit analy¬ 
sis of a wide variety of operating plans, the Associa¬ 
tion used operations simulation techniques, employing 
several computer models developed specifically for this 
planning project. The models utilize the Association’s 
integrated traffic flow data base which is described in 
Appendix E. 

The magnitude and complexity of the various com¬ 
binations of operations of the bankrupt railroads pre¬ 
cluded using conventional techniques of analysis. Each 
1 percent change in the combined transportation ratio 
(transportation expenses divided by transportation 
revenues) of these railroads results in a $25 million 
Change in their combined net income or loss. 1 In 1973, 
the combined transportation ratio of the bankrupt rail- 
roads was 47.0 percent, or 6.6 percentage points higher 
than the average for all Class I mil mads. Reducing the 
bankrupt carriers’ transportation expenses to the Class 
T average would imply reduction in transportation ex¬ 
penses of $165 million annually. Over a 10-year period, 
compoiuided at 10 percent, such a cost reduction would 
have a cumulative effect of improving earnings by $2.6 
billion. 

Although substantial improvements am possible,they 
cannot lx* identified through analysis of comparative 
industry statistics. The Association therefore studied 
the operations of the bankrupt railroads in detail to 
identify and measure specific improvement opportuni¬ 
ties. 

The 0|>erations analysis task was made more difficult 
by the complexity of the railroads’ operations. The com¬ 
bined railroads move more than 42,000 cars per day 
among more than 8,000 stations and interchange junc¬ 
tions. To reduce tlie potential 6*1 million origin-destina¬ 
tion station pairs to a manageable number, the stations 
were grouped into 517 normal “gathering areas” 
or nodes (267,000 potential pairs). These were then 
combined into 147 pc modes” for preliminary plan¬ 
ning purposes. A map of this network is included in 
Appendix K. 

The 147 su|>eruode network involved 21.600 active 
flows and potential blocks. By comparison, a similar 
study on a major railroad handling about 20 percent 
of the volume of the combined ConRail carriers in¬ 
volved less than 5 percent of the active flows to be 
analyzed. The complexity of the system appears to in¬ 
crease approximately as the square of the volume. 

Even with the 8,000 stations and interchange junc¬ 
tions compressed into 147 supemodcs, carrying out the 
operating simulations in a single pass approached the 
capacity of a large computer. Earlier manual efforts to 


* ITalra otb#-rwl*» lndlcHril, All xtatlxtic*! Annbxr * include th* Erie 

Juirkiwimia Railroad ax wtU ax the bankrupt railroad* covered by the 
ML 


Imluncc the system operations proved too complex i 
iterative analysis. 

However, even thq 147 *u|$rnode network vis afl 
general for some analyses. Multi-stage nniljfes 
required, so that the? analysis was on the one hand «f. 
ficiently detailed, and on the other hand, within tjJ 
capacity of the computer and the capabilities of tkt| 
analyst. To assure that the operations simulations 
niques were realistic, the programs were calibrated tal 
the existing operation and were designed to faritintij 
subsequent detailed implementation planning. 


Critical Leverage Factors 

Theiv is considerable leverage ill railroad freight! 
operations. Transportation expenses (which do not ini 
dude maintenance) of the bankrupt railroads** 

$1 billion in 1973, consuming nearly lmlf the system] 
revenues. The operating and maintenance dejmr 
of the bankrupts employ 92 percent of the total of 105.-J 
000 employees. Train and engine service employees ac¬ 
count for 36 percent of all employees of the bankruptl 
railroads. In addition to directly influencing wnpbyd 
incut and tnms|>ortutinn costs, the operating plan aisol 
has significant effects on car use and net car hiiMM 
ownership costs. In 1973, net car hire alone cos the| 
bankrupt roads$283 million. 

Operating Ratios 

It is useful to consider the performance of Pena0 
tral and the other bankrupts relative to industry norms. 
The critical statistics of these railroads, shown in Table 
1 and summarized below, gives some measure of the-f 
relative performance and helps to identify key pi 
areas. 

Operathiff Ratio*, §97$ 


|Tn prrmitl 


TrmnxporUUon ratio... 

Malntmanrr of «tuipa>»j»t ratio 
bUlntomnc* of way ratio. . 

Operating ratio. .... 

"nrrakevrn" oprrntlujf ratio_ 

Equipment nrt debit ratio_ 


naiikrupu 
47® 

at 

ti.i 

at 
11.4 


C\ml 

railwxb 


r.i 

si 

t( 

cl 


Tlie bankrupts’ operations were more cost) 
revenue dollar than the average for (’kiss I w ] r 
with higher transportation costs accounting f (>rt * . fl 
fcrenco, The seeming "efficiency** of the ban 
maintenance of way actually reflects a greater * ^ 
of maintenance in the bankrupts than the 
operating nitio required for the bankrupt 
even in terms of ordinary net income is ^ ^ 
lower thaji the ojierating ratio required hy i 

the industry. Tliis reflects the bankrupts hig 
costs, not included in calculating the openitm r 
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ally equipment rents and leases. In order to break 
i in 1973, the bankrupts required aii operating ratio 
i'wrrtntapo points lower than the industry norm, yet 
L operating ratio was 4 percentage points higher. 


Thus, operating ratio analysis indicates that., in oper¬ 
ating their railroads and in utilizing their equipment 
the bankrupts aits significantly less efficient in relation 
to revenues than other railroads. 


Tabi.f. 1. —Operating ratio* (including EL operatiom), 1973 



Bankrupt* 

weighted 

average 

PC 

EL 

RDO 

CNJ 

LV 

AA 

Average 

Class! 

Average 

Southern 

District 

Average 

Western 

District 


83.3 

82.7 

83.4 

87.2 

80.7 

87.5 

97.9 

79.4 

74.3 

77.6 

R - - - --*»-■ ■*-»»—». • 

47.0 

47.0 

47.1 

4X6 

51.2 

44.4 

4X2 

4X4 

3X6 

39 2 

id aquipm#pt ratio (excluding depre- 

14.0 

1X9 

14.3 

1X1 

1X4 

17.4 

1X9 

IX l 

1X3 

1X6 

Canpstefviy ratio (excluding depreciation *). 

11.5 

11.5 

11.4 

1X4 

X7 

11.5 

1X3 

1X6 

1X4 

1X0 


1.3 

1.0 

. xo 

X3 

1.6 

XO 

L7 

X2 

XI 

X 3 

^■hncoptnthg ratio ...—« 

73,7 

7X1 

77.0 

77.1 

7X6 

7X4 

7X7 

8X1 

8X2 

84 4 

bgjcwt Ml debit ratio*. 

11.4 

11.7 

x *7 

7.5 

11.7 

1X9 

1X0 

X 9 

X8 

4.9 


lUlfiftpimini MprtwMtaOlwmy operating rrvenu«. 

Ur**pwt*Uoii-Ral1 Une—ToUl/irattway operating revenues. 

* )UxtTtott «( equipment total loss depreciation (accounts 306 and 331) .'railway 

ML 

k» efway end structure* total loss depreciation (amount 2W),YnJlw»y 


• Traffic total'railway operating revenue. 

• Railway operating expenses taw net income,'railway operating revenue*. 

• Hire of freight car* and highway revenue equipment (debit balance accounts 123 
less credit balance accounts H5)/railwmy operating revenue. 


wsporloKon Expenses 

A comparison of freight expenses per 1,000 gross ton 
i (GTM) is shown in Table 2. The bankrupts’ corn¬ 
ed freight expenses per 1,000 GTM i9 about $1.50 
tt than the average Class I railroad, with higher 
ortation costs accounting for the entire difference, 
aalysis of the bankrupts’ labor productivity explains 
tpirt why the transportation function is out of line 
sred with that of the rest of the industry; the 


bankrupts generated only 78 percent of the gross ton 
miles per crew hour generated by Class I railroads as a 
whole. 

Further analysis reveals that the bankrupts’ opera¬ 
tions, in terms of total orew hours, are 12 percent more 
yard intensive than the average. Tlius, the bankrupts re¬ 
quire more crew hours per unit of production than their 
comj>etition, and a higher proportion of these crew 
hours are used for yard switching, indicating a more 


Table 2. —Comparative freight expen A*# per 1,000 grots ton-miles 


Dofin i*r I.OCO grow ten-mile* 

Bankrupt* 

weighted 

average 

PC 

EL 

RDO 

CNJ 

LV 

AA 

Average 
Claw 1 

Average 

Southern 

DifllHct 

III 

Nd’upec** 

lit... 

7.52 

7.35 

IS) 

1X98 

21.99 

X 66 

IX 10 

X98 

5 50 

X4S 

vipenaei: 

L wi.. .. 

4.77 

4.70 

4.C7 

X 32 

17.73 

4.39 

X06 

X 19 

X72 

XT9 

"f^-oa or «|clp™n ( (£rHfht)"„'p»rj».' 
“^dWtUUoo): 

L ***•♦ 

I??***** 1 *expenses (lneltid- 
1 *1. 

1.72 

1. 67 

1.46 

X 18 

X 39 

1.96 

X 66 

L 37 

1.32 

1.2l 

1.32 

1.30 

1.07 

X 54 

X 66 

L31 

1.57 

1.10 

1.13 

LOO 


U** 1 "** par oew hour 

bennyvd witching' 


c ^Brtinciui 


2X83 

2X55 

2X27 

IL85 

4.16 

21.72 

2X86 

2X18 

2X29 

20X46 

20X86 

21X76 

16X48 

91.44 

20X07 

20X92 

217.41 

18X86 

5X58 

59.66 

57.47 

5X45 

5X48 

4X15 

4X82 

5X30 

47.63 


***** &n c i*mi .. . 

* •••••••••• • », 


PC role in railroad industry 


Revenue* 


12.37 

1X64 


Gross ton-mile* 


10.64 

1X27 


3S. 53 
241.GS 

40 :o 


Total crew hours 

Train hours 

Train 8w hours 

Yard 8w hour* 

1X19 

. 1X44 

X10 

1X04 

1X96 

1X81 

1X46 

19.00 
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labor-intensive, yard-oriented railroad operation than 
the average. For this type of operation, the bankrupts 
received only 02 percent of the average rail revenue 
per gross ton mile. 

Equipment Ownership Costs 

Statistics on cnrioading cycles were developed by 
Rcebie Associates for the Federal Railroad Administra¬ 
tion’s Demurrage. Study. This study, based on a 15,600- 
car nationwide sample, indicated that railroad cars 
spend an inordinate amount of time in yards instead 
of moving. 

As shown in Figure 1, loaded and empty cars in this 
sample consumed approximately 62 percent of their 
load-to-load cycle time in yards. This represents 15.8 
days of the average cycle of 25.6 days. The customers 
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themselves had the cars under their control less than 
24 percent of the cycle time, or 6.0 days. Loaded and 
empty cars actually moved less than 15 percent of the 
time, representing 3.7 days. 

A similar analysis was made for car movements in 
(he “Eastern District" where the bankrupt railroads 
dominate. This study found that, compared with the na¬ 
tional sample, cars in the Eastern District spend some¬ 
what more time in terminal yards and somewhat less 
time in intermediate yards. On an overall basis, 69 per¬ 
cent of the total cycle time is spent in yards, compared 


with 11 percent moving and 20 percent j n a.:, 
hands. 

Focus of Operations Analysis 

From statistical analyses, transportation opemti 
and equipment utilization appear to be kev km 
points in charting a course toward improved ffficie 
and financial viability for the bankrupts. In partini 
it appears that operational improvements dm\i 
sought in yards. 

The Penn Central and other bankrupt oarrien 
known to be yard intensive. Although the bwikn 
share of (rain hours is close to their share of the i, 
nues of the industry us a whole, both of t)\m m 
the proportion of GTM produced. These figures i 
other statistics, along with field observations* fo 
the operations planning process on yard and 
operations. 

Productivity of yard and train operations wis i 
lyzed to determine the extent to which produ 
could be improved through better management and 
proved facilities. Direct labor cost for crews repres 
about 21 percent of the combined gross revenues of 
bankrupts compared with only 17 percent of the n 
nues for railroads on the average. USRA alsoanalj 
the. indirect labor and other costs associated with< 
tions. These studies reviewed potential manpower 
quirements resulting from a merger of the hankr 
railroads, improvements in the work processes usd 
bankrupt carriers and in the quality of the work be 
performed. 


Improving Sorvico 

Shippers have placed great emphasis on theneed 
railroads to provide a fast, reliable service. The i 
roads’ failure to match motor carriers in this nsp 
over the years in potentially competitive markets I 
resulted in an inherent discounting of rail rates U 
in selective cases have railroads reversed this trend. ( 
the other hand, as shippers choose among available! 
routes improvements in sendee in terms of rehab 
and transit time by one railroad or route can have a* 
nificant competitive impact. 

Making rail transit time competitive with t 
motor carriers is, of course, quite difficult since t 
ferenoe between the two is normally very 
shown in Figure 1, however, there is much A *# 11 
improvement through the reduction of time in 
The railroads’ transit time problems are primary 
result of the queuing time involved in sorting*^ 
grouping traffic in successive yards; slow on tr* 
road only compound the problem. , ^ 

A recent study by MIT for the Federal 
ministration suggested that the single most 11 
deterrent to reliable rail sendee is the frequ^* 


dling of cars at yards enroute from origin 


to de 
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^ Ttw statistics on car cycles cited above confirm 
Jtmnsit times can l* improved significantly by re- 
f ; r * tl^e number of days that cars spend in yards 
. from origin to destination. This would also sig- 
lantlr reduce equipment fleet requirements end yard 
rud clerical work loads and eventually reduce pres* 
} to discount rates to offset service deficiencies. 


wing Operations 

|Ctan*iDg railroad nitrations requires challenging 
»implicit assumption of many railroad planners and 
wtivt* that fmilier improvements to their opera- 
rs in competitive markets, though desirable, arc pre- 
IbM by labor, marketing, financial or other con- 
tints beyond their control. As the bankrupt roads, 
tmr, *pcnd over one billion dollars (not including 
kirt) for transportation each year, this activity 
«M l* subject to careful planning and control. Un- 
1 niatflv, like most railroads, the bankrupts have 
dirr sufficient information to plan nor satisfactory 
tfr!i> to control their operations. 

I Foe example, the bankrupt railroads did not have 
Kcarrmt origin-destination traffic flow analysis, which 
t is bosic to transportation planning as production 
riband projections are to manufacturing. Such 
limn he obtained from the car movement and inter- 
ribs net records already available in the bankrupts* 
iboscs. Engineered performance standards and con- 
rior men and equipment utv virtually nonexistent 
railroads. A few railroads, notably the most 
wtoMi* ones, have recently invested in equipment 
^ wsteni^; on the bankrupts, however, equip- 
etcoatrol is still nominal. 

^Wtnd other railroads remain perhaps the largest 
in the Tnited States in which, with a few 
twos, the primary' production functions and assets 
| w* wt regularly planned and controlled. Fortu- 
•** l PP ears that efforts to plan operations have 
^ in recent years, as opportunities to lower costs by 
maintenance of the plant have disappeared. As 
I t °f their worsening aituation, railroads generally 
fanning to become alert to opportunities to im- 
{ e * r °PM*tiona and service through integrated 
control. Much remains to l)e done and 
is wifhin the control of management. 

1 <Wrtion$ Alternatives 

°* ? car * oa ^ °t freight from one point 
r . on H railroad system is surrounded by n 
. t tends to discourage those who have not 

irri^t n °pcrations from taking the time 

° understand it. Actually, rail o|>enitions are 

in«i?r V^ WB Department of Clrll Enclneerln*, 

«/ /;rf 0 ** ° f Roll Trip Time ReUaMHtp: 

'•» fc«ilrMd*A ,,rr y ' n * mr ** «"<* Analueie of Trip Time 

ration* an 4 Economic*. Cambridge, Mas*., 
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relatively straight forward in concept. It is the number 
and variety of combi nations of flows which complicate 
the process. There are two basic functions in handling 
carload freight: movement and sorting. 

The movement function is usually defined by the 
origin, destination and the route designated by the 
shipper on the bill of lading. Normally the shipper 
s|>ecifies a prefci red “service route.*’ If the shipper does 
not designate the route the originating railroad’s agent 
designates the most “favorable” route (called the “long- 
haul** route) for the originating railroad. It should be 
noted that, due to the generalized nature of railroad 
coating, the most “favorable” or long-haul route may or 
may not Ik* the most profitable route. Beyond the “long 
haul” route, the agent may luive some discretion in the 
selection of carriers to destination as long as the lowest 
rate applies. The routing choice is discussed in greater 
detail in Chapter 9. 

The route shown on the waybill designates only the 
origin and destination of the movement on a given rail¬ 
road, Normally, the routing of the car over that railroad 
from its origin (or on-line junction) to destination (or 
off-line junction) is at the discretion of the railroad. 

Generally a railroad has only one practical route via 
its own lines between a given origin and destination. In 
the case of the bankrupt railroads* several alternate 
routes exist, although one typically would be. preferred. 

Where there is a choice of route, the choice is usually 
made on the basis of distance, capacity, speed, grades, 
condition of track and intermediate points served. The 
selected line normally gets the investment, mainten¬ 
ance and service to become and remain dominant. 

For Con Rail, the cost of acquiring and rehabilitating 
lines is not a sunk cost. The long term choice of routes 
therefore can lie reevaluated. Once that choice (and in¬ 
vestment) has been made, the routing for a given move¬ 
ment will become virtually automatic. Given the origin 
and destination of a carload movement, its normal route 
(and the work load and cost involved in moving the 
car) will lie easily ascertained. 

It is in the sorting (or classification) function that 
management often has many options. Classification pol¬ 
icies tend to be relatively rigid, but there is normally 
more flexibility in setting these policies than in the 
choice of routes for movement. A typical movement h 
illustrated in Figure 2. 


FIGURE 2 

TYPICAL CAR MOVEMENT 
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Typically, a car released by a shipper is moved by a 
switch engine from the shipper’s siding to a local yard. 
From there it will lx* grouped with other outbound cars 
and transferred to the main classification yard by a 
transfer or road crew. At the main classification yard, 
the inbound cars will be classified (flat-switched or grav¬ 
ity-humped) into blocks according to outbound destina¬ 
tion. At this point, there arc usually several potential 
choices, although classification policies generally pre¬ 
scribe a specific block for each destination. 

To understand existing blocking policies, it is neces¬ 
sary to consider how they evolved. Before railroads had 
effective competition, most railroad managers believed 
that the way to maximize overall profits was to obtain 
the maximum productivity from each individual yard 
and road crew. Utilization of assets was ignored. It was 
implicitly assumed that, if each yard’s productivity 
was maximized, system productivity also would be 
maximized. 

For this, two standards have been widely used in the 
rail load industry: cars handled per yard engine hour 
and gross ton miles per train hour. Though somewhat 
less in favor today, these two standards still have a latent 
influence on management thinking in rail operations, 
and both are counter-productive to systemwide operat¬ 
ing efficiency as well as service. 

Carried to extremes, these standards encourage the 
‘‘cascading” of cars from yard to yard in long tonnage 
trains, with rehandling several times enroute. Since 
movement in this way adds about a day’s delay for each 
yarding, intolerable delays (as well as excessive overall 
switching cost) are the consequence. 

Recognizing the effect of this type of operation, many 
railroads have established “through blocking” policies 
to bypass intermediate yards. Generally, these blocking 
plans move cars between major classification yards and 
major interchanges. Also, interchange cars are often 
now handled by “run-through” trains moving directly 
to or from major classification yards of principal 
connections. 

I nfortunately, some of the benefits of bypass block¬ 
ing plans have been lost because of a tendency to con¬ 
cent rate classification capacity on the expedited move¬ 
ment of some rather than nil cars. Shippers with lever¬ 
age often arc favored instead of making the optimum 
blocks from the standpoint of all traffic. This is a nat¬ 
ural occurrence in an industry' where planning generally 
has been implicitly defined as responding on an ad hoc 
basis to specific pressures by key customers or meeting 
competition by another railroad in air important market 

Because the rates arc normally identical among rail 
competitors, improved service through bypassing inter¬ 
mediate yards is often a railroad’s most effective com¬ 
petitive lever. It was through this ad hoc process that 
most railroad blocking policies evolved. In few cases 
have they lieen developed through systems analysis or 
on any other integrated basis. 


USRA analyzed the traffic flows and the M*kL 
and scheduling policies of the bankrupt, railrmil 
appears Hiatt lie basic blocking plan of the Penn &nl 
is relatively efficient, especially with respect toil 
mediate yards. On the other hand, PC appear to 1 
congestion problems in the origin and (fa 
terminals. Revised blocking policies might relien L 
congestion and reduce the work load at these pohtfiJ 

Moving tlie sorting function could thusafatj 
only the location but also the magnitude of ConF u 
capital investment. Investment in acquisition arvdl 
lmhilitation of facilities, as well as closing or dot 
grading yards, will l>e determined in part by blocki 
policies. The main lines connecting these facilities! 
arc influenced by the blocking plan. 

Operations Planning Process 

The operations planning process focused on the <r 
cal factors previously discussed. USRA used an in 
ntive planning process which began with broad ot 
view studies. These were followed by increasingly { 
tailed studies focusing on problems identified in I 
broader studies. 


Overview Studies 

The overview approach is based on field observing 
and analysis, using comparisons with other railn 
and authoritative estimates of the impact of potai 
changes. Included in the overview phase was in inti 
give 30-day study of the bankrupts by five railroad 1 
presidents with operating experience outside 
Region. 

To develop an operating plan, it is necessary tot 
some concept of the plan’s results. The overview st*h 
initially* were used to provide preliminary assumptii 
for USR.Vs Office of Financial Planning. Tliisenabl 
Financial Planning to make order-of-magnitixk 
mates of the viability of the various strategic optic 
The overview analyses were also used for estimitl 
the sensitivity of viability to changes in basic i 
tions such ns traffic growth, network size, etc. 

Detailed Studies 

The detailed studies used data on traffic u 
the system to develop an operating plan through i 
lation of current and projected traffic movement*, 
operating plans were then used to estimate the 
ment, facility and manpower changes that mi) 
ticipated under a given option. Ultimately, t 
translated into an effect on pro forma income an 
flow statements and balance sheets. 

The detailed studies arc more time consn J! 1 *^. 
overview studies but they yield significant < 1 
tions between the .strategic options under < mi ^ 
They also provide a basis for the nnnly** 
for Implementation of an operating p^ 11 
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Gyration of alternate systems by USRA gave 
k iJdilloiuil dimension to the planning effort. In *ddi- 
- t0 the strategic options discussed in Chapter S, 
other policy alternatives uro being analyzed. 

5 include: 

• Variation? in the railroads pick up and delivery 
rok, 

• Variations in the extent and rate of rehabilitation 
isd 

i Inclusion or exclusion of Bglit-density lines. 

i addition, the following technical options have been 
dyad: 

• Various train sizes, crew consists and bases of pay, 
Addition of major new classification facilities and 

• Various blocking strategics. 

Ithae changes and variations are still lieing studied, 
KStimate of benefits resulting from them has lx?en in- 
1 in the Preliminary System Plan. 

Tin* detailed planning process used computer Simula- 
i to analyze these options. A flow chart, Figure 3, 
t the relationship between the various efforts in 
ations planning and the output used l>y other 
jfrlA planning units. The most significant operation* 
liming efforts, which are described in detail in Ap- 
i K,an- as follows: 

Tnftr Flow Data It a*c . —A merged uonduplica- 
[ tire origin and destinat ion traffic flow data base was 
kfdoped for the bankrupt roads containing, for each 
flm, actual origin and destination station, eom- 
nwlitv, cars, tons and revenues. Revenue attracts 
**** for loaded movements. Car movement 
| ‘"rycb dose" records* were used for empties. 

An alternative empty movement algorithm was 
5 ^ ^vdoped for the use when “cycle close’* records 
i not available. High and expected traffic pro- 
Wtioti* for WHO and 1985. developed by Temple, 
j ar W 4 Sloane, were used as one estimate of future 
j^wiaetite. Traffic projections incorporating a 
I r rate of growth during the next several years, 
^ Munition of current economic conditions, were 
miniate future requirements. 

^ Sf «dy . —Stanford Research Institute and 

• jointly developed a proposed Meek¬ 

ly ^rategy for each option, using the traffic flow data 
I u j .l analyse of yard capacity. The proposed 
^ strategy was fed into a specially developed 
I kadi** ^ r °^ raiu w ^dch printed out the workloads 
iuiifp noc ^ t ^ xv Iu,u, ber of times each flow was 
!„ Uer ( u ^ ladings on principal lines. The com- 
l >r * ri fi‘d out an analysis of each flow so that 

is 

1 *1 »kir% UMitalaa »* mi origin Uio Intrrrhan^o 

1 H Mail w ** op location where the car 

: h»t»t c-r i± m ^. rtopljr U the tnterrhai de- 

***' at which the empty la reloaded. 
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improvements could 1 m* made in the blocking strategy 
in successive iterations. 

The output rejiort showing yard and line loading 
then was used to test yard and line capacities. Train 
miles, car miles and gross ton miles also were gen¬ 
erated by the computer for each option to assess the 
economic impact of operating decisions so costs and 
delays could lx* reduced in successive iterations. 

Yard and Terminal Studies. —USRA’s staff visited 
GO yards and terminals on bankrupt roads, complet¬ 
ing a 35-page questionnaire at each terminal. In 23 
yards, this was supplemented by 3 consulting teams 
provided by R. L. Hines Associates, Inc. The teams, 
which included experienced railroad engineers, oper¬ 
ating officers and cost analysts, estimated yard effi¬ 
ciency and costs as well as existing capacity and 
identified improvements needed in the physical plant, 
and in management techniques. 

Line Cajmeity A nalynis. —Nearly 10,000 miles of tho 
haukrupt mainlines were included in the various lina 
capacity studies. FRA. RSPO and ITSRA cooperated 
to determine mainline capacities. The Train Per¬ 
formance Calculator (TPC) program of Thomas K. 
Dyer. Inc. has lieen used by all three agencies to relate 
profile, alignment, normal track speed and slow orders 
to train running time and fuel consumption. FRA also 
used the Train Dispatching Simulation model of Peat, 
Marwick. Mitchell & Co. to simulate the movement of 
trains over single, double and multiple track config¬ 
urations, at various track speeds and with a variety 
of signal systems. 

Analyses have been made of the effect of slow orders 
on train delays, train crew costs and locomotive fleet 
requirements. Analyses also were made of track and 
signal requirements, as well as various rehabilitation 
scenarios given a blocking and scheduling plan. FRA 
has made these data available to USRA. 

In ter modal Study. —Opportunities to improve in- 
termodal services were analyzed, including traffic, 
operating and cost studies. Reebie Associates, working 
with FR A on a related project, is assisting USRA in 
this effort. Intermodal operations are discussed in de- 
tial in Appendix F. 

Terminal Effectivene** Studies* —USRA’a Re¬ 
gional Managers, assisted by railroad personnel, are 
making detailed analyses of sample industrial switch¬ 
ing and local operations. This study relates industry 
switching work performed to the revenue received, 
and identifies profit improvement opportunities with 
conventional rail pick-up and delivery services. 

Equipment VttHzation Study .—Analysis of the 
potential for improving freight car utilization was 
carried out for USRA by Strong, Wishart & Asso¬ 
ciates. The three major tasks in this study were: 

• A review of car distribution policies, techniques 

uml information systems* 
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• A projection of future freight car needs and 

• Kxtemal and internal constraints on freight car 

utilization. 

A study of locomotive requirements is being carried 
out by TJSRA staff. Electrification proposals for very 
heavy-volume mainlines are also l>eing reviewed. 

Yanl Of]ic<* and Agencies .—A staff study was 
made of yard offices and agency functions to deter¬ 
mine the potential for improving performance and 
cutting costs. Systems in use on bankrupts and other 
railroads were reviewed. 

Management Information Systems .—The USRA 
staff is conducting an overall review of the manage¬ 
ment information systems of the bankrupt roads. 
This review will enable USRA to plan the initial in¬ 
tegration of the information systems as well as plan 
long lead time/high payoff management information 
system requirements so that benefits can be realized as 
quickly os possible. 

Administrative Study .—The staff reviewed the 
present management organization and function of 
each of the bankrupt roads to determine the orga¬ 
nization requirements of the properties under various 
strategic options, taking into account the consoli¬ 
dated workload, decisionmaking requirements and 
organizational goals. 

This study covered positions not included in other 
studies. It provided input to USRA’s Office of Man- 
|N)Wor Planning as well as projections of the general 
and administrative accounts. 

Basic Planning Assumptions 

The following planning assumptions have Ixxm used 
in the planning process fot: evaluating strategicoptions: 


LINE. 




Tt irSvTtriG 


rehabilitation 


PRIORITIES 


* Joint Operation *.—In comparing strategic optij 
a high degree of rationality has !*fn i& r A 
While it is theoretically possible to operate *] 
facility as efficiently as separate facilities, eip 
enee with joint facilities indicates that this is r 
achieved. However, it has been assumed that jfl 
facilities would be utilized to the extent prarik 
rather than constructing or rehabilitating 
yards for ConRail East and West or North l 
South. Frictional losses related to unmerging] 
systems were considered. 

► Traffic Base. — For operations planning pun" 
was generally assumed that the bankrupts imlt 
vent carriers would retain their existing tra®r ' 
with current routes open. Traffic shifts »»«■ 
lyzed on a specific basis where anticipated. 

1 Traffic Ron tinge. —For those option# invnb* 1 * 
split of the bankrupt systems, traffic (Ion# 
assumed to move via the better service I 
less the two routes are about equal in * r ' :<y, | 
which cases the traffic was split equally. 

» Abamloned Lines.— Where lines or XTX ' cf! . 
abandoned, it was assumed that all the train * 
nating or terminating on those lines *** _. 
generally was assumed, however, that su ytu * 
light-density lines would be subsidized ant n 
for two years. , 

‘ Customer Leverage.—In developing t K> 0 r l ^ 
plan, emphasis was placed on impm' 1 " 
generally instead of providing sp«' ia ” m 
service to key customers. ov 

Minimizing the rehandling of car ®.°% ^ 
basis results in minor flows, “casen ing 
Several yards so that the available a ‘ 1 v^l 
allocated to pre-blocking the maximum 
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Pir , K found through simulation that, with an 
jutted operating plan, the majority of the ous- 
uttwasliouM experience improved service* 

\fUmrg Instead of “Stand-By" Investment.— 
Itongnizing that money, men and materials will bo 
limited, it was assumed that Con Rail would be 
[prided with a satisfactory plant and adequate 
f iiipncnt hut not at “luxury” levels. Improved 
planning nn<l control was assumed in lieu of under- 
utiliznl standby plant and equipment. ITSRA’s 
undies indicate there is a tendency to provide 
unttive standby switching service for key custom¬ 
er'. Satisfactory but not excessive switching service 
h&slwn assumed. 


icipol Operating Findings 

[IV planning process doscrilioil in Figure 3 was up- 
1 to the preferred three-system structure described 
iClupter :i as well ns to the single-system ConRail, 
l K;n! North/South, ConRail Fast/West, ConRail 
yi .mil other strategic options, under varying as- 
p^ioni relating to volume changes and management 
iwicffi. This process was used to identify rnnin- 
i aud yards required by ConRail. It was also used 
the manpower requirements, rehabilitation 
operating plan. Inputs to the pro forma finan- 
•Utriufnts were prepared on this Imsis for the 
hminary System Plan. 

Operating Improvements 

A 1 linatw ial analyses in this sect ion are represented in 
dollars, without regard for inflation, but reflect 20 
^ volume growth through 1985. The ratios and 
u * ( htn discusser! in this section do not include 
Attritions. 

^ 19731, tlie operating ratio (operating exjwnse/rail- 
• grating revenue) of the Penn Centrnl was 82.7 
^ Penn Centrnl accounting for 88.6 j>crcent 
* ^nipttf railway operating expenses. ConRail 
r ^ project that this ratio, after initially increas- 
M.i, percent in 1976, will decline to 71.7 percent 

,,', * transportation expenses were, 56.9 j»cr- 
operating expenses in 1973; more than 50 jnsr- 
">'• operating ratio improvement has been 
L, , . ,,1!S 1 onnt*. Maintenance of way expenses 

Aj. )t ! PWcent of the improvement and all 
]- v acco,,l >te(| for the remaining 21 percent. 

I '^'^iwrtation ratio improvement from 

ill-,,, ! 111 (transportation expenses/rail way 
^ ^ Percent in 1985 resulted 

"l^stio ‘ m P rov *nients in yard ojH>.rations and 

,^7 ' ) ' ,n P rove " K ' , d8 in freight transporta- 
(in millions of 1973 dollars) 


Con Unit I 


Category ot eipcnae 

1773 

1776 

17*5 

Chance In WpeniRS 

l>ollar* 

Percent 

Yerd-rrlnted. .......-—.— 

171 

307 

7m 

<3*> 

(17) 

TnUiwHatrd.......- 

437 

430 

377 

(37) 

(13> 

OlhfrT_____ 

73S 

266 

282 

IS 

6 

Total freight transportation... 

*>U 

LftJ 

1*30 

(71) 

(« 

Net car hire...—- 

237 

226 

177 

(31) 

c n) 

Total..-.. 

1,200 

1,237 

1.107 

(IJ0) 

(it) 


* Net of the Incrwu*'*! eoeD of movies the 20 percent mltlilionttl tonfia** etpeetei 
to be added to the traffic b«r by 1M. 


Yard Improvcme nt *.—Projected improvements in 
yard operations were based on the findings of the fol¬ 
lowing studies: 

• Mocking simulations—Stanford Research Insti¬ 
tute (SRI). 

• Yard operations and engineering study—R. L. 
Hines Associates, Inc. (RLII). 

• USRA staff studies. 

These studies are described in detail in Appendix E. 
The USRA staff was assisted in these studies by a rail¬ 
road oi>erations liaison team headed by PC’s Director 
of Yards and Terminals. 

Yard operating expenses accounted for 28.7 percent 
of ConRail’s freight operating expenses in 1973. More 
than half tho $38 million projected decrease in yard 
operating expenses results from a 10 percent reduct ion 
in system classification requirements resulting from 
scale economies and an improved system blocking plan. 
The remaining improvements result from the physical 
rehabilitation of yards and related facilities. Additional 
cost reductions due to improvements in yard operating 
efficiencies have not. l>een assumed, ns such improve¬ 
ments would require more management attention than 
is expected to be available in the first several years. 

Train Operating Improvement*. —Train-related ex¬ 
penses totaled 46 percent of the bankrupts’ 1973 trans¬ 
portation expenses. The principal reason for tho $57 
million decline expected in these expenses is the $2.0 
billion plant rehabilitation program, 73 percent of 
which will be spent on track-related improvements, Tho 
net impact of this rehabilitation program is expected to 
bo a 21 percent improvement in train running speeds, 
requiring fewer crews on local freight trains running 
over the rehabilitated line segments, virtual elimination 
of free rewing of trains enroute, a reduction of construc¬ 
tive allowance payments for delays associated with u 
debilitated physical plant and a decline in “loss and 
damage” and “wreck clearing” exi>enses to the norm 
of a well-maintained railroad. 

Other Expenses. —Other expenses include freight sta¬ 
tion operating expenses, projected to decline slightly 


63 




















sm 


from 1076 to 1985 due to the merger consolidation sav- 
interraodal terminal costs are expected 
to decline, initially due to the deletion of existing un¬ 
profitable. traffic, and subsequently to increase in accord¬ 
ance with projected intermodal traffic growth. Signal 
and communication expenses arc expected to increase 
as the systems are expanded to permit more efficient 
operations. 

Xrt Cur Hire Inipi'orcmciits *—Estimates of changes 
in net car hire were developed in the study of equip¬ 
ment utilization, control and acquisition by Strong, 
AVishart & Associates, described in Appendix K. Net 
car hire payable is expected to decline from $228 mil¬ 
lion in 1076 to $177 million in 1985. Of this, $80 million 
or 59 percent is due to the development and implemen¬ 
tation of an improved equipment distribution and con¬ 
trol system, as well as loss car delay in yards resulting 
from reduced classification requirements, and faster 
train transit times due to plant rehabilitation. The re¬ 
maining $21 million improvement is due to a OonRail 
financial planning assumption that all new cars will be 
purchased rather than leased, reducing future lease 
jmyment expense (part of net car hire) and increas¬ 
ing interest expense. 

Car Handling Requirements 

As a result of the detailed blocking study carried out 
in preparing the Preliminary System Plan, it is esti¬ 
mated that system car switching requirements under 
('onRail I can lx* reduced by 10 percent compared to a 
simulation of existing operations. This reduction is 
possible because aggregated traffic flows in the merged 
Ton Kail system are greater than in the individual sys¬ 
tems of the seven bankrupt railroads and also because 
the plan places emphasis on a strategy of making more 
refilled CooKail destination blocks at origin classifica¬ 
tion yards, reducing the total amount of switching re¬ 
quired system-with*. 

By improving the quality of classification (making 
more beneficial car soils with the existing traffic flows), 
this reduction can lx* made without increasing the num¬ 
ber of classifications prepared or the number of cars 
switched per day in any of the significant ConRail 
yards. An additional two percent reduction in system 
switching can lx* made by assuming that selected yards 
prepare more classifications than they arc presently 
making. In most eases, railroad liaison representatives 
agree that such classifications can be prepared. How¬ 
ever. in some cases it is evident that an expansion in 
yard capacity may be required. To test the exact ex¬ 
pansion required, and to define which portion of a 
yards ojlocation is actually constraining overall 
switching capacity, detailed yard simulations are being 
carried out in yards where significant changes are 
'anticipated. 


Facility Requirements 

The general role that the bankrupts' svsterru 
cation yards and main lines will have in the pn „ 
ConRail operating plan is described in Chapter & Jfi 
line rehabilitation priorities and constraints are 
discussed in this chapter. 

The specific role of the various yards will dq*&| 
the strategic option ultimately implemented. Thii 
still understudy. 


mpun 


Rolling Stock Requirements 

CotiRail’s requirement for freight cars wasdetdoi 
in a special study by Strong, Wishart & Asocial 
This study estimated that overall freight carutilra 
could Ik* improved on ConRail I by 31 percent,! 
car-days on line |>er load originated. The estimated i 
provement by car tyjx* was ns follows; 

Improvement in percent 

Plain l»ox_'_______ 

Kqnfpped box__ 

Onndola« -_-_____ 

Open top hoffper*___ 

Covered hopiiem__ 

To achieve this improvement, the implementation 
a computerized operating control system is 
Such a system would continuously monitor cir 
ments, predict needs for empty cars ns well its the 
tion and quantity of empties Wing generated 
loads, automatically fill some orders and assign dt* 1 
lions for some empties. This system should utilize 
distribution strategy which involves centralized 
of the various steps of car distribution except for 
local matching of individual cars to local caroi 
Extremely accurate and complete ‘'real time 
data are required for such a system. 

Improving the utilization of the car fleet 
reduce projected freight car acquisitions over it* 
years from 1976 to 1985 by more than 40*000 can 
ConRail I, saving an estimated $1.2 billion in fr 
car acquisition costs. 

Breaking ConRail into two or more systems 
materially reduce equipment utilization by disn# 
ing car pools and introducing additional intend 
The effects on car requirements and «»xi>en<litun* 
estimated to be: 


carl 


wool 


.— 

North; South . 

Ncutnri terminal* 


Addition! 


Ad 


Locomotive Requirements 

Locomotive use was studied to determine^ j 
quired fleet, by types and quantities of I (X ° m 
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several nltertiftte ( onRnil systems* A. 
^■wblrm was obtaining accurate data. A fur- 
L Jnnliration was that ConRail locomotive 


it complication was that t onKau locomonve require- 
L u w ni i,o appreciably affected by the upgrading of 
Ul and yard track, elimination of certain branch lines 

pooling and centralized control of motive - • 
i,»fr. Identifying and measuring the quantity and 
Linn of these modifications and improvements, and 
fir translation into locomotive requirements, was 
v J in determining future fleet size, year by year. 

IVtm Out nil has over 4,000 locomotive units, or 
Ipprvrnt of the bankrupts* locomotive fleet (excluding 
tt,l: therefore*, efforts were concentrated on evaluating 
utilintion policies :nul practices. Visits were made 
thf “Blue Room” in Philadelphia, where motive 
rrr assignments are nm<le for the Penn Central sys- 
Visits weir, also made to selected yards and low- 
re facilities. Methods of assigning and utilizing 
ire (lower were studied* Utilization of locomotive 
lit* uas estimated on the basis of visual inspection, 
ipting of records and disciuwions with experienced 
suinel. 

In addition, n computer uioilel was const ructed, using 
‘factor Analysis” technique. Ten factors, each bear- 
m a railroad’s locomotive fleet size and composition, 
Foutmsideml* Numerical coefficients were determined 
*rh railroad for each of these factors. 

An anticipated decrease in slow orders, for example, 
w3d be translated into n reduction in locomotive unit 
^ftirnwents. This model was run and the results coni- 
uri with they 4 *on the ground” approach discussed 
mv.allowing u tine tuning of fleet requirements. 

Train tw|»iivaienti> and switching, volumes in yards 
1 blocking project wore reviewed f<>* 
^ir effect on locomotive utilization and incorporated 
rw|uiri‘iuents for the several alternate ConRail 
configurations* 

1‘ ijwti'd 1976-1085 traffic growth of 20 percent will 
V !,ll! It patent larger fleet or 468 more loeomo- 
Wlita. Tile most significant improvement in loco- 
rt | vi * Ntilixation occur from track and yard re- 
*l*- ifttiiHi. allowing more efficient use of locomotives. 
**hfxprrtty| e ]<m omotivo fleet 
17 parent, nr 7*22units* 

* k 1 W r *ra rv little slack exists in PC 

■"^ive distrihut 


on 


exists in 

.. .... those units centrally 

'■••"tli-il. Mom exiting slack may l>e attributed 
lark Of 


N 


con- 


■■■ I'tHiiputeruEMl reporting and _ 

'*■ all location information and control is 
j |)fi J" 1 ''! by telephone. It is estimated that installa- 
»“li«n* N 1 itmgdftta system supplying 

a!l, l complete “real time” utilization informa- 
#ili «»•* nn * ra ^ zw l distribution point could improve 

IV’a 1 ° n ^ *" ^ 1 * loa *^ 2 percent. 

‘■‘-■‘f <•{ micpml size of the merger partners, 
savings 


coupled with improved servic¬ 


ing facilities should improve utilization by a further 
2 percent. 

Electrification . — Tn view of the uncertain energy sit¬ 
uation and projected'traffio densities, electrification may 
be economical for certain high-density ConRail routes. 

-Because of the lend time for feasibility and engineering 
studies prior to u decision on electrification and the lead 
time for the implementation of an electrification pro¬ 
gram, no immediate effect on locomotive requirements 
has been anticipated. 

Rail Industry Productivity 

Much has been written lately aljout the need to im¬ 
prove railroad productivity. The Final Report of the 
Task Force on Railroad Productivity to the National 
Commission on Productivity and the Council of Eco¬ 
nomic Advisors, Improving Railroad ProducUritg 
(November 197:1), focused on this subject. 

The preceding sections of this Chapter have dealt 
with productivity improvements possible within the 
discretion of ConRail management. Though additional 
productivity gains would reduce the government’s role 
in ConRail, major productivity gains further than those 
previously described in this Chapter are beyond the' 
sole discretion of ConRail’s management. Achievement 
of these productivity improvements will require, in 
some cases, the coojwration of labor and other rail¬ 
roads—which also have much to gain. 

Capital Productivity 

In developing the Preliminary System Plan. USRA 
has focused a substantial effort, on improving t lie pro¬ 
ductivity of plnnt and equipment investment. In doing 
this, USRA recognized that the normally “sunk costs'' 
in plant and equipment investment, are essentially var¬ 
iable costs in establishing ConRail. 

" To improve capital productivity, USRA has identi¬ 
fied opportunities to rationalize and rehabilitate plant, 
consistent with' present and future needs. In addition, 
major studies have been made of freight car and loco¬ 
motive utilization. As a result of the implementation of 
the recommendations contained in this report, equip¬ 
ment utilization is expected to be improved by 81 per¬ 
cent, with present car service rules. With this improve¬ 
ment in utilization and by fully rehabilitating only key 
lines, rather than all of the existing facilities. ConRail’s 
capital requirements have Iveen reduced by more than a 
billion dollars. 

As discussed in Chapter 4, USRA is considering 
numerous joint-use projects that, will improve capital 
productivity further. As with facilities, opportunities 
exist to reduce equipment requirements even further 
if more efficient yet equitable car service rules can bo 
developed by tho industry. Such rules would reduce 
empty car backhauls. 
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Manpower Productivity 

In addition Co improvements in productivity, the 
financial projections in the Preliminary System Plan 
also reflect greater efficiencies in train and yard opera¬ 
tions resulting from improved planning and control 
and plant rehabilitation. These financial projections are 
based on improvements that can be made within exist¬ 
ing labor agreements, assuming that the implementing 
agreements required for ConRail under the Act pennit 
normal integration of operations as the properties are 
merged. Savings resulting from possible changes in na¬ 
tional and local labor agreements have not been in¬ 
cluded in the financial statements set forth in Chapter 
14. 

Revenue Ton-Mile* Per Employee ,—As noted in 
Chapter 12, ruilmad industry employment fell over 60 
percent from 1947 to 1973. During that same period, 
revenue ton-miles (RTM) increased 30 |>ercent. result¬ 
ing in a 4.8 percent com|»oundcd annual improvement in 
revenue ton-miles per employee. It should be noted that 
during this period the railroads significantly reduced 
their role in passenger, Icss-than-carload freight services 
and rail car shops which had little effect on RTM but 
had a great effect on employment. 

In the last five years, RTM have shown a 5.4 percent 
compound annual improvement, and between 1972 and 
1973, RTM per employee improved hv another 10.7 
l>erccnt. 

On the other hand, productivity gains measured by 
.RTM per employee have been more than offset by the 
quadrupling of average annual earnings per employee 
(excluding fringes) since 1947, at a compound annual 
rate of 5.7 percent. With average revenues per net ton- 
mile increasing at a compound annual rate of only 1.6 
pe rcent during the same period, the. RTM per dollar of 
employee com|>ensation fell from 150 in 1947 to 120 in 
1973. Most of this decline occurred in 1970 and 1971, 
when RTM per condensation dollar fell from 143 to 
123* The rate of decline leveled out with volume growth 
in 1972 and 1973. 

Reasons foi % Past Gains , — Several factors account for 
the productivity gains previously discussed. Reductions 
in passenger and less-than-carload (LCL) services were 
a major factor. Traffic growth was also important, and 
this tended to help the railroads as changes in overhead 
tended to lag changes in volume. Another major factor 
involved in improving productivity has been capital 
investment, including: diesclization, growing use of 
computers, automation and mechanization of mainte¬ 
nance activities. 

Management |>olicies have played a significant role, 
too. Among the most important in tennsof productivity 
have been operating heavier trains, encouraging heavier 
carloftduigs and 0|>erating fewer train miles. To some 
extent, these changes have resulted from better plan¬ 
ning and control of operations, as suggested in earlier 


sections of this chapter. Unless carefully planned L 
ever, these management policies would, in efct', 
prove productivity by reducing the quality of fr n 
(liven the fact that average revenue per not trmn 
actually declined from 1959 to 1966, and only n*** 
the 1959 level in 1970 (during which |*riod tin 
ciation of American Railroads’ combined wigm*^ 
terial price index rose 63 percent), it i> not 
prising that rail managements have had a 
to make productivity gains, even at a sacrifice of*™ 
Any reduction of service, of course, aeceatuito 
surcs to depress rail rates, creating a downward* 
Urgent Reed for Further Gains. It is stated oh 
that dieselization in the 1940 s and 1950% saved 
railroad industry by increasing train size and 
locomotive maintenance. The extraordinary iusta!li| 
lions of track materials from 1935 to 1950 (ate fig 
4) may have had an equally profound effect on I 
power requirements (with the resulting appear 
of productivity gains) at least for the suiredingl 
years. Following this surge of track materials msulli 
tions, relatively little maintenance was rwjuirrd fa 
several years. When the bulk of materials instalk 
reached maturity, controlling mniiitenance-ofiij 
budgets liecnmc increasingly difficult. As the lirrs< 
materials were reached in the late 1960 % and 1 $ 
maintenance requirements became urgent, and defer 
of maintenance had a critical impart on ojieratiofi- 
service. The operation of heavier cats and heariertr 
compounded the problem. 

Just as management was running out of ways 
improve productivity, employee coni|>ensation a* 
sharply, and the RTM per dollar of employee compel 
tion took a sharp drop. Rapid traffic growth in Iff 
tended to relieve this problem in general: however, 
compounded the declining track condition problem. 


nuiftt « 

» CL*** I AAIIMOM* Tit ttfttAUAlH 
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mntfrinl replacement requirements are acccl- 
uinjand will cont inue above normal through the mid 
^ To survive this and other problems, the rail- 
iiijmust either raise rates substantially (and thereby 
Jj,lr drive away more of their present traffic baso) 
significantly increase productivity. 

Mlroinlt on Productivity Improvomonf 

When productivity is mentioned in the railroad in- 
gstry. the discussion usually centers on const raints im- 
Ked by labor agreements. In the last few years, both 
ujgiw'nt and lalior have recognized their mutual 
ltd to come to grips with productivity. While it might 
|ir*u«l that the pace of change should be accelerated, 
iiftjwars that progress is being made. 

Preliminary analyses by the USRA staff indicate a 
Dtrntial for substantial productivity gains through 
bps in work rules, crew consists, bases of pay and 
Wt distinctions. No attempt has been made, however, 
Msticipat* the outcome of current labor-management 
feciKSom of some of these issues in preparing the Pre- 
■iniry System Plan. 

The Art anticipates that implementing and collective 
burning agreements for merging the properties will 
Iwgotiated by ConRail and the unions involved. How 
U9 agreements are negotiated will have a significant 
W«t on the operations and viability of ConRail. 




ConRail will be formed by merging several bankrupt 
railroads. Historically, mergers havo generally resulted 
in a continuation of existing agreements upon which 
general implementing agreements have been laminated. 
The problem with the resulting complex agreements has 
been that frontline rail management could not operate 
as flexibly and efficiently ns possible. 

Supervisors have l)een unaware of what could or 
could not be done according to the agreements. This lias 
occurred because frontline supervision's first responsi¬ 
bility is running the railroad and providing service. 
With the tradition of moving management frequently 
from place to place and with the poor physical plant that 
exists on the bankrupts today, supervisors have been 
totally preoccupied with simply keeping the operation 
running and have had little time for learning the idio- 
syncracies of each local agreement 

It is imperative that ConRail’s implement ing and col¬ 
lective bargaining agreements be oriented toward in¬ 
creasing productivity and be structured in a relatively 
simple straightforward manner so that they can be un¬ 
derstood. With the severance protection clauses already 
contained in the Act, ConRail may be able to commence 
with such a set of agreements without adversely affect¬ 
ing the present employees of the bankrupts. 

Equity, imagination and perspective as to future 
needs of the industry and its employees will be neces¬ 
sary as these agreements are negotiated. 
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6 

Facilities and Equipment 
Evaluation and Planning 


The Association has had under study a vast railroad network 
covering 17 states, including nlmit SI,000 miles of righl-of-u'ay, more 
than 4)500 locomotives and 175,000 freight cars, as well as shops, yards, 
signals, bridges a nd other facilities. 

The Regional Rail Reorganization Ad of 1078 recognized that 
correcting the problem of deteriorated facilities and inadequate 
equipment condition is essential to ConRaiVs success and directed the 
Association to plan for the railroad's rehabilitation and ongoing normal 
maintenance. 

The first task was to compile a complete and refined inventory of all 
such assets and to determine their condition. These data formed a base, for 
USRA planning decisions and rehabilitation strategy. This chapter 
outlines data collection methods and recommends a plan for restoring those 
physical elements essential to ConRaiVs success. 

Correcting the deteriorated condition of the bankrupts' facilities 
and equipment unit require a substantially greater public investment 
than previously contemplated. At current prices, the Association esti¬ 
mates the cost of eliminating deferred maintenance on lines included in 
ConRai! at a minimum of $2 billion. Even with the proposed reduction 
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in lines, 'proper rehabilitation vrill require the laying of about tm 
track miles of new and second-hand rail and 24 million new croofeJ 
each year, plus repair of innumerable bridges and buildings, the roafoa 
and the signals and communications network. There are amdrainJ 
other than those of a fiscal nature, the greatest of which is the lad 
sufficient steel rail. 

A program to bring the ConUail equipment fleet to its proper*# 
and quality will cost a minimum of $700 million (in 1073 dollar 
plus the cost of improvements to major shop facilities. The plan al» 
proposes the acquisition over a ten-year period of about 800 new /mJ 
motives and 20,000 7iew freight cars. The Association has preparM 
these estimates carefully and believes that they reflect reasonable o»J 
necessary investments. 

This chapter also deals with such issues as the slwp facilities I 
be retained, the extent to which the railroad should be rehabilitated aa 
the priorities which must be set in view of the magnitude of uwk require 
with limited availability of resources. 


JXrtcrioration of track, locomotives or freight cars 
leads to a decliuo in a railroad's ability to provide effi¬ 
cient and competitive transportation service. As ship¬ 
pers Ijceomo dissatisfied and divert traffic to other rail¬ 
roads or transportation modes, revenues stagnate or 
deci-ea.se as day-to-day operat ing costs increase because 
of the lower efficiency of the physical plant. This has 
Iwcn the situation of the bankrupt railroads in tho 
Region. Under tho Act, tho Association, is responsible 
for conducting studies and formulating plans to reha¬ 
bilitate, maintain and modernize these properties. 

The. physical plant of the railroads under study is a 
vast network covering 17 states and including 21,000 
miles of right-of-way, more than 4,500 locomotives and 
175,000 freight cars, as well as shops, yards, signals, 
bridges and other facilities. 1 It was first necessary to 
compile a comprehensive inventory of the existing fa¬ 
cilities and then to assess their condition. Work neces¬ 
sary for rehabilitation as well ns possible constraints 
(such ns material and manpower shortages) to conduct¬ 
ing a rehabilitation program were identified. After 
evaluating the required work and possible constraints, 
programs for ConKail’s rehabilitation, maintenance and 
modernization were developed. 

These programs were predicated on the. need for im¬ 
provement of the plant and equipment to nil acceptable 

1 The flgurra cniiliiliietl In this chapter do not Include the faclUtlo* And 
equipment of the Krl«* Lackawanna Hallway. Preliminary Investigation! 

arc bring made by I'SKA *tuft ot the Kb plant nud iHpiijuucut and tlidr 

relate) rehabilitation coat. 


level it quickly ns possible but also reflect realistic i 
sumptions regarding the effect of both material *wH| 
nnneial constraints. Equipment programs were taj 
on projected locomotive and car needs, b**d 011 
size and condition of the bankrupt carriers pny^l 
fleets, projected traffic growth and projected equip'' W 
utilization. J 

Tho present condition of the bankrupt nmnWJ 
physical plant is’one of the major problems in dcvwj 
ing a successful ConRail able to fulfill ths requinriwij 
of the Act. Improvements in operations ami poh“T 
marketing gains are dependent on improvement ■ 
the plant. These essential improvements J 

maintenance costs .substantially in excess o ! ^ s j 
.levels to compensate for the past inuintennnu 1 
policies of the railroads. . , J 

The proposed rehabilitation described m * ' jl 

and reflected in the pro forma statements ((-’“I’ J 
was developed by programingwhat 
lie accomplished, assuming minimal dime' 1 ' 11 " J 
coming various constraints on the *vai a fl J 

pow rial and equipment. The* I’ r 

reflect: 

• Eliminating all presently deferred niaintc 

1989, _ 

• Correcting the deferred mmntenanu 
tinue to occur until a sufficient i»°!- 
underway, and 

• Normal annual niaintcnanco req 111 


70 













9103 


Should ConRnil not be nhlc financially to support nil 
the necessary re habilitation work at the Association’s 
rejected rates of renewal, the proposed program can, 
f necessary, progress over a longer period of time by 
retailing less rail, fewer ties and less other material 
year. Obviously, all long-range programs require 
rioficrenew, nnd ConRail will lie able to make revi- 
i<x& to the Associations presently projected program 
the light of future traffic patterns and operational 
wtranents resulting from rehabilitation activities, 
lint major revisions to the present program, however, 
14 not be appropriate until ConRaiPs plant has 
rehabilitated to the point where: 

• Trains can get over the road effectively, 

• Yard operations are improved significantly to 
handle traffic efficiently, 

• Signal systems, structures and other facilities are 
reliable, 

•Operations and traffic patterns have developed to 
the point where more definite projections are pos¬ 
sible,and 

1 Future funding requirements and ant icipatcd fund¬ 
ing levels are determined. 

Tbe magnitude of deferred maintenance is so great, 
however.that the program realistically cannot be com- 
liromnad in its early years, When operating efficiencies 
lilting from the rehabilitation program are available 
loConRail and when future demands on the plant lmvo 
r tt«r definition, review and appropriate revision of 
^ program will, of course, be required. - 
Traditionally, the level of maintenance lias l*»cn a 
of available financing and the degree of oper- 
nig efficiency which railroad management felt desir- 

• in light of overall circumstances. But (YmRail is 
^ a traditional situation: the lines to be included in 

are so deteriorated that normal rules do not 
P'plb^lule the Association’s rehabilitation strategy 
r D^°r ^ 0r SO,n< downwanl IfQIWlI dwittg 

p^wil sformative years if availability of financingor 
Serial dictate no other choice, the congruences could 

1 ilWMbon’a rehabi v recognizes 

** some .sacrifice in operating efficiency may \yo re* 
,n «t the light of overall material and financial 
^ How over, tbe result may In* higher long¬ 

er! r. ? ^' 00rp| wrv W and possible decline in market 
r niiv ; 0 ^ Xftm P^ 0 ' ( and profitable piggyback 

Sl ^posRiblo if the railroads’ main lines cannot 
high-speed operation. Further. 
mL, ? 'ostscan 1 x> affected l>\ lower main- 

[ ;"£•»*. thw 

rra> H | resulting from derailments and 

, j ^ dnitas, 

Wk ' 'Kv-to-day basic maintenance just to 
thd. 1 ,IS 1,1 °l x, nttion. which is far less efficient 
Programed renewals, 


• Increased train and engine crew costs resulting 
from increased times to get tin ins over the road, 

• Increased per diem payments and other mr utiliza¬ 
tion costs because the cars simply do not move as 
quickly both over the road and through terminals, 
ami 

• I^ost revenue because tbe plant cannot adequately 
Imtulle business. 

Whatever course of action may 1 h» necessary, obviously 
priorities will Ik* applied as to where work is done first. 
First priority must be given to those* facilities retained 
in the Final System Plan which presently meet only 
minimal safety standards. After satisfaction of those 
requirements, the Association’s plans provide for a 
staged approach, keyed to priorities, where the rehabili¬ 
tation effort will produce a prompt impact. This strat¬ 
egy will be dictated by requirements such as: 

• Traffic patterns, 

• Train ojieniting cost reductions which will result 
from an improved plant, 

• Customer service, 

• Equipment utilization, 

• Equipment costs, 

• 1 terailment costs and 

• Ongoing interim maintenance costs. 

On the basis of the route classification presented in 
Chapter 3, geographically specific rehabilitation priori¬ 
ties are as follows. 


Priority lyi*' 

First_Principal through freight routes 

Second_Secondary' through freight routes 

Third___Primary feeder routes 

Fourth_Secondary feeder routes 


It should Ik* noted that with resj>ect to the secondary 
feeder system, these short local sendee lines (discussed 
in Chapter 7) are unlikely candidates for rehabilita¬ 
tion. barring local support from shippers or from com¬ 
munities. Industrial switching tracks, yard tracks and 
passing tracks will be rehabilitated and/or maintained 
in accordance with tbe routes they support 

These programs are described in more detail in the 
following pages. Because of the different characteris¬ 
tics of equipment as compared with track and other 
physical facilities, this chapter describes the V>«<ieia- 
tionV planning activities and proposed programs sep¬ 
arately for each of these essential eonqjonents. 

Physical Facilities 

The physical plants of the railroads under study were 
identified and evaluated in the following categories: 

• Tracks consisting of 43,01)0 track miles, including 
switches, grade crossings of highways, and rail 
crossings of other railroad lines. •‘Track miles" rep- 
resent the total mileage for all track on the rail- 
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roads ns opposed to “route miles” which reflect 
miles of right-of-way, regardless of the number of 
tracks. 

• Yards, ranging from large classification yards 
where trains am made up for movement over tho 
road to small industrial yards from which cars are 
delivered to customers; 

• Signal systems, including signnls governing tho 
movement of trains, grade crossing protection and 
various detection devices, such as devices which can 
detect hot journal boxes, excessive height, dragging 
equipment, etc.; 

• IS rid yes of various sizes, types and ages; 

• Tunnels of various lengths and construction types; 

• Servicing facilities, such as facilities for the fueling 
of locomotives; 

• Shops for repair and overhaul of locomotives, cars, 
equipment and roadway work equipment; 

• Buildings, usually inventoried and reported as a 
component of another facility; 

• Freight terminals; 

• Marine terminals; 

• Electric traction , including overhead wire and 
third-rail systems; 

• Other electrical , including substations and trans¬ 
mission facilities, although much of this category 
was inventoried and reported as a component of 
other facilities; 

• Communication facilities , largely inventoried and 
reported ns a part of other facilities; and 

• Data management facilities , mainly inventoried 
and rex>ortcd as a part of other facilities. 

Development of realistic rehabilitation estimates re¬ 
quired not only this inventory but also an assessment of 
present condition, Xo existing study provided a com¬ 
plete inventory and assessment of all of the facilities 
of nil the railroads under study. Further, it- was essen¬ 
tial that the Association hose its planning decisions on 
indei>endcnt data. USBA’s data-gathcring task was 
completed by several engineering consulting firms with 
one of the consultants acting ns the project’s technical 
direction coordinator to assure uniform sampling, rc- 
|>orting and estimating procedures. 

A uniform inventory and assessment procedure was 
constructed for each facility category, including sam¬ 
pling techniques designed to provide confidence in tho 
data for each facility category. For example, the sam¬ 
pling technique for running track provided detailed 
specifications for inspections every two track miles—a 
2.f* percent sample. These samples were supplemented 
by interviews with railroad supervisors ami an inspee- 
t ion t rip over each line. 

In addition, USRA staff made onsite inspections, 
further reviewed and refined the consultants* data and 
visited representatives of tho bankrupt railroads and 
material suppliers. As anticipated, the study confirmed 
that past inadequate maintenance has caused deteriora¬ 


tion of a major portion of the bankrupt railroad* tn. 
and other facilities. Tho bankrupt railroads, r*ri» 
consultants and representatives of government, in 
try and labor had also reported this deterioration. 

Tho Department of Transportation had an era]* 
tion of the Penn Central Transportation Company pr. 
formed by a team of six chief engineers of sotr, 
Class I railroads. The chief engineers evaluated tb 
condition of tho facilities and reviewed existing mu 
tenaucc and rehabilitation programs. Their report pn 
rides the information required to support the propia 
for the use of .Section 215 funds as described in Gup 
15. Their facilities evaluation was performed, a? ■ 
USRA’s, during the fall of 1974. The findings oft 
report support those of USRA, particularly in re^n 
to tho immediate, need to progress rehabilitation. i 

The USRA engineering consultants’ study also pn 
vided the necessary detail for preparing rehabilitate 
estimates reflecting the cost of restoring the railn 
track, yards, signals, shops and other physical facility 
to their previous best level of utility. Using establish 
railroad industry standards, rehabilitation requiren 
were determined and then identified by standard ra 
units which were developed for nil required nmintc 
functions such as laying new rail, installing ties, repai 
ing structures, renewing signal items, etc. 

Standard costs were determined for each such w 
unit to translate the required maintenance wort in 
dollar amounts. As of August 1974. the enginwrinj 
consultants estimate tliflt rehabilitation of all the i 
roads’ track and other facilities to their previous! 
level of utility would cost approximately &*.$ hill 
This estimate assumes no constraints to performing^ 
required rehabilitation work and includes no 
maintenance costs; it - merely indicates what if 
have cost to rehabilitate all the railroads’ existing b 
ties to their previous l>est level if the work cou!<i 
been performed during the third quarter of lM. '' 
summary of anticipated rehabilitation expenditure 
facility is shown in Table 1. 

Though this estimate was no _ 

the magnitude of rehabilitation work required w I 
cient operation, it assumes “instant" rehtbilit* 

1974 dollars without regard to inflation or - I 
material constraints which, as i|i-< ti--’ ■ I 

pages, require that rehabilitation "ot r ; 

. iml.of year*. .. 

USRA staff for elimination of deferred imtm I 
on all i to be included in < onl» ; i ' '• 

years. However, the rehabilita'. 

| 

estimated to lie $-'100 million. This estimate i> ^ 
improving the facilities to accommodate 1 s '" a 
use and is stated in constant 19" ;i dollars. | 
inflation is descrilied in Chapter 14 desen ""*> 
analysis of the Preliminary System 1’hui. 


72 











9403 


TaulU 1 .—Summary of estimated rehabilitation costs * 


raclUl/ 



Tr*~ 


►nWrfbclUUf?— 

mm- 

- 

tyUk tnrififlfc 

Ibrtnr imalnali. 

ttt* - 

Offer *fe<trfci!- 

Cranialtom. 

T*Ul... 

f ra rncx 1 —--— 

Cnd 


Labor cost Equipment cost Commodity cost Kanin, total 6alva*e crrdtl 


$970,034. MO 
1,364.5*4 
», 429,000 
378.904.667 
43,047,027 
100. 4hl 
336.710 
54,406. WD 
RW.3K6 
3,222,359 
12.044,572 
3, J31.TM 
25.130 v^h 


1,416,020,017 


$37,700,471 
91,120 
000, M0 
02,336,30 
1,715,420 
19, (W7 
97X161 
X 491. 4 *3 
34. M2 
146,447 
401. t<5 
*1.3» 
1.361.374 


157,000.313 


$1,770,061.44* 
4.550,355 
31.404.972 
152,175.035 
H.996.H52 
419.101 
3,213,422 
21. M2.553 
139,91$ 
6,991,761 
5,311, '49 
3.217,543 
IX 046, 410 


2.026.13X309 


$X 727, $05.77V 
6006.050 
55,524,492 
540.604,994 
M,76l,&«9 
607.679 
4.72*. 2*3 
79.760. 93* 
32*4,065 
U. MU 747 
17.762.91K 
6.930.655 
4 ,V 110.622 


1,602.115.0* 


$43?. 936,272 

0 

0 

-I.34K.767 

0 

0 

0 

0 

0 

-33.573 

0 

6 

0 


- 442,337.614 


Total cost 


$2.237. MO. 707 

6,006,060 
55.524.483 

an, 159, ns 

M.761.3M 
607,670 
4.728,283 
78,760.936 
329,065 
9,327,172 
17,762,91$ 
X 830,655 
IX 130.622 


3.100.77X0(44 
613,191,000 


3,773, *«60,061 


•TV» Ajurei rtlWt th« condition of the Penn Central Transportation Co., the 
I vii* Co., (be Cmtral Railroad Co. 64 New Jerwy, the Lrtilfh Vallry Railroad 
.. ’M Lfhlth 1 Hudson River Railroad Co., the Aim Arbor Railroad Co., ami 
to JVnraytnclvRwMJhitf Seashore Liner. 

CtcuniKxy spj'brd by the loehukml direction contractor. 


. To develop programs for performing, the necessary 
«ork over the required number of years, tlic study in- 
■ rnled detailed information describing the required 
*ork functions for the rehabilitation .of cuch segment 
of track and of eacli facility. A comparison of major 
t f<rrcd work units required for all the railroads stud- 
^ and for the lines included in ConKnil is shown in 
T»ble 2. 'Eiese figures, of course, will be- further refined 
* planning continues toward the formulation of a 
System Flan. Future planning will deal with 
’‘fined programs and produce refined estimates, 
yiththe inclusion of the Eric Lacka waium Railway 
1,1 development of the ConRnil structure, some 
. n £* s ^ ,c proposed rehabilitation programs may 
! ^ I1W8S ^*y* Lius proposed transfer of selected Reading 
*?**** Chcssic System and the projiosed trackage 
; agreement with the Clicssie. D&II and the N«fcW 
j!' rehabilitation costs by approximately $20 
J P°.* ^ effort to estimate deferred maintenance on 
* Lackawanna is currently underway. 

lt Summary of major deferred i cork unite <1* of August 
1974 


r^Ni 


... 


I 





ah 

* altN m 

jUkhrrl 

Tropon^l 

consolidated 

Systran 


5,624 

4,955 

--—.. 

4. $09 

3.485 

'*** ## ••••• 

10.522 

9.340 


20. 1 

2ai 


536.WC 

424,000 

.... , 

16.093 

7,494 


w:\ocn 

406,000 


RinuDixlicd by cusiomijif canniltAiits to VSR A. 


Source: Uala collected tor U8RA tmto inventory and assortment rontrnct. 
Note: Tlieie (ljrum reflect the real of irhahUltatinr th* railroad facilities to their 
rati mated previous l»it level of utility They were prepared usinf 3d quartet 1974 
dollar* and do not consider any comtraiuU to perlormln* the rehaWlilatlon work 
and do not include any normal uuintoumce. 


Constraints and Assumptions 

('on Rail's rehabilitation requirements are so vast that 
availability of manpower, equipment and material must 
lie considered. Various const mints to parrying out a 
rehabilitation program include: 

• Lack of material (rail, ties, ballast, etc.), 

• Lack of qualified maii|>owor, 

• Availability of new roadway work equipment and 
the condition of the railroads’ existing equipment, 

• Availability of rail welding facilities ami related 
equipment. 

• Interference of maintenance-of-way work with 
day-to-day railroad operations and 

• Financial constraints/ 

From information supplied by the railroads and 
material suppliers, ns well as other research, USRA. 
staff prepared Assumptions of the extent to which the 
required equipment, material and trained manpower 
will liecome available. These assumptions me summar¬ 
ized in tlie box and discussed below. 

iiaU renewals —Present estimates are that the lines 
included in the Preliminary System Plan contain al¬ 
most 8,400 track miles where rail replacement has lieeu 
deferred. Even with the reduction of lines proposed 
in this Plan, it is envisioned that rehabilitation will 
require laying as much as 1.650 track miles (approxi¬ 
mately 870 new and 780 second-hand) annually ( Figure 
1), an effort far beyond present capabilities. Rail laying 
activities will be constrained by lack of: 

• Ability to purchase new rail, 

• Facilities to weld rail, 

• Welding trains to distribute continuous welded rail 

and 
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SUMMARY OF ASSUMPTIONS AND PROGRAMS 


War 


CSRA programs protide for-~ 


1975 


1976 


1977 


12 new tic gangs 
1 new rail gang 
12 new surfacing gangs 
224 special ballast cars 
£4 tic care 

TRAINING PROGRAM ESTABLISHED 

8 new tic gangs 
060 special ballast hauling cars 
80 tic care 

additional welding line 


10 

1 

2 

660 

80 


1978 


1979 


1980 


1981 


new tie gangs 
new welded rail train 
new' rail gangs 
special ballast hauling care 
tic care 

ADDITIONAL WELDINO LINE 

6 new tie gangs 
2 new welded rail trains 
2 new' rail gangs 
556 special ballast hauling care 
56 tie care 

MAJOR NEW RAtL WELDING FACILITY 
NEW RECLAMATION PLANT 
NEW' SIGNAL SHOP 

5 new welded rail trains 
2 new rail gangs 

6 new welded rail trains 
2 new* rail gangs 



l^ogram projrttkm* 


— I 

440 

miles of rail available- 


of ] 

2, 600, 000 

new ties available. 

•.5*% 

cf a«tl 1 

380 

miles of rail available--... 

.23% 

of ncec 1 

3, 500, 000 



of w«d j 

630 

miles of rail available- 

.3S% 

of wtd 1 

4, 300, 000 

new ties available—-- 

.84% 

of Mtd j 


760 miles of rail available.. 46% of 

5,000,000 new ties available.98% of ** 

920 miles of rail available- 56% oitted 

5, 000, 000 new ties available----.98% dtM 

• 

1, 600 miles of rail available--•. 07 % ** nw * 

5, 100,000 new tics available.100% 

1,650 miles of mil available--...-*00% 

5,100, 000 new tics available.*°°% “ 


• Equipment and qualified manpower to install new 
rail. 

The availability of new rail is severely limited by the 
capacity of the nation's four rail mills. Present esti¬ 
mates aix* that only 210 track miles of new rail will be 
available in 1975 to the railroads under study, despite' 
an estimated need for 870 miles of new rail during each 
year of Con Rail’s rehabilitation program. 

The present decreased demand for steel may free some 
additional ingot capacity for rail steel, hut the limited 
rolling and straightening capacity of the mills makes 
the exact amount uncertain. Although USRA’s pro- 
|xwcd programs do assume some increase in the avail¬ 
ability of rail between 1970 and 1979, a new rolling mill 
will he required to fully alleviate the problem. 

After 1980, the supply of rail should no longer limit 
the proposed program, if a new rail mill or improve¬ 
ments to an existing facility will be operational by that 
time. 

Because of fiuctuating orders over the last several dec¬ 
ades by the rail industry, the steel industry has been 
unnhle to justify extensive investments in new rail- 
making facilities. Discussions between USRA and steel 
company officials have developed an indication of will- 


FIGURE t 

PROJECTED RAIL RENEWAL 
PROGRAM REQUIREMENTS 
1976 - 198-1 

NEW RAIL ‘ 

TOTAL PROGRAM RAIL —— 

GANG CAPACITY 

HAULING CAPACITY - 



SOURCE! US* A STAFF ANALYSIS 

• gQflgiiK * I 

ingness on the part of the steel coin ^ l, |' ( ^ on Rail ^ 
increases in capacity in order to meet , u Q f tbs 
liabilitation needs/ To assure the avauau* . 
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M^city, ConRail may need to enter into a long-term 
{jjuncitl commitment with the industry. 

Increased availability of useablo second-hand rail 
ind switch material will result from stepped-up rc- 
mw» 1 programs, and it is crucial that rail and other ma¬ 
terial from abandonments be available for use else¬ 
where. To accommodate the anticipated need for use- 
t l 4 t mood-hand material, the programs proposed by 
I'SRA provide for a new reclamation* facility and 
, System Signal Sliop 3 to be operational by 1979. 

I'SRA's proposed program also is constrained by the 
{.Wtmk mile capacity of the railroads’ three existing 
nil welding facilities. Plans provide for two addit ional 
putable welding plants, one at Lucknow, Pa.,, in 1977 
imlone nt Columbus, Ohio, in 1978. Plans further pro¬ 
tide for a major new rail welding facility by 1979 to 
aiievethe capability for welding the 1,650 track miles 
per year that will be required for rehabilitation. 

Kail welding also requires the ability to transport 
1 continuous welded rail, and the railroads’ existing seven 
added rail trains can transport approximately 580 
track miles annually. The proposed programs provide 
for one new mil welding train in 1975, which is in¬ 
vaded in the Section 215 program, one in 1977, two 
i l-'*78, five in 1979 (coincident with the proposed new 
I tail welding plant) and six in 1980. 
hre.n with provisions for a new rail mill, a new rail 
■elding plant and 14 new rail welding trains, TTSRA’s 
I'rocrain may also be constrained initially by the avail- 
i Vilify of trained lnbor and supervision to carry out the 
)l and to assua* maximum production for dollars 
ynt. I hough present indications are that manpower 
1: I*- available, training programs for both existing 
e«l now- employees will become an essential part of 
1 ' bail s overall rehabilitation and maintenance pro- 
I pa'ns to assure the required labor. 

I Realizing the investment in training, plans further 
1^- ic for a more stable working force so that trained 
|!, v ° vws arc JWt lost because of seasonal furloughs. 

| • nijwraiv employees will, of course, still he required 
j* . w ‘ ason »l demands. As sufficient trained nmn- 
Lrj’** 0 -* 3 ava ‘* ft ^ c » 0,10 new rail gang will Ik* 
h ii w" i 19 " 5 ’ 8n<1 hvo . onch }^ar from 1977 through 
, 11 1 ‘ m I ,r oved training, supervision and schcdul- 
Hiiere"- act > v ities, the programs also propose to 

• * •'0 percent increase in rail laying productivity 

! «<mil " 11 HT • vears 5 from 80 to 120 track miles per 

iwr gang. 1 

| \ !<r Tl»c 28,000 track miles selected 

-4 lu ll*! U UX ! hc Prolin wwtry System Plan inquire 
1 ties annually to prevent further detcri- 

I * n,, T * b °M* *»» material. aach as fro**. 

t ' :l " lr>rk.... ' lr ’ 1 ‘elkes, bolt*, etc., made available from re- 

uf «2l M !? U ,nt Habere. 

>l|a«l tvo.!.,: , 1 ,,, 00 f ” cl!l<r ' “ **enal repair abop repairs and 
I Mrltdi J, , ** ,ucl1 ** rel*ya t code equipment, electronic 

| 'WlBinu. 1 1 alsnals. and automatic highway crossloe 


oration. An additional 2.7 million new ties arc needed 
during each year of the rehabilitation program to coun¬ 
teract the inadequate tie renewals of the past. Compared 
with the present annual renewal rate of 2 million, the 
Consolidated system must Iks prepared to insert 5.1 
million new t ies each year. The three constraints to a tie 
renewal program .are: 

• Ability to purchase the ties, 

• Availability' of roadway work equipment and 
trained manpower to install the ties, and 

• Availability of proper equipment to transport the 
ties to the work location efficiently. 

Decreased demands upon the lumlx*r industry have 
improved the availability of ties, and the tic industry 
hns indicated that, with sufficient advance commitments, 
ties will lie available. Initially* there will be some pro¬ 
duction problems, especially in providing sufficient 
treating capacity, but these problems should not con¬ 
strain tie supplies lieyond 1980. Estimates are that 65 
percent of the ties required will lx* available in 1976, 80 
ixrcent in 1977, 93 percent in 1978 and 1979 and 97 
percent in 1980, 

The railroads under study* now have 35 tie gangs 
which, if properly staffed and equipped, can insert 
approximately 2.1 million new ties annually assuming 
present levels of productivity. USRA’s planning pro¬ 
vides for the acquisition of 36 new tie gangs over a 
4-year |H*riod commencing at the end of 1975, 12 of 
which arc included in the Section 215 program. A very* 
high level of training and supervision will be required 
to maintnin present production levels and also progres¬ 
sively to increase each gang’s productivity 10 percent to 
approximately 71,000 t ics per year. 

Revisions of existing procedures as well as new proce¬ 
dures will assure optimum production for the time and 
money committed to these maintenance activities. For 
example, on some lines, particularly' where there is 
heavy traffic, it may he desirable to work two gangs in 
the same general area to assure muximum production 
during the time the track is removed from service and 
available for maintenance. Proposed tie renewal activ¬ 
ities are summarized in Figure 2. 

Ballast and track surfacing .—Track surfacing in¬ 
volves the distribution and compacting of ballast under 
the ties to correct the track’s profile and the cross level 
relationship of one mil to the other. This activity is 
closely* related to rail and tie renewals. Twelve addi¬ 
tional surfacing gangs arc planned in 1975 and included 
in the Section 215 program. 

In addition to replacement of obsolete units, these 
gangs should fulfill the requirements for the. con¬ 
solidated system. Training programs, especially for 
machine operators and repairmen, should alleviate any 
manpower problems and, with proper training and 
supervision, it should be possible to increase annual sur- 
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FIGURE 2 

PROJECTED RENEWAL OF TIES 
1975-1984 



SOURCE USRA STAFF ANALYSIS 


facing capacity from the present 6,200 track miles to 
7,100 track miles. 

One possible constraint could he the availability of 
equipment to haul and distribute ballast. USRA’s plan¬ 
ning provides for acquisition of 2,100 special ballast 
hauling cars, 224 of which are included in the Section 
215 program, to be delivered over a 4-year period com¬ 
mencing in 1976. Without this, it would be necessary to 
rely on less efficient, regular hopper cars, since this 
would remove as many as 3.500 such cars from regular 
revenue sendee. 

Signals and commtmtcafiCH *.—The railroads under 
study incude more than 14,000 miles of track where train 
movements are governed by signals, more than 1,300 
automatically controlled* interlocking plants, 4 more 
than 20 classification yards where remote control 
switches and car retarders 5 are used for sorting cars, 
over 8,000 highway grade crossings with automatic pro¬ 
tect ion, various communication facilities including pole 
lines and radios and a variety of special protective de¬ 
vices which warn train crews of such dangers as hot 
journal boxes, dragging equipment) rock slides, etc. In¬ 
adequate maintenance and deferral of renewals has had 
an adverse effect on tlie.se facilities, and their mainte¬ 
nance and rehabilitation is included in USRA’s pro¬ 
posed programs. 

It Is estimated that correcting deferred maintenance 
on all the railroads-existing communications and signal 
facilities would have cost $100 million if all the neces¬ 
sary work requirements could have been completed 


4 An lnter!ncl»lng I* ■ switch or croup of irwltcho* Inter-connected and 
ftlgnal toulrolM allow tit* puwsf of trains from one track to another 

In proper sequence. 

D Car rctardrr* are found In hump yards where cars moving by gravity 
dowu the bump are switched to a selected track. The ear rctardera Ido* 
the movement of the freight car to nature proper speed for coupling. 


during 1974. (This amount is included in the previcwslr 
mentioned $3.8 billion figure for total rehabilitation 
Work functions in this area include renewal of bit 
teries, signal ruble, and the signals themselves, replay 
men! of obsolete interlocking plants, repairs to pob 
lines and renewal and repair of radios and other am- 
communication facilities. These activities initiallv will 
bo constrained by: 

• Lack of trained manpower and supervision to com- 
plete the necessary work activities, 

• Availability of parts and other material, 

• Engineering design lead time for modernization of 
signals and interlockings and 

• Iiong lead times for delivery of parts and material. 
Much of this material must be specially manu¬ 
factured for a particular project. 

Given proper provisions for training, the additional 
manpower requirements will not present a significii! 
problem. The key factor will be advance prognmiii? 
of projects, particularly those such ns centralized tnfi- 
control installations, 4 for which equipment must beqx- 
rially designed and manufactured. 

Bridge* and building *.—The railroads studied in¬ 
clude over 30,000 bridges of various age, design and eon- 
st ruction, ranging from small spans and culverts b 
major facilities such as the Hell Gate Bridge in >V 
York City. The railroads’ buildings enrompass erm 
thing from large stations to wayside shanties. 

Traditionally, the railroad industry has consider*! 
bridges and buildings as one category for maintain** 
purposes, with manpower historically classified ast?* 
BAB (Bridges and Building) force. It is estimatedtto* 
correcting deferred maintenance on this portion of n T f 
the railroads’ existing facilities would have cost appr*- 
inmtedy $727 million if all the work could have been 
pletcd in 1974. This amount is included in the prerionF) j 
mentioned total rehabilitation figure. 

BAB maintenance activities include building repair. 
renewal of bridgo timber and steel and bridge clear r ' 
and painting. The proposed program recognwts tnrt 
lead times for engineering design requirements, * j 
availability of steel and bridge timber, the nrailib. i. 
of financing and the availability of construction f aTrr * j 
to perform major rehabilitation will constrain mon 
st rucl ion and rebuilding activities. , 

Initial efforts in this nren will be devoted 1° ^ M 
requirements. However, sufficient labor and wnt^^ 
available for long-neglected cleaning and pain* in £ 
tivities. Recognizing the condition of many bridp^^' 
buildings, the proposed program initially P rml 
substantial intermediate repairs. 

• Centralised traffic control Installation* provide tor re ^ g** 

Uni? of many Interlocking plant* under tlie on • V** 

providing nlgnat* to that train* can run In either * ln i| 4 tjaa»a |Bl * r 
with movement governed by algnal Indication. Thew? k ^ ^ put1 
increane track u*e and often allow tor retirement u °‘ v 

track territory, 

- 
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Maintenance ond Rehabilitation Programs 

rSRA's identification of track and other physical fa- 
nljt j^ assessment of the facilities’ condition, identifi- 
ition of Conhail’s proposed use of these facilities, 
identification of constraints to performing rehabilita- 
j,ion. jnd sssumptions as to the extent to which these con- 
Ltnints can be overcome prpvidcd the basis for tho dc- 
Llopmcnt of ConRail’s long-term normal maintenance 
| ».m1 rehabilitation programs. These in turn provide'the 
tois for tlie maintenance cost estimates reflected in the 
pro forma statements in Chapter 14. The number of em- 
i necessary for these programs is shown in Fig- 

[snS. 

formal maintenances— Tho proposed normal main- 

I laarnce programs arc based on : 

• Determination of the size of the system, 

• Estimates of how long the track material (rail, ties, 

etc,) will last, 

• Development of a cycle, based on system size and 
the materials’ life expectancy, leading to 

• Geographically specific programs for necessary rail 
and tie replacement, track surfacing, track inspec¬ 
tions, weed and brush control and other activities 
to assure adequate maintenance. 

I.Vormal mninienance programs for facilities other than 
track are based on similar criteria that recognize the 
| life of materials, service, requirements, etc. 

Rehabilitation'.—' This is work required to “catch up” 
I*' deferred maintenance to restore a lirio to a desired 
Iftel of operation where normal maintenance cycles 
JbvMiot been followed in the past-. 

hJerim maintenance .—Rehabilitation work through- 
I' system must be spread out over a number of 
I . ^rs. Interim maintenance provides for expedient work 
|j»those lii; ned in the Final System Flan to 

operations until rehabilitation can be completed. 
I otyi ng actions .— This portion of the program is 
I wane what similar to interim maintenance and provides 
IU n ;r tnmin S Status quo on those lines not se- 
1 1 ° r inclusion in the Final System Plan until ar- 

ngeim-nts have l>een completed for their continued 
lotion r> r disposition. 

lorft of this nature is the least productive for | 
LT« m l’ 1 ' n>< l. Further, resources committed to 
Itaitj't • • nre not ® va *l®hlc f°r the crucially-im- 
L? f le ‘"bilitation activities ou those main lines sc- 

Ir ni t,n> ( °i T ,U f i011 “ l Final System Plan, where an 
1 , 1 , U ,' l”. V9 * c: 'l plant will contribute to less costly 

operation of trains. 

tl^-^-The operation of the railroad requires 
'• ,r enie' tt ' ntCa ^ ,Ue ^ orc ® the local level to linndlo 
i eSittes f"r unsafe conditions 
I laical ’' : '" ous work requirements which are irn- 

l^tieif 1 >nU larger production gangs. At 

,JlCC311X5 spread severely thin throughout 


FIGURE 3 


PROJECTED MAINTENANCE OF WAY 
EMPLOYEE REQUIREMENTS 
1975-1984 



'SOURCE. USRA STAFF ANALYSIS 


the railroad, and the proposed program provides for. 
their increase. 

Rehabilitation Strategy and Priorities 

Long-range programs require annual review in light 
of changing circumstances and available technology, 
and tho Association’s rehabilitation strategy recognizes 
that, in light of future revisions, eliininat ion of deferred 
maintenance may not be accomplished by 1989 as en¬ 
visioned in the rail and tic programs set forth in Fig¬ 
ures 1 and 2. Further, the strategy recognizes that this 
level of maintenance may never Ire fully achieved. 

Future maintenance decisions will be based on differ¬ 
ent requirements after the plant has been rehabilitated. 
Re-assessment of the program, when appropriate, might 
provide for revision in the rates of renewal for rail 
and ties. As mentioned earlier, however, this point will 
not be reached during the early years of OonRail’s 
operation. 

The relationship of reduced rates of renewnl and their 
effect on the number of years presently deemed neces¬ 
sary to complete rehabilitation is shown in Figures 4 
and 5. For example, an annual reduction of 750,000 tics 
and 400 miles of new rail from presently projected 
renewal rates would result in an annual reduction in 
maintenance expenditures of $05 million in 1974 dollars, 
but it would extend the program beyond the year *2000. 
It should lxs further noted that downward revisions 
of renewal rates in the past are one of the major reasons 
why the railroads’ physical plant has so much deferred 
maintenance today. 
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FIGURE 4 

iiAIL E2JIABXUXAI10S STHA.TECT 


RAIL (TRACK WILES) 



Th# lt«» till the *llea **f 

o«v rail r«q*tr«4 «*rh wit eu rrewit l«uO»r ittwnlirlwi ®f 
v?c«-uut raIK TW 11 miUiI IU11 *sm! 

M Or !Uttmt IaII'* »>>m iW relat lonaHls»__ct .var iih anrwal rid* of 
till rnMHMi■ m tki^Mtuil tllBlMllcn nt deferred uU. T* 
eroplr. If |,II0 kI!m mt -w» nil trt lui<* *«!> ym*t. lie nmaat 
f*ll fFRFHi! rat 6 F»l l.»M» Rlkl f! y*vif will Ul anf f Ul^nr *fi«C 
lt«0. Cun-rvr-. ly. If «Hly l.iM> «il«« *f •«» r*U *t® UI4 «•<* 
yaar, • Mnul r«ll hatmI ^iiarv will wi k acllniO *«iU :«J. 


Whatever rate of renewals is determined desirable, 
priorities must bo assigned to determine where work 
is completed first. As mentioned earlier, first priority 
will be given to those facilities retained in the Final 
System Plan which presently meet only minimal safety 
standards. 

After satisfaction of those requirements, priority wilL 
be given to those areas which produce maximum im¬ 
provement in efficiency. Considerations will be based 
on achieving lower train operating costs, better customer 
service, improved equipment utilization, decreased de¬ 
railments. and decreased interim maintenance costs. As 
the program progresses and as initial priorities are 
satisfied, programs for increasing efficiency will form a 
larger percentage of the total work performed. 

Capitol Program 

A capital program has been developed that will pro¬ 
vide for reduced maintenance and operating expenses as 
well as truck connections and other new facilities re¬ 
quired to implement the Plan. A capital program is re¬ 
quired to modernize the existing plant, particularly in 
those areas where improved operational efficiency will 
yield a desirable return on investment Examples of such 
projects include: 

• Modern signal systems, 

• Shop, servicing and marine loading and unloading* 
facilities, 

• Track connections and facilities to handle new 
business, 


FIGURE 5 

Tin SDLM5ILTTATIOSf STRATEGY 


TIES (INSTALLATIONS IN MILLIONS PER YEAR} 



TVr line *4(1.4 "San mI tM*lrrprfi(•** Indlrat** Lh« UU «r tl« 
}<fl((WR( t.*ulr*4 III pr until lutlUr account Imi ut 4»fvt«W 
(4c(«cM«*) tl* *, *thu ltn»« a.irku4 "CMiUUm 1 1» iMUltaO*** 4 

mmt "O+ltrevsi Tic*" »tM iVr * 111 U»1 Mr ml mhi l nu.t 

0( lie u* llw cvtioUd ilUlMlln «i li-limJ tku *t 

IfYl RfUlM ll« «• inaialKtl ft-u, tU nr*-l 

tie t r«t» ml 2,4 sUllo* wilt be pmititiiat l*"*-, 

(Mvuulr, It mm\f J.4 • lllUf. I tut arc U»ii->4 u*% fair, a 
MtlUl llU U iwt v. J uutcl l»Si» 


• Terminal improvements, 

• Electronic scales, 

• Rail highway craues—wreck, etc., 

• Soil stabilization, 

• Bridges, 

• Tunnels, and 

• Acquisition of maintenance of way equipment. 

Initial efforts in this area will primarily he devoted 
to signal projects such as centralized traffic control it 
stallations, which not only produce long-range savin? 
lmf also often allow for the retirement of one tract i- 
multi-track territory, thereby freeing badly rwdei- 
track materinl for use elsewhere in the consolidate 
system. 

Equipment and Related Facilities 

USRA is dealing with the nation’s potentially 1*^ 
railroad fleet, consisting of 4,500 locomotives, 
cars, a mechanical department force of 22.000, 
ing mostly of craftsmen, and 60 repair P°j u ^ ** u 
locomotives and cars. The proposed (’onlUil « * 
be equaled only by' the combined fleets of the lir 
Northern and the Southern Pacilic. 

The major difference, however, is tliat t ® \ , t{Jf 
Burlington Northern and Southern Pacific re *_ J 
fleets have a bad order ratio * of 5- : > percent?* ^ 
to ConRail’s 10.T percent ratio prior to prop*** 
bilitat ion and acquisition plans. 


« T)i« ratio of tout naiahcr of cats 
tUifOklxiou, esfiicisca aa a jtrccaUsc. 


owned to UioM *&***' 
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To determine ConRail’s optimal fleet size and pro¬ 
ems to acquire. maintain and assure the fleet's quality, 

toning activities included: 

• Establishing un inventory of existing equipment 
(or both locomotives, cars and related support 

facilities, 

• Assessing condition of this equipment and 

• Developing a 10-year plan for maintenance and 
icqnisition of locomotives and cars as well as pro¬ 
visions for their necessary support facilities (such 


ns shops, servicing facilities, spot repair tracks, 
etc.). 

Locomotives 

Locomotive inventories were compiled from the var¬ 
ious railroads’ records which identify the locomotives by 
service designation (road freight, road passenger, rood 
switchers, yard - switchers), manufacturer, builder’s 
model designation, average age, status of ownership and 
present condition (Table 3). 
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Tabus 3.— Summary of locomotives owned, leased, and under trust and conditional tales agreements — Continued 


Type of locomotive and builder 

Builder model 

Wheel 

Number of units 

Leased 

Trust 

C.8JL 

On* 

Arrangement 

A 

B 

ToUi 









— — 


PENN CENTRAL—Continued 










Diesel road passenger: 

EMD . 

E7a. 

AlA-AlA 



0 





EMD . 

Kte. 

A1A-A1A 



33 


. 

—••--ftu 

( 

EMD. . 

FLO. -._ T - r . 

B-A1A 



30 


.. 

.. 


EMD. 

FLO...*. 

B-A1A 



30 


30 











Total dlmrl road pau*rt|«n... 





101 


30 












•Diesel yard switcher (under 1,500 hp;) 

EMI). 

8W1. 

B-B 



142 





'EM!).. 

8W8. 

B-B 



28 





EMI). 

8W9Q0. 

B-B 



18 





EMI). 

XW2. 

B-B 



58 





EMI) . 

6W7; 8W0; 8W1200.. 
SW1500. 

B-B 



290 

55 


25 


EMI)... 

B-B 



80 

89 












Subtotal.... 





622 

*144 


21 

< 









Baldwin 

S6. 

B-B 



7 





Baldwin.. 

810. 

B-R 

B-ll 



18 





Baldwin. 

RS10. 



4 





Baldwlu. . . 

812. 

B-B 



23 





Baldwin. 

RS12.... 

B-B 



2 





Baidwtn.. 


B-B 



1 














Subtotal ..- . 





54 














A lco.... 

81; 83. 

B-B 



19 



. 


Alco .. . 

82 , 84. 

B-B 

B-B 



91 

6 





A loo. 

TO. 



5 




A Lco.. 

RSI. 

D-B 



10 





A too. 

R83... 

B-B 



8 














Subtotal . 





140 

0 













G.E. 

44 ton. 

B-B 



— 1 












. g i 


Total diesel yard twitch.Jf... 





824 

150 


ft 











feunraa' y of diesel electric locomotives: 





101 

1,524 

1,472 

€24 





Rood pawaqer,. .. 

Rood freight..... 

.. 

... 

.......... 

.—* 

~«4 

30 

204 

S» 


Rood switcher typo—1,500 hp and over....«... 

Yard switcher type—1,500 hp and under... 





701 

150 




»•••••••••»••«••»•«• 

a a a»o eet»f»e* mm a 

. 



9 









Grand total..- 





3,-921 

1,735 

CM 

40 

ui 






- 

X 


Bonn Central: PRR/OE/WE. 

GQ|. 

3-c+c-a 

2—C-f-C-2 



41 

6 

a•• a •a aa «♦ 

^ tt _ 



Electric locomotive: ALCO/GK. 

P2b . 





_t.Tr-- 


Rood passenger: 

ALCO/QE. . 

T3b 

B-B+B-B 

C-C 



1 





G.E. 

E40. 



6 

•••a«aeee« 

v# »eaeee« * 

..I 

_ 

Subtotals. 





53 














Road freight 

fl.K Tin TTTTT ,„,__ 

£44. 

c-c 



44 

44 




O.E. 

Etta. 

c-c 



22 

22 



. J 

PRR/GK/WE.. 

O.E. 

OOI. 

E33. 

2-C+C-2 

C-0 

.......... 

— 

37 

10 

-«.••••*** 

.. 




Subtotal. 





113 

00 











i ~ 



Switching: 

PRR.. 

, BI. 

o 



1 






82. ......a*..- ....• 

2-D-2 


|| 

! i 

7 


.. 



Subtotal .... 





$ 


.. . 

..— 












Total electric Locomotive . 





174 

"~ee 

. 

















- 





80 

















































































































































































9-113 
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Table 3. —Summary of locomotives owned, leased, and under trust and conditional sales agreements —Continued 


Type of locomotive and builder 

Builder model 

Wheel 

Number of units 

Leased 

Trust 

C.5.A 

oJ 

arrangement 

A 

B 

Total 

CENTRAL OF NEW JERSEY 











DJeael road switch freight: 

EMP . 

OP7. 



4 


4 





emd . 

SD35. 



12 


12 




1 

emd . 

8D40. 



0 


0 



u 

4 

■—4 










« 

••—J 

Subtotal .... 




25 


25 



a 










• 

A loo...„. 

R83 . 



33 


33 













.1 

1 

Total road freight. 



58 

. 

58 



SI 








! 


Diesel road switch passengers: 

EMD. 

GP7. 



0 


9 





KM P • m tflttttv w ••••••••*• teeeetee e • aeee • • •• • •• • 

GP40. 



13 


13 

18 









. 


Subtotal . 




22 


22 

13 



j 











Diesel yard switch: 

EMD. 

SWW) . 

* 


4 


4 





EMD. 

8W900 . 



15 


15 





EMD.. . 

6W1000.. 



2 


2 












********** 




Subtotal. 




21 


21 
















Summary of diesel electric locomotives: 

Road switcher-freight . 





58 



a 


Ttoad switcher-passenger .... 






22 

13 




^ IWltChltf #••§•••■•••••••• ••••aeeeeeaeeeaeeeeeeaaaa** 


. 

— 

. 

. 

21 

21 

-. 


. ^ 

Grind total . 





-101 

34 


a 











ANN ARBOR RAILROAD 











Diesel road switch (over 1,500 hp), EMD .. 

GP-35 . . 



10 


10 




■ 

Diesel yard switch, ALCO _..._ . . _ , _ ........... 

Sl| S'S. • ««•*••••%•• 



2 


2 






f?2. 



1 


1 




I 


RSI __ _ 



2 


2 
















Subtotal (yard switch) .. r _ r _ 




5 


5 
















LEHIGH AND HUDSON RIVER 

Dleeel road switch (over 1,500 hp), ALCO . 

C-420 _ 

% 


6 


8 












1 : 

—=* 

CON RAIL 8Y6TEM 











Summary of diesel electric locomotives: 

Road passenger . _ p .,AV.tn. 1 * __ 






128 

13 

30 



Road freight.. .«*...................... 

Road switcher (over 1,500 hp).. 

•eeeetts#*•••*♦♦*•*• 

• twt WWW/ •••••*••• 


— 

.— 

1,524 

1,754 

1.023 

324 

820 

2W 

315 

12» 

m 

4 

Yard switcher (under 1,500 hp).... 






211 


» 


*••••••••••• 







——A 

Total. 





4,427 

i,m 

234 

HI 


Summary of electric locomotives: 






r» 





Road passenger.............. .................. ......... 

Road freight.... 

«••••••••••••••« 




.......... 

113 

66 


......... 

c 

Switchers. 





8 





Total 





174 

68 











— 


=5= t3| 

Grand total (ConRall locomotive fUcO................ 





4,001 

1,934 

234 

IH 










* As of Apr, 1,1074* 

Source: Railroad Operating Records—10/74. 
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u I —Rcawtmcnded attrition rate for die**l locomotives 



Pas- 

Road 

Ro*d 

Yard 

Total 


«*njrtr 

freight 

switch 

switch 







OratfddJ*.. 

101 

1.524 

1 . 47 a 

324 

3,921 

£ttraf»«t... 

1*8 

9.7 

116 

22.7 

116 

fotanflAl rrtlrrxfiiti. 

n 

1*2 

146 

131 

530 

Amu*** . — 

JCk. 6 

229 

21.6 

210 

225 

rwisfoctlon < percent).. 

7TL 3 

9.4 

1L2 

21.9 

14 

t/naottr'i rnmainin*.... 

30 

1.392 

1.306 

643 

Mn 

Awrgi m . 

Infirm Conpeny 

115 

*1 

112 

2a7 

12.9 


a 

130 


ice 

*0 

235 

8-4 

9 

Arm*! . 

PtteAUi retirement*. 

24 

14 


3 

0 


0 

Annft iff — . 

24 

0 

• -t_WWW 

28.2 

26.8 

rwt rtdflrttais (Percent). 

100 

0 

• t,, , tlll 

5.9 

0. 06 

Ur aotittj rtitaitiluf.... 

0 

130 


6.7 

224 

7.7 

Amv 

0 

3.4 


VaDry R R 



OTMTlhl?. . 

0 

17 

54 

73 

144 

Awraft «p. .. 


9.5 

0 

123 

10 

313 

115 

22.6 

17 9 

hKntiil rrtlrr.ntn.15. 


73 

22.6 

100 

8.3 

228 

67.6 

inrifi aft.. 



rv* r*£iulkm ipcroetiO- 

.......... 


Ueuacdm renal rtinf.... 


17 

44 


61 

9.6 

A wrap aft 


0.5 

10.0 


CcfnloJNor J«my; 



Dnmhlp_ ... 

23 

21 

r 


tA| 


A 

JOl 

A map aft . . 

113 

0 

0.7 

0 

19.9 

37 

25.8 

21 


rccreliil Rtlrrmrnti. 

17. I 

6 7 

Awn«»tfr.. 

21.0 


19.9 

100 

25.8 

100 

0 

21.9 

66.3 

34 

Fhrf mloetloa (prrwit).. 

4a 9 


UectuottVM remaining.... 

Awrjfr ip. . 

13 

6.0 

21 

6.7 

0 


6.4 

Am AJbar IUllf»xd 



Oninhip.. 

0 

0 

10 

3 

15 

Awrapap .. 

0 

0 

iao 

210 

117 

P>Untl»J rettrwnrrh). 

0 

0 

0 

5 

5 

Anraptfa .. 

fi®K:r<lt*Uon (parent).. 

0 

0 

0 

0 


210 

100 

0 

34 

33.3 

10 

Umarttm rtmhUn*.... 

0 

0 

10 

Awnpap. ^. 

U^tAHiMaon hint 

0 

0 

iao 


10.0 




Omnhlp 

o 

0 

4| 

A 


Auncrap. 

FeC«srUAl nttrentnu ,... _ 

0 

0 

0 

o 

u 

16 

o 

0 

0 

o 

6 

8-5 

q 

. 

0 

o 


0 


R**?*ferUoa (percent)., 
remaining . 

. 

0 

0 

0 

0 


0 

0 

0 

0 

6 

15 

0 

0 

6 

16 

Otrsanhlp 

. 

12* 

17 0 

1,692 

1,579 

1,023 

4.422 

114 

714 

rntrrmrr/.a 

twnptcr. 

raauirjng. 

31 

132 

116 

213 

21.4 

236 

20.7 

*5.9 

43 

22.9 

7.3 

1.560 

2L4 

1*5 

1.366 

23.9 

27.0 

704 

22.5 

112 

3,706 

. 

11.9 

*3 

110 

19.1 

125 

OVMRijp 


3.27 

1 

1 



. 


20 

5 



Arnpift' 


34 



kSST"* 1 *--' 


21.9 

10.5 




2,926 



Sort . . * 


1 

0.9 




** 10 locoj notlvej owned, Icurd or obtained by C.8.A. 

‘ T °Wtinc «a iFMed or under C.SJL not considered for 


|.j ., M , .' m ." inn nnu ’>' scs reflecting the state of re- 
t:. , te; ' * *' ’’loped, using tho railroads' statistical 
♦npnJ-T ' ins P ections conducted by USRA, 
fcfc* valuation information and 

«i»t pttnVrt , Ic f* * bese data also were used to gen- 
Wiiion!!! 1 ^ ir «nnit8 from tho fleet and the lor- 
^pair programs to bring tbc fleet to a status 


of normal maintenance procedures (Table 4 and Fig¬ 
ure 6). 

Requirements for new locomotive acquisitions were 
projected to offset retirements, to handle anticipated 
.new business and to meet special requirements gener¬ 
ated by the planned abandonment of the electric freight 
locomotive operation, discussed in Chapter 13. Projected 
new acquisitions (Table 5) were based oh savings an¬ 
ticipated from consolidation of the individual fleets of 
the bankrupt carriers, from gains expeeted from im¬ 
proved management techniques through use of more 
extensive, modernized data systems and from benefits 
realized by rehabilitation of the track facilities. 

Adjustments were made to limit acquisitions to a rea¬ 
sonable rate consistent with production schedules of 
locomotive builders. These adjustments slow the retire¬ 
ment rates of older locomotives, increase the ropnir pro¬ 
gram requirements and adversely affect reductions in 
maintenance costs. 

I SRA’s plans provide for a heavy rebuilding pro¬ 
gram, at average costs, to repair or replace prime com¬ 
ponents after recommended and acceptable service 
periods. Procedures arc under study that this necessary 
maintenance work can be performed with minimal out- 
of-service time to prevent a build up of bad order loco¬ 
motives and make the highest possible number of loco¬ 
motives available to haul trains. 

The success of the projected repair program (Table 
fi) will be essential to a well-maintained and reliable 
fleet and to prevent further deferred maintenance. It is 
expected that the existing shop facilities can accom¬ 
modate tho heavy locomotive repair and maintenance 
program that is projected. Xo substantial increases in 
manpower at various shops arc anticipated, since the 
projected number of locomotives to be repaired repre¬ 
sents only a modest increase over current production 
levels. 

The nvuilnbility of material necessary for repair pro¬ 
grams may require some future adjustments to the 
plan; however, considering the present condition of the 
fleet and the current heavy repair programs underway, 
locomotives can be kept within acceptable bad order 
guidelines by initiating adequate managerial control to 
determine selective repair programs using the available 
materia). 

Financial constraints also will* require careful man¬ 
agement decisions concerning selective repair programs. 
If the consolidated system is to have the dependable 
locomotives so essential to its long-range economic via¬ 
bility, these programs cannot lx* const rained by erratic 
budget allocation. 

The projected locomotive acquisition program is es¬ 
sential to prevent the locomotive fleet from deteriorat¬ 
ing into functional and technical obsolescence. Without 
new locomotives, bad order ratios will rise, more expen¬ 
sive repairs to units which would otherwise have been 
retired will be inevitable and a general deterioration of 
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LOCOMOTIVE FLEET AGE ANALYSIS 
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Table: 5. —Projected ConRoil locomotive fleet, 1 1976-86 



Increased 

Track 




New • 


Road units 3 

volume 

jvhablU* 

Merger 

Other 

Fleet 

loco¬ 

Retire 


TBS 0.0108 

Ution 



motive* 


1975 

33 

(49) 

(101) 

(81) 

(45) 

(75) 
(88) 

(76) 
(39) 
(39) 
(39) 



3,271 


(16) 

197R _ ....... 

33 

(21) 


3.255 


(22) 


22 

(21) 

1(30)57 
• (51)56 

3.166 

74 

(20) 

JOTS.■...U.1...UIMIIU. 

*2 

3,115 

160 

(25) 

io7o ****~ r -_" _* 

32 


3,007 

78 

(25) 


32 



3.063 

6 

00) 

1981 

31 



3.017 

2.072 

7 

(52) 

1982 

31 



41 

<M> 

IQgi 

M • »• «•••« •••••••*•«••••••• «•••••••• 

31 

30 



2.061 

2,952 

43 

(52) 

.............. 

.. 

43 

(52) 

1565•••« •«••••••A•# ••«•••• 

30 

(39) 

. 

.—• 

2.943 

43 

(52) 

Switcher units 

Incretted 

volume 

Track 

lahaWli- 

Merger 

Other 

Fleet 

New 1 

loco¬ 

Retire 


TBS 0.0108 

UUon 


motive* 


1975 

11 

11 




1,025 

11 


1978..■•••»...••.•••.*.••»...... 

1977«••••*■.•....*•**.•■•• 

1979. 

2% (71) 
2% (30) 
2% (20) 
2% (20) 

(24) 

(24) 


1,096 

1,002 

068 


(101) 

10 

10 



(1X» 


13 

(176) 

107U 

10 

10 



068 

(97) 

nRO....................................... 



948 

40 

(59) 

1961.. 

10 




968 

40 

(37) 


10 




968 

49 

(39) 

ltttS 

10 




978 

40 

(39/ 

1984....................................... 

10 




988 

40 

(39) 

1965. 

10 




996 

49 

(3». 






• 1 


Convert 

to 

nritcfc 


<*> 

(*> 

(SD 

(301 


Nil 


IJ5 

L* 

ll* 

M* 

ia0 

U* 

a 

:*i 

H 


Con^tft 

Co 

switch 


Nil 

I* 


or 

*1 

la' 

r 


L* 

U 

* 

l 

•* 

* 

«• 

IN 

RI 

* 


I IHeseU only. 1 Year end. ’ 0:10 ncw:old. • 1:1 dleseULectrlc. • I l n*w;old. 


the fleet will occur as the fleet’s age increases and older 
locomotives become less efficient. 

The maintenance and renewal of the present loco¬ 
motive fleet will not require a substantial increase in 


the present level of such expenditures t<> a<u J 
Conltail’s needs. However, current_mauit«'iu * ^ i 
dures will require review and some revision o fI . 

timiun production with available re 90lira ' v 
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Tabu 6 .—Major repair schedule for ConRail locomotive* 



BawicaWtvtoUrvtli. 

unple, some shops lack sufficient manpower to handle 
l^riodic maintenance on the numl>er of locomotives as¬ 
signed, while other shops are not fully utilized. 

Freight Cart 

Freight car inventories for the various railroads un- 
!*r study were developed from internal records and 
rv ports to the Interstate Commerce Commission. Also, 
to determine the inventory and condition of the present 
Bret, field inspections by USRA staff were supple* 

• rated by an inventory and assessment study per¬ 
formed by engineering consultants to ascertain financial 
valuation of freight cars. 

The number of revenue freight ears reported to the 
Interstate Commerce Commission as of December 31, 
W>1, for each of the railroads under study, is shown in 
TiNe “ by class of equipment and ownership. In sum- 
^tary, the freight car fleet as of December 31,1973, was 
*> follows: 


Bidrotd 

Number of 
freight 

can 

Percent Of 
total 

£y«bii —.. 

165,72$ 

12.586 

XW2 

m 

2,514 

• 

90.0 

v£ r ...*•«— 

tar . — . — • . 

‘•WUXrew.. 

«.« Hatoal' - 

7.2 

2.2 
0.2 
L4 

.***•*•■•“•*•• 




175,149 

100.0 

— -- 




follows- *° ta * carS| equipment type was as 


Type of equipment 

Number In 
Inventory 

Percent of 
total 

*«» _ 

.-. .. 

00,102 

34.9 

_ ~ 

88,500 
M, 108 

22.0 

29.3 

. ***'"' .... 

18,163 

7.5 

AW.. . . , . 

0,967 

40 

.. * . 

5,284 

8.0 

1*1 _ 

175,149 

100.0 

rofcjg ®* ners h'P flight car equipment by the rail- 

er ® ud y declined from 190,091 cars in 1970 to 


175,149 in 1973, as shown in Table 8 and summarized 
as follows: 


Total freight ear equipment 


Year 

Changes daring year 

Inventory 

as of 

Dec. 81 

Additions * 

Retirements* 

1970. . 



19Q001 
180,967 
183,010 
174 143 

1971... 

9.584 
10,396 
2,983 

U656 

14358 

KttfO 

1972. 

1973. 

Total.. 

23,19* 

87.961 





I Number of can. 


Note: This summary excludes ownership of Lehigh ami Hudson, which accounted 
for only 6 cars as of Doc. 51,197). 

As of November 1, 1974, the combined fleet for the 
railroads had decreased to approximately 170,000 cars. 
Of this total, more than 18,000 were in bad order con¬ 
dition. The inventory of fleet and cars out of sendee, 
by railroad and car type, as of the above date, are 
diown in Table 9 and summarized as follows: 


Type freight car 

Total fleet 

"Bad order” 
unservice¬ 
able cars 

"Bad order” 
ratio 
(percent) 

Plain box..... 

29,400 

7.074 

241 

Equipped box.— 

29,597 

2.966 

10.0 

Covered hopper.. 

13,224 

614 

46 

Gondola. 

84,196 

2.022 

5.0 

Open top hopper. 

51.685 

4324 

8.3 

Flats. 

6,202 

728 

1L7 

TOFC. 

964 

270 

28.0 

M/L flats...... 

4,446 

179 

40 

Other.. 

828 

61 

15.8 

Total fleet. 

170,287 

18.227 

10.7 


This 10.7 percent bad order ratio is unusually high 
when compared to other Class I railroads. The. fleet of 
the, bankrupt carriers studied is approximately 12.5 
percent of the total Class I railroad ownership; how¬ 
ever, the bankrupt carriers out-of-service fleet accounts 
for approximately 21 percent of all Class I unservice¬ 
able freight cars. 

The number of revenue freight care by age group¬ 
ing and type for the railroads under study is shown in. 
Figures 7 and 8. For the combined fleet, the average 
age by type is as follows: 


Type freight car 

Average age (years) 

Original 
date built 

Original 
<1*tr built 
or latest 
rebuilt date 

Box car.. 

16 

12 

Covered hopper... 

15 

It 

Gondola...... 

17 

14 

Open top hopper. 

17 

12 

All other... 

12 

12 

Totalflai^r,— Tir .-.unMn -n»- 

17 

11 
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Table 7 .—Svmxuuy 0 / frtifkl cars owned and leased—By railroad (4# of Dec. SI, 197$) 
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Table 8 .—Freight ear addition* and retirements for railroads under study, 1971- 
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Table 9. —Reccnue freight cars in unseniccalU condition cs of Not. 1,1974 
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NVM»E* OF REVENUE FREIGHT CARS 
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FIGURE 7 

NUMBER OF REVENUE FREIGHT CARS 
RAILROADS UNDER STUDY 
BY TYPE AND AGE (ORIGINAL DATE BUILT) 
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RGURE 9 
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Table 10 .—Estimated freight car acquisition, heavy repair, and retirement program for Con Rail, 1 976-86 


Type car 


FllilJ bOX. .... 

8*4(itl box........ 

Corned hopper. 

Oondoli. 

Open top hopper.. 

F;*t car... 

TO ¥ C ....................... .... .. 

yert put... 

Ail other. 


Total.. 


Plain box.. 

Special box... 

Cor end lvopper—... 

t ondola........................... 

Open top hopper......... 

F let car -...................... 

7 0 FC............................. 

Uf L flat.. 

All other. 


Total., 


Plain box. 

Special box........ 

Cowed hopper.............. 

Gondola... 

Open top hopper...... 

Flat car. 

TOFC... 

Xf/L flat.. 

AH other. 


Total. 


1976 


1977 

1978 

ISC? 

1980 

1976-80 

1981 

1982 

1063 

1981 

1965 





period 







mu* m 

perid 


Estimated freight ear acquisition program (number of cars per year) 


450 
U3 


m 


It 040 


2,114 

1,381 

171 


4,708 


792 

1,108 


483 


408 


1,013 


455 


2,518 


3,787 
2, M3 
614 



1,900 880 1,468 9.842 2,280 1,197 2,3*2 2,431 :\<*7 10.1* a; 


Estimated freight car heavy repair pr ogr a m (number of can per year) 


. 3,143 

2,572 

2.844 

1,920 

1,401 

11,680 

750 

750 

750 

1,500 

1,500 

1,34 i 

1,935 

1,565 

1.080 

1,341 

2. MO 

8,521 

2,500 

2,500 

4,000 

3,000 

3,00) 

15.006 

870 

1.011 

530 

754 

930 

4.008 

1,000 

1,200 

1,000 

2,000 

1,000 

4»| 

1,080 

2,008 

2,228 

2,278 

2,222 

10,772 

3,000 

2,300 

2,300 

2,300 

2,300 ' 

12300' 

. 3,600 

3,000 

2,400 

3,000 

2,700 

14,700 

3,000 

3,500 

3,500 

3,500 

3,000 

143)0 

028 

761 

366 

5/8 

612 

3,265 

600 

900 

300 

600 

600 

Z«0 

8 

5 




13 







28 

86 

25 



137 

50 

26 

50 

25 

25 

m\ 








12,460 

11,118 

9,271 

•9,801 

1(^446 

53,183 

10,900 

10,575 

11,900 

12,925 

11.425 

17,73 1 


Estimated freight car retirement program (number of can per year) 


1,801 

1,648 

1,944 

1,777 

2,250 

8,620 

1,977 

1.977 

1,977 

1,977 

1,730 


61 

204 

334 

349 

479 

1,289 

2,635 

586 

588 

586 

586 

304 

1 W 


68 

68 

68 

68 

153 

425 

417 

417 

417 

417 1 

404 

1071 


999 

928 

048 

1,953 

i,J75 

5,601 

168 

186 

186 

186 ! 

174 

«; 

u 

1,640 

1,620 

1,770 

COO 

3,154 

9,301 

265 

265 

265 

265 

* 



226 

208 

208 

253 

252 

1,143 

302 

302 

302 

** 

287 

U466 

~ 

424 

2 

22 

2 

85 

555 

. . 

.. 

.......... 

.1 

.*• 

.| 


332 

415 

482 

518 

228 

1,973 

18 

15 

16 

10 I 

14 

90 | 


31 

31 

31 

28 

1 

120 

l 

1 

1 

1 

2 

1! 


5,725 

5.273 

5,218 

5,396 

8,785 

30,376 

3.730 

3,750 

3.750 

3,730 

XSH 

1 un*| 

*1 


Forecasts of ConRnil’s future freight car require¬ 
ments arc based on projected traffic. USRA’s proposed 
car program for the period 15)70-1985 provides for the 
acquisition of 20,178 new freight cats, heavy repairs to 
310.908 existing and retirement of 48,030 cars. This 
program is shown in detail in Table 10. These estimates 
were based upon: 

• A 31 percent improvement in car utilization, 

• Projection of future traffic demands, 

• Projected fleet attrition due to age, condition, type 
of equipment and non-ant icipatcd losses to the fleet 
(such ns cars damaged in derailments, fires, etc.), 
and 

• Projected heavy repairs to the existing fleet. The 
extent to which these repairs arc made will depend 
ujK>n the demand for specific car types, the eco¬ 
nomic return to be gained considering the remain¬ 
ing life of care to be repaired, and the availability 
of enough cars to justify tooling up the rebuild 
facility for a specific car typo. 


Major Shop Facilities 

The proposed role of existing facilities in the 
system Is summarised bclotv: 


Juniata 
(Altoona, Pa.) 


Samuel Rea Shop 
(Hollidayrirnrg, Pa.) 


Will bo tbe heart of Con ^ U V 
motive maintenance. 1 SRA ' 1 
provide for improves « 
traction motor and tr« "'a 
lines, and also envision l 

all major rebuilding 
<■<•11 Irion oml &"*"***. J 
and major modlikat 1 " 0 * j 
will require *4* » aUo ® 10 

Improvements. ( 

Will In* CooR«i•’ l, . ' .-i 

repair shop an.l the art* 
of component car 1>»* f |# tS 

tiro consolidated V *■ u 

tlon. Samuel HcawiU b d o» 

facturers. " bile yj^l 
enormous potenUal «** 
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m 

•Mire Shop 
betfM **•) 


Mist 

Sn SUH» 

fettAag, ?*•> 


Hr rf 

Sayrr. l\l.) 


nimir^tou 

WnaO&ctofi, Del) 


Miiatrood 
f i »bop 

cvrelaud, Ohio) 


Will foe used to supplement Juniata's 
mnlu component locomotive change- 
oiit program* In addition, a truck 
refoulld line will foe added, plus nil 
major overhauls on swlteller loco¬ 
motives. Capital improvements of 
approximately $500,000 are re¬ 
quired. 

Will supidement Samuel Rea Cur 
Shop, foundling all medium repairs 
plus special car mod Mention pro¬ 
grams. Capital improvements of 
$950,000 are required. 

Locomotive nnd car oiieratlons pres¬ 
ently performed at Sayre will foe re¬ 
assigned. Of 269 craftsmen, SO had 
less tfouu three years* service ns of 
January 2, 1071 and are sufoject to 
termination, and IS men are over 00 
years of age and are sufoject to re¬ 
duced setmrntlon payments, Those 
remaining will !>e offered transfer 
to other locations. 

Will continue ns the major repair 
and maintenance |*ilnt for electric 
GG-1 locomotives. Met rollner curs 
and MI’ (multiple-unit) commuter 
cars under contract for Amtrak and 
various regional passenger operat¬ 
ing authorities. Freight diesel loco¬ 
motives presently assigned to Wil¬ 
mington will Is* reassigned to Mor- 
risville, Allen Street and Afornms 
(In the Philadelphia, urea) for 
maintenance. 

Will continue in the Plan’s early 
years as the major overhaul point 
for A TAX) nnd General Fleet rlc 
locomotives and <*omj)oneiits. 


P'Vfriatul, Ohio) 

plT;-na SJk^i 


I 


I‘£rk 

lift 

‘^oKX.Y.) 
f Conn.) 


Running Repair Shop* 

There will be no change in the present 
operation. Collltiwood will coutinue 
to do is*riodlc locomotive mainte¬ 
nance plus couiiKMicnt change-out 
work. 

Does not include any freight oi**nt- 
lions and will not Ik* acquired. 


r 


Ufk 

,to « r ‘y, xy.) 


bn* 

is?**) 




I’a.) 


No change nuticiisited. 

No change anticipated. 

Requires a new combination car and 
locomotive repair shop with capital 
improvements of $3.5 million, 

Will continue its present operation 
]»lus the assignment of additional 
locomotives. Capital improvements 
an- requiresl at an estimated cost 
of $100,000. 

No change anticipated. 

"111 handle additional periodic loco¬ 
motive imqtectlonK, as freight funo 
tions are phased out of Wiliuillg* 
ton. 


K’Port 

(Elisabeth, N.J.) 


Meadows 
(Newark, N.J.) 


Oak Island 
(Newark. N.J.) 


Reading Car Repair 
Track 

(Reading. Pa.) 
Allen St. 

(Philadelphia. Pa.) 


Abrams 

(Norristown, Pa.) 
Bnota 

(Harrisburg, Pa. area) 


Harrisburg 
(Harrisburg, Pa.) 

Conway 

(Pittsburgh, Pa. area) 


Ashtabula 
(Ashtabula, Ohio) 


Detroit 

(Detroit, Mich.) 
50th Street 
(N. Chicago, III.) 


Stanley 

(Toledo, Ohio area) 
Avon 

(IndlaruvpolU, I nd.) 


Ruck eye 

(Columbus, Ohio) 
Rutherford 
(Rutherford# Pa.) 


Will Ik* principal locomotive running 
repair shop for Newark, Waverly, 
and Oak Island. Needs capital im¬ 
provements of $600,000. 

The locomotive facility will Ik* dosed 
with milts and manpower trans¬ 
ferred to E*Port. The car forces will 
remain the same. 

Will l»e n major terminal yard and 
will need new servicing facilities. 
Locomotives will be reassigned to 
K’Port for maintenance. A new car 
repair track Is required to increase 
car production at a coat of $1.5 mil¬ 
lion. 

Will perform all running car re|Nilrs 
in the Reading area. 

Will Ik* the major ear rtqaiir shop hi 
the Philadelphia area. Capital Im¬ 
provements of $250,000 are re¬ 
quired. 

Will continue as It is at present. 
Additional cars can lx* repaired by 
adding a second and third track. 

Will have Increased units assigned 
and will continue to do major com¬ 
ponent change-outs. Capital im¬ 
provements of $200,000 are re¬ 
quired. 

Will have Increased units assigned 
nnd will continue to do major com- 
ponent change-outs. 

Is now the major locomotive shop for 
the Pittsburgh area. However the 
entire facility U obsolete and Ineffi¬ 
cient and requires a capital ex¬ 
penditure of $7 million. 

Supports the Ashtahuta ore and coal 
piers. A new car repair track Is 
needed with capital expenditure 
of $200,000. 

Will continue with anticipated down¬ 
grade in activity. 

There will be no clntnge in present 
o|K*rntion. However, new fuel-sand 
facilities are required plus minor 
improvements. Capital improve¬ 
ments of $500,000 are required. 

Will handle increased traffic with in¬ 
creased locomotive and car repair 
activity. 

TV> accommodate projHwied Increased 
activity, the diesel shop will need 
storage facilities plus a wheel 
tracing mnehine. Capital Improve¬ 
ments are estimated at $2 million. 

No change anticipated. 

Will be phased out as a locomotive 
maintenance facility. This work 
and the necessary manpower will 
be transferred to Knola and 
Harrisburg. Facilities will Ik* re¬ 
tained for servicing locomotives. 
The car repair track at Rutherford 
is an excellent facility and its force 
will l>e expanded. 
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Marine Facilities 


Ashfabuln 
(Ashtabula, Ohio) 


l’ort Richmond 
1l’liltmh'lpliia, Pa.) 


Greruwich 

IS. Philadelphia, Pa.) 


The coal pier at Ashtabula wo* built 
In 1008 and It* an excellent facility 
with capabilities of loading 0,000 
tout* jht hour Into ahlps for Great 
Lakes movement. 1 Hu lending on the 
traffic, there Is a need for additional 
capital Improvement at a cost of 
$3.8 million. The ore unloading 
facilities at Ashtabula consist of 
OO-ycar-old ore unloading bridge* 
requiring replacement nt an esti¬ 
mated $35 million. 

Thi« facility has excellent acreage for 
future marine development. How¬ 
ever, it needs very extensive capital 
expenditure to replace their present 
coal and ore facilities. Therefore, 
under present plans, it should he 
phased out. Personnel will be of¬ 
fered transfers to other locations. 

Greenwich has excellent unloading 
facilities and should lie the key 
marine facility in the east for ore 
Imports. The coal dumper and pier 
need capital improvements of $5.8 
million. 


Moterial 

During 1973 and 1974, demand for new freight car 
production was constrained by the supply of forging, 
casting and wheels. This M as caused l>v insufficient steel 
allotted to the railroad industry and lack of production 
capacity of forging and casting manufacturers due to 
oltsolete plants. 

New car orders for the industry for 1974 and 1975 
numbered about 65.000 each year. In addition, more 
stringent regulation by the Federal Railroad Admin¬ 


istration has increased the need for wheels and 
components. There is a possibility, however, that ♦ 
the present economic outlook, the steel eompani* J 
increase the railroads’ supply of steel for ear ^<3 
ments. This >vould enable ConRail to advance tj/J 
habilitation of ear fleets as outl ined in this chapter. 1 I 

Manpower 

Certain changes of manpower assignments an? antifl 
ipated in the rest met uring of ConRail shop facilid 
Sayre, the major shop of the Lehigh Valley R.iiln3 
will not be needed. The 269 employees employed (lj 
can be utilized in the system by a transfer to the Rnfl 
ing shops. 

The Rutherford locomotive maintenance facility. m 
voicing 107 Reading employees, is expected to be dj 
doned. The work would 1x3 transferred to the itrtril 
Harrisburg facilities on the Penn Central. 

Workload of some of the smaller facilities over tlB 
network will be changed, eventually requiring mini* 
mont decisions to adjust the manpower at the^loc* 
lions. None will be of the magnitude of tin- adjustmeofl 
at Sayre or Rutherford. Further, an increase of freigM 
car repairs at Altoona heavy repair shops will reqqjfl 
additional employees to support an expanded car rqn 
program. The projected locomotive repair program* 
expected to require adjustment since Altoona will m 
the major locomotive repair point for all road 
tives. Any increase, however, may Ik* offset by tdjol 
manta resulting from the transfer of work. 

A further examination of manpower requirementsi 
the various locomotive and car running mnintvnafl I 
facilities will be necessary. Our preliminary studiesU I 
dicate that certain facilities are undermanned for t| I 
work load involved. I 
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7 __ 

Light-Density Lines and Their 
Impact on Communities 

Maps of the Northeast and Midwest rail system reveal a prolifera- . 
tion of branch lines, a heritage of the rail industry's early growth. With 
shifting traffic and widespread truck operations, many of these light- 
density rail lines became uneconomical, resulting in a large cash drain 
on the bankrupt carriers. 

Although the Regional Rail Reorganization Act of 1973 mandates 
the creation of a financially self-sufficient and for-profit private corpo¬ 
ration, it provides for the maintenance of essential, but unprofitable, 
branch line sendees through a program of rail sendee continuation 
subsidies. 

This chapter discusses the origin of the light-density line problem, 
the financial ramifications for the ConRail System of continuation of these 
lines and the potential impact upon shippers and communities if services 
on these lines were terminated. 

The chapter finds that, from an overall regional standpoint, abandon¬ 
ment would not have a serious impact, but that harm could be done to 
specific communities. It recommends that the subsidy provision provide l 
in Title IV of the Act be used to obviate the direct conflict between the Act's 
goals of avoiding serious community, labor and environmental impacts 
and its intent of creating a financially self-sustaming ConRail System. 

1 Tbl* rbaptrr al«o linear* ns the fir»t part of Chapter 10 In Volume II. 
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Of all tlio. issues raised since congressional enactment 
of the Regional Rail Reorganization Act of 1973, none 
has been the subject of more discussion and debate than 
the future of the light-density or branch rail lines. 

The Department of Transportation report was issued 
on February 1,1974, It lal>cled 15,575 miles of the 01,000 
miles of track it studied as potentially excess. Since 
that time the testimony of the public at the RSPO 
hearings and the January 10, 1975 RSPO comments on 
the Associations Annual Report all focused on the 
light-density line issue. What is the problem, and what 
are its dimensions? What is the solution in the Prelimi¬ 
nary System Plan, within the limits of the Act? 

Light-Density Lines in Perspective 

At the time of the original rail construction in the 
Region, trackage networks of individual railroad com¬ 
panies were small—designed to meet the real or antici¬ 
pated requirements of a limited area. Track connections 
wore built almost at random Ixctween communities to 
facilitate the flow of goods and to permit competition 
with other railroads. There was no overall regional de¬ 
sign to the rail network. Local service and local traffic 
flows dominated the business. 

The Nation's population, industry and commerce were 
concentrated in the area l>ounded by the Mississippi 
River on the west and the Ohio River on the south, 
and consequently the rail system was far more com¬ 
prehensive in the Midwest and the Northeast than in 
the rest of the country. 

Even before tlxe maximum system size was attained 
in 191 n. the c<»ui|>ositioii of rail services was changing. 
As natural resources in an area were exhausted, or ns 
production locations shifted, or as anticipated demands 
for certain services failed to materialize, the need for 
rail service changed. Thus, even though there was 
growth in the overall rail system, service was being 
withdrawn from some areas. 

The industry's rapid and unplanned expansion and 
overextension created many lines which never were 
economical, hut of far more significance to unprofit¬ 
able operations have been the technological develop¬ 
ment of alternate modes of transportation, the shifts in 
production and distribution technologies or locations, 
anti shifts in the final demand for goods and services! 
Often these factors moved together. 

Development of the motor-carrier industry, for ex¬ 
ample. reflected improvements in the Imsic technology’ 
of that form of transportation (including the construc¬ 
tion of modem highways) and produced shifts in loca¬ 
tion of economic activity to suburban areas and rapid 
growth of light manufacturers and services relative to 
heavy manufactures and mining (see Chapter 1). Simi¬ 
larly. pipeline oi>orations achieved large increases in 
technological efficiency during the shift from coal to 
|»*troleum fuels and produced flit 1 relocation of much 
economic activity from the Northeast to the Gulf states. 


A major factor was the extensive ilevelopmcTit 
inland waterways which diverted from rail 
large volume of bulk products. As a conscqn« lCe 
these changes, traffic which had lx*en carried *!j 
entirely by the rail industry was raptured by ^ U i 
tive inodes, causing readjustment problems far 
Northeast and Midwest Region in particular, 
fundamental, structural changes arc* continuing t 

The rise of the trucking inode is of greatest m 
tance with respect to intermodal coinjietition and 
mand shifts and their impact on 1 ight-density lineai 
the railroads themselves had once l>oen a revoluti 
force in facilitating the development of previously a 
accessible areas, the development of modem hifhujj 
and the motor-carrier industry has revolutioniied # 
transportation patterns in the Region. The impi 
nient of “farm to market" roads and the high 1 
network generally made agriculture and small 
facturing less dependent upon small rural conummit 
and the rail lines serving them. 

Traffic originating from these communities 
more suitable to trucking than rail service: often 
lines in agricultural areas were left with no traffic 
than once-a-year movements of crops. Highway 
provements also promoted n vast increase in privaten 
ownership and resulted in the virtual disappra 
of local iTii 1 passenger service. 

Improved highways and the rise of the motor ctJ 
industry permitted decentralization of much or 
based commerce. Heavy manufacturing and shippujB 
activities had clustered around rail facilities located™ 
the centre! city, but the development of efficient rod™ 
carriers and modern highways accelerated migration™ 
industrial activity and population from city renters^ 
the suburbs and from the Northeast and Midwest 
the South and West. These relocations often ndiKfdt! 
distance which commodities had to move, thenphra 
hancing the ability of motor carriers to compete 
tively for the traffic. 

Another factor is that reorganizations of fli* 
try—in particular, railroad mergers and traffic ttr 
ing* made some trackage unnecessary. The n,t 1 . 
has sought lower unit costs through letter 
of equipment and economics of Scale, ^ w 

dertuken to attain the* traffic level' up.* 1 ^ 

thought necessary to realize these economics. 
particularly when they involved parallel pwJ 1 * _ 
presented opportunities to downgrade or rpnre ** 
two main lines, plus internally redund.ni f 1 ^ 
branch line systems that were an amalgam 15011 
lines of the merged entities. Traffic renaifin^ ^ ^ 
ice restructuring often eliminated the economic^ 
cation for what had been main and spcondiit) J 

In sum, the Region's rail system 
transition problem of substantial prop° r1 *° nN ^ ^ 
which at one time were self-8upp9rting n 
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inadequate traffic and revenue. Many such lines 
flak today, still draining the financial and competi* 
mnngth of rail carriers. 


loilroods Try To Adjust 

Railroads have engaged in a number of practices 
»adjust to the redundant capacity which developed 
■am the processes of the past and - 'which continue to* 
it. These efforts include service reduction, deferral of 
intraance, internal cross subsidies and the abandon* 
it of lines. 

Stivd'm of service is an almost automatic—all>cit 
Hr lagged— response to a decline, in traffic. Sendee 
is adjusted after traffic declines are noted and 
wtified as permanent. The effectiveness of this up- 
vh is tempered by two factor's. First, sendee reduc- 
s may have the effect of forcing some of t he remain- 
ftnffic to motor carriage, thereby further eroding the 
icial condition of tho line. Second, limited service 
•lions often result in only minor savings. 
foftmi of rood way maintenance also tends to Ire nn 
Iiic hut lagged response to a decline in traffic, 
Ily when the carrier’s earnings are low. Reduc- 
iin roadway maintenance levels reduces operating 
«•-*$ iu the near term, with little or no impact on 
ffwi'.cs in the short- run. This process can lx* called 
dis invest nient. 

phimid profits closely follow general trends in tlie 
ray. Since internally generated cash flow is almost 
r wlj source of funds for maintennnee-of-way, it 
^pi. 'ad industry practice to defer maintenance during 
? of low earnings and to try to catch up when 
ire high. hen maintenance is deferred for 
tleriodsnud when the level of catch-up maintenance 
to equal accumulated deferrals, the basic plant 
wnorateSj ami t he ability to provide service is reduced 
5 wtaequcnt adverse effect on revenues. The cycle 
, _*rif-ge iterating and. if continued long 
har ii U | d . eteriomto until safe operation is 
(liT.lIT. 1 ! l,!un,t improvements to the plant. 

- r * .mtion, wherever a continuing service fails to 

sn-t'mT’ in/crna l cro ** Subsidy results (see 
>0 ^ c ‘* s produced by such services are off- 
U ru ,* ft 1o r cl8 ni1 ot ' lc,r services or by erosion 
“VHy. (Toss subsidies can Imj justified 
m Mon . ***' ’]H*ingsupported is likely to re 
I*sflUii in the near term. Prolonged 

^ ... 1 " 1,1 le ulier the carrier nor, obviously, 

^ fid fS W l ° m ' LSt 1>ay h '8 ,l * r ra,os - 

aC ^ oa available (<> a railroad is 
pc,-.i S .' ' the Interstate Commerce 

t of r»i| q ’ a< * ttU,hor »ty to control the abandon- 
ptt»a '' ,l Ca ^ The abandonment procedure in* 
ki (v ’ lI, d submission by the raili'oad 

au “Pplication containing information 


pertaining to the line and the size of its reported deficit 
and the carrier’s financial ability to benr the loss. 

The ICC may hold public hearings on the proposal 
before weighing the evidence and deciding whether re¬ 
tention of the line uiects the test of ‘‘public convenience 
and necessity.” Since passage of the National Environ¬ 
mental Policy Act of 1969, and as u result of sul>sc<|ucnt 
court cases, the ICC must also prepare an environ¬ 
mental impact statement on the abandonment decision 
(sec Chapter 11). 

An inadequate and protracted adjustment process af¬ 
fects the shippers and communities served as well ns 
the carriers. Declines in the quality and quantity of 
rail service and increased cost and rate levels speed 
the process of industry outmigration and limit the abil¬ 
ity to attract new industry. This, in turn, gradually af¬ 
fects the individual community and its population and 
employment base. These effects are considered in more 
detail in the latter part of this chapter. 

Service Discontinuance in the Past 

The filing of abandonment applications has been cy¬ 
clical, reflecting carrier earnings levels and inability to 
continue cross subsidies. The limited abandonment ac¬ 
tivity between 1920 and 1927 reflected satisfactory profit 
levels and little intcrmodal competition. Between 1928 
and 1911, however, there were a great many abandon¬ 
ments due to the decline of traffic during the Depres¬ 
sion and tho effects of motor carrier comjH'tition. 

Between 1942 and 1953, abandonment activity slowed 
amidst a surge of freight and passenger traffic. In 
addition, in 1942 the Supreme Court upheld the right of 
the ICC to include employee protection conditions in 
abandonment authorizations. This changed the rules for 
abandonment and reduced the potential cost savings. 

Abandonments were at a relatively high level between 
1954 and 1969, reflecting the advent of the Interstate 
Highway System and several economic downturns (lur¬ 
ing the period. Since 1969, there has lx‘en an increase 
in applications as a consequence of the continued di¬ 
version of traffic to competing modes and the industry’s 
depressed earnings level. 

Between 1920 and 1970, railroads filed 4,473 abandon¬ 
ment applications involving 73,555 miles. In the ma¬ 
jority of instances, the abandonment petition was ap¬ 
proved. Carriers have become sophisticated in predict¬ 
ing which applications will he approved—hence the 
high success rate. 

If a carrier is uncertain of tho outcome, it usually will 
choose to continue the line in operation but reduce main¬ 
tenance expenses, impairing service which in time may 
be reduced to the point of de facto abandonment. 

Of equal importance, however, to a full understand¬ 
ing of the problem is that gradual extension through¬ 
out t he Region of that process of de facto ulmmlonment 
mentioned above. This has happened to far too many 
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shippers and communities—often almost without their 
notice. No shipper or community is well served by a 
continuation of such a practice, and it is the Associa¬ 
tion's desire—as hereinafter dcvclojied—not only to 
link such a practice but gradually to improve rail serv¬ 
ice on those branch lines which do pass the test of eco¬ 
nomic viability as promptly as the availability of mate¬ 
rial will allow, 

USRA and Light-Density Lines 

The light density lino issue presented USRA with a 
significant challenge. The 1974 DOT report dealt with 
solvent as well ns bankrupt carriers, but the Associa¬ 
tions planning is concentrated on the light-density lines 
of the “railroads in reorganization.” The DOT report 
found 15,575 milt* of the 61,000 miles of track it studied 
as "potentially excess.” USRA found 0.600 miles of 
I rack of the bankrupt railroads as appropriate for stud¬ 
ies. Of that amount about 3,400 miles have l>cen rec¬ 
ommended for inclusion in ConRail. The remaining 
6.200 miles of t rack arc available for subsidy under Title 
IV of the Act. USRA evaluated such light-density 
lines in light of its congressional mandate to provide 
"adequate service* 5 through nn “economically viable” 
mil system. 

The debate in Congress on the Act and the committee 
reports are replete with references to the “for profit” 
oj>emting company (ConRail) to bo created under the 
Act. Subsequent Special Court and Supreme Court deci¬ 
sions have made clear USE V’s responsibility to follow 
this directive of the Congress, while pursuing as well 
the other goals set forth in the Act. Clearly it must 
plan for an economically viable ConRail. Failure to 
do so would leave Congress and the Nation exactly 
where they were in 1073—with bankrupt carriers. 

Some have asserted that the light-density line prob¬ 
lem is the critical issue for the bankrupt carriers; otti¬ 
ers contend that the problem is insignificant. While 
other areas exist where the impact on net income is ns 
great as that caused by light-density lines, the deficits 
from branches are nevertheless significant; estimated 
losses am at least $38 million n year. A lower def¬ 
icit can lie assumed only by accepting the premise 
that, services should continue over facilities which are 
so debilitated that they fail to meet safety «4andnrds 
for 10 mph operation, a premise which can only result 
in their ultimate abandonment, when the plant Incomes 
totally inoperable. The estimated costs to ConRail are 
predicated on maintenance sufficient to maintain safe 
operation at 10 miles nn hour. The implications of such 
losses on ConRail viability are significant. 

Tlie inclusion of all light-density lines in the ConRail 
System would require a “cross Subsidization” of the 
.service provided on those lines that do not generate reve¬ 
nues adequate to cover costs. As discussed in Chapter 
2, cross subsidy is the process through which money- 
iosers arc continued in operation by using profits from 


other service. When the railroads were, in eff* 
monopoly insofar as trans]w>rtntion of freight and 
pi© were concerned, this was a valid concept. The 
nopoly i>ower was accepted in part because it pmv 
subsidized services at no cost to the government 

The basic factors which have adversely iiifrct*] 
profitability of the rail industry are disnwed 
where (see Chapter 1). They have reduced the 
nomio base that allowed the railroads to provnie 
ternal subsidies to deficit services. Railroad mm 
through lower profits ami shippers through 1 
rates have carried the brunt of the cross sulwidr M. 

The cross subsidy concept has lost its vnlidity ii 
railroad industry. Once defensible and rational 
sulnsidies now, including those for branch lints, 
threatening the existence and mincing the quality 
service in the railroad system. Accordingly, the ! 
ciation explicitly rejected the cross sulwidizntion 
cept, determining that, in the context of the Act, 
do otherwise would be inimical to the goals of thf A< 

A correlation between light -density lines and fall 
ability of the restructured system is made by thf OmlJ 
gross and the courts. The House Interstate and Fi 
Commerce Committee report on the Act states: 
Committee recognized the necessity for ‘slimming 
the system allowing Northeast systems to throw off 
excess trackage in an effort to become profitable^ 
(House Report 03-620 p. 28.) There nre nmnei 
references in the congressional debate on the Actif 
the need to reduce the size of the system. Iioth dupli 
tive mainlines and uneconomic light-density line*, 
the mandate expressed in Section 206(a)(1) of thf A 
the creation of a financially self-sustaining rail 
system, is to be achieved. *Tlie Supreme ( ourt vi 
the problem this way: “Congress concluded that 
tion for the crisis required reorganization of the 
roads. $ tripped of excess facilities, into a single 
system operated by a private, for-profit corpowt 
(emphasis added) (Regional Rail Reorganization 
Case, Slip opinion. Dec. 16. 1874. pp. #**4) 

In discussing the Tucker Act remedy, dw >1 
Court stated that the Court of Claims judgit*®* * 
lx> “non-existent, and . . . need not be larg»‘ 1 
Association follows a "sufficiently hard-m*#* 

[in dealing with unprofitable services] ^ 
allows a sound plan to become effective. IN 
Court, Regional Rail Reorganization t 0 
opinion. Sept. 30. 1874, ft. 88. p. 83) 

In view of the legislative history ami l| u * 
court interpretations of congressional a« noin * 1 . 

I>© little doubt that USRA must present a . 6 
quires economic self-sufficiency of the light»t n 
to 1)© included jii the ConRail System. 

Reconciling the Goals of the Act i 

It is important to note that the eight L ' 1 v() jJ 
Act apply to the entire Final System 
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, «to 35 distortion to attempt to apply them indi- 

Lj| v j0in y single aspect of the Plan or, carried to an 
l0 each individual light-density line, 
fctr' of the goals themselves arc in conflict, and it is 
• tliem nil equal weight. Ad- 
L crnt and accommodation being inevitable, TJSRA 
ksvnglit to balance the Act’s objectives and goals. 
Lt lnv.imp clear in the process was the fact that, 
L , viable system is achieved, the other goals of 
could not be achieved. 

rmiim* apparently recognized the primacy of the 
Let economic self-sufficiency, particularly with re¬ 
in! to light-density lines. The House Interstate and 
pricnCommerce Committee report on the Act stated: 
It ^ tsnized the need for safeguard for small areas, 
|b klilc to continue essential service which is mot. eco- 

■ i 'I for tlie carrier. This was recognized as a social 
p lv borne by the government.” (House Report 
K. pp. 28-29.) To provide the ne<‘pssary public 
|itrt.(’<mgress included the “Rail Service Continua- 
p 'tUidtea* 1 authorized by Section 402 of the Act. 

pHt-Oensity Line Alternatives 

[I f i thouph Congress, the DOT report, and rail- 
lit Aperts all assumed that the Regional rail system 
P ' Pr-M tended with excess capacity and thnt profit - 
pt. T rrqnirvrl to the elimination of uneconomic serv- 
did test that assumption. 

■U’thf Association’s judgment thnt the light-density 
p iiv a significant part of the total industry prob- 
1 j 5 *** Region. The overcapacity of the system, the 
f■’H'ing service areas of the bankrupt carriers, the 
i pr*!,v poor physical condition of the light-density 
i P- 'hr amount of money and material needed to up- 

■ ^ <rtt, 'k- the operating deficits on the light- 

► ■ ‘ Dcs #11 made clear the impossibility of build- 
[ ■ 'Wliiled system with service continuing on all 

P*-u lines. 

niching the conclusion that the goals of the 
f. 11101 ^' n, rt by including all light-density lines 
Ir.], ' ni turc ^ system, the Association then had to 
| C i .* ' branch lines to recommend for inclusion 
ke>tit 41 ^every line, that faile<l to show 
EdiH ° U ^ * ia ' e lines that could become 

r.- If sustaining with small revenue increases 
L aa ^ K i ,ort tcnu traffic growth. Prudent husi- 
f '"•^u^Syst' 1 r ° ,n * K> ^ ii ' nc l us i° n °f such lines in 

l'^ " aS *}temative of transferring all 
1* inled o *"| S *° 8 °^ V0nt ra ilroads in the Region. 
l^i&irhiMh 10wevcr > was ^ ie transfer of individual 
H S ° 1Ve !‘ t carr ' or In *y be interested. The 
of tl ? ,X>V ^ C ft,i y interested solvent carrier 
I 6 i 11 its possession to assist in the 
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evaluation of the transfer of individual lines from the 
bankrupt to solvent carriers. It must he emphasized, 
however, that such actions by solvent carriers are 
voluntary and cannot he mandated by the Association. 

The Act, its history and the interpretative judgments 
of the courts left the Association with only one realistic 
alternative; that is, including financially self-sustaining 
lines, or those likely to become so in the near term, in 
Con Rail and making the other hues available for 
the rail continuation subsidies authorized by Title 
IV of the Act. In addition, Title IV makes loans avail¬ 
able to public bodies for purchasing and rehabilitating 
lines that are required, in their judgment, for social and 
economic purposes. 

Rail Service Continuation Subsidy Program 

As noted above, the Interstate and Foreign Commerce 
Committee Report on the Regional Rail Reorganization 
Act of 1D73 stated: 

Tlie Committee recognized the necessity for "slimming 
down” the system—nllowlng the Northeast system to throw 
off the excess track in an effort to become profltable. It 
recognised the need for safeguards for small areas, to be able 
to continue essential service which la not economical to the 
carrier. Tills was recognized ns a social cost to be borne by 
the government. (House Report 03-4520, p.p. 28-29.) 

Title IV provides the means by which essential scrv-. 
ices may be contained through government assumption 
of social costs. 

Rail service continuation subsidies can be used to 
cover the “costs of operating adequate and efficient rail 
service, including, where necessary improvement and 
maintenance of track and related facilities” (Section 
402 (j)). The fedoral government share of the subsidy 
for any liglit-density line is 70 percent, with state and/ 
or local government or shippers putting up the remain¬ 
ing 30 percent of the cost. 

The Act (Section 401(a)) states that rail service con¬ 
tinuation subsidies should be used where “the cost to 
the taxpayers of rail service continuation subsidies 
would be less than the cost of abandonment of rail 
service in terms of lost jobs, energy shortages, and 
degradation of the environment.” 

Of the nearly 9,600 estimated miles of active light- 
density lines under study, it appeal's that 3,-100 miles will 
be recommended for inclusion in the restructured sys¬ 
tem. This means that about 6,200 miles are available for 
participation in the rail service continuation subsidy 
program. 

The Act authorizes $90 million for each of 2 years to 
meet the federal share of the 70 percent subsidy cost. Of 
this amount, $-45 million is apportioned to tho eligible 
states and $45 million is allocated to the Secretary of 
Transportation to bo ‘distributed at bis discretion. 

It appears now, however, that tho total cost of con¬ 
tinuing service for tho first year on att of tho liglit- 
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density lines not included in ConRail will not exceed 
$38 million. It could be lower. This means that tho 
federal share would not exceed $27 million, with the 
states’ share for the entire Region standing at $11 
million. 

Under the. Act, the Rail Services Planning Office 
(RSPO) has the responsibility as outlined in Section 
205(d) (4) to: 

. . . assist State and local and regional transportation 
authorities In making determinations whether to provide rati 
service continuation subsidies to maintain In ojieratlon par¬ 
ticular roll properties by establishing criteria for determining 
whether particular rail properties are suitable for roll service 
continuation subsidies. Such criteria should iuclude the fol¬ 
lowing considerations: Kail properties are suitable if the 
cost of the required subsidy per year to the taxpayers ts less 
limit the coat of termination of rail service over such pro it-' 
ertles measured by Increased fuel consumption and opera¬ 
tional cost for alternative modes of transportation; the cost 
to the gross national product in terms of reduced output of 
goods aud services; the cost of relocating or assisting through 
unemployment, retraining, and welfare benefits to Individuals 
and Anns adversely affected thereby, and the cost to tho 
environment measured by damage caused by increased 
pollution. 

The rail service continuation sulisidy program ia to 
Is* administered by the Department of Transportation. 
In order to l>eeome eligible, a state must undertake to 
meet the requiremcnts-Congress set forth in section 
402(c) of the Act. They are: 

. . . (1) The State has established a State plan for rail 
transportation and local rail services which Is administered 
or coordinated by a designated State agency, and such plnn 
provides for the equitable distribution of such subsidies 
among State, local, and regional transportation authorities; 

(21 The State agency has the authority and administrative 
jurisdiction to develop, promote, supervise, and support safe, 
adequate, amt efficient rail services; employs or will employ, 
directly or indirectly, sufficient trained or qualified person¬ 
nel : and maintains or will maintain adequate programs of 
Investigation, research, promotion, and development with 
pit,vision for public participation; 

|3) tlie State provides satisfactory assurance that such 
fiscal control aud fund accounting procedures will be adopted 
jis may be necessary to assure proper disbursement of, and 
accounting for. Federal funds paid under tills Title to the 
State; and 

(i) tlie State compiles with the regulation of the Secre¬ 
tary Issued under this Section. 

Under this Act, the Association does not have a role in 
determining which lines should be subsidized. Indeed, 
the needed planning and decision making process is 
clearly in the hands of the .State. Nevertheless, the As¬ 
sociation has taken certain stops which may provide 
assistance to the state and local governments. 

A handbook lias been prepared for use by state and 
local agencies which descril>es detailed procedures which 
can Ik* used to estimate the effects of tho removal of a 
branch line on the community so ns to help it reach a 
conclusion ns to whether a lino should bo subsidized. 


Impact on Communities and Shippers 

The potential effects of the Final System Phni 
both regional or system-wide and local. The Assorid 
is specifically directed to consider bot h. 

Tlie Association believes it is the responsibility! 
the states to undertake or coordinate the analra* 
potentially adverse local impacts. To facilitate them 
complete consideration of these potential impact*,! 
of the responsibilities of the RSPO is to solicit, ml u 
and make available tho views of tho public, a* well 
those of state and federal officials. 

Consideration of all hut one of the regional impa 
is contained in other chapters of this Plan. Thischapl 
responds to Section 200(a)(8) of the Act. which j 
quires that tlie Final System Plan lie formulatK 
such a way as to minimize “job losses and assoeii 
increases in unemployment and community benefit« 
in areas iu the Region presently served by rail serric 

Tho Region represents a significant jwirtion of I 
Nation’s economic activity, containing npproximat 
38 percent of the employment, 55 percent of the p 
sonal income and 48 percent of the population of I 
Nation. There could be a significant adverse local, 
dii8try-wide or regional impact from reductions in i 
size of the rail system. However, four factors «rr* 
diminish the potential widespread impacts. 

First, the planning process is directed toward thej 
vitalization of tho system as well as its restructwi 
and many users will benefit greatly from improvund 
in rail service. 

Second, the restructured system will represent ad 
able portion of the Region’s rail system —a system d 
will continue to be extremely comprehensive end 
none of the excluded lines are subsidized. Virtna'lyj 
areas of the Region will continue to have access to I 
service. 

Third, the ubiquity of highways and the ready >1 
ability of private, contract and common motor < arm 
servo further to diminish the potential impacts '1 
ductions in the size of the rail system in any n 1 
Depending on tho costs to the shipper, motor earn 
could provide tho entire transportation service <> PI 
tion of it, with the joint use in some case? o nil 

water carriers. J 

Fourth, almost by definition the adverse 
effects of abandonments tend to be minim* 
quite specific local communities and jJ 

involved directly. Lines identified for oit ‘ J 
abandonment are by definition lines wit 

traffic volume. . t J 

The methodology used by the Association •> 3 

matically includes those lines in C nnR«> 
of rail traffic is significant. If a ' in f 1 tK f , m 
for inclusion in ConRail or for se **' T10 f 
profitable carrier, its voliuno of tralhe >» I 
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mints of adverse impact from abandonment is 

EpfeL 

or sittrst effects of the discontinuance of service 
gariain rail lines will flow into the area’s economy 
i the impact on the specific shippers that use 
iThe actual magnitude of the impacts will depend 
effect of increased production costs on the firm’s 
I and profit and on the effectiveness of manage- 
»a its attempts to minimize potential adverse ef- 
, These factors depend, in turn, on the relative 
»k* of transportation costs to total costs, the 
hr and substitutability of other inodes and tho 
l'< ihility to pass cost increases forward through 
ientases. All these fnctors vary from area to area 
|eippcr to shipper. 

iiksisofthe potential area impacts from a reduc- 
l in the size of the rail system was undertaken by 
| Nation with the assistance of the Public In- 
Exwomic Center. The analysis described In 
1 significantly overstates the potential im- 
d\m\hmtUm of service on lines not included in 
IThe scope of the analysis, which is discussed 
fn f >r length in that appendix was dictated by two 
h, 

f ^ analysis had to be completed prior to the 
of specific recommendations concerning’ 
r L> ’ ,7 hich is a candidate for inclusion in the ro- 
Therefore, the analysis had to con- 
^ potential adverse social and economic impacts 
N the discontinuance of service over the 
potentially excess by the Department of 
r^ rtlt ' on m the Secretary’s Report of February 1, 
[ ^ ^ hnes studied by the Association. 

[ M ^ h r >,G00 miles of both bankrupt and solvent 
P*Ihe Region was < excess in 

Report while the Preliminary System 
^ wring bankrupt carriers would make only 6.200 
***■ for mil serv ice continuation 

9 ^ tivctor affecting the scope of the analysis 
i P°tontial adverse effects. The 

■ ^ j' have, l\vdefinition, very 

** ^ * consw l tlenc(? i estimates of the 
' r I . i il and state level likely 
I*6 t 5if/** **' tgmtnde of the contin- 

p > '* ° :iin l,SR bI© estimates, the analysis 
1 ^ ^ »pact was undertaken at the county level, 

Ir,, : , . 1 ^h-gion were studied. 

C no •! v< ot the economic impact on 

P^r4i[ r! KS t,iat In#l £^ result from a discontin- 
' s or from a substantially improved 
► . ' " , * 11 -■* it preferable, IloweVI 

ifthw, ' |,!l ^dualized analysis proved 

PU.t\u :!,*#. time and budgetary con¬ 

fer ; ir ., r ,>ni ‘ ar hm and evaluation derived from 
r ^ hi ^ ke taken into account carefully 

| m System Plan is devdoped. 



The elements subjected to analysis were the poten- 
tial reductions in employuient and income and the poten¬ 
tial increase in transportation costs. The basic inputs 
were the employment and payroll data for the several 
relevant types of productive activity. Certain types of 
activity were excluded from the analysis because they 
do not make significant direct use of rail transportation. 
The excluded activities included fisheries, public utili¬ 
ties (except electricity and gas suppliers), sendee indus¬ 
tries (except wholesale and retail trade), financial serv¬ 
ices and personal services such ns amusement, medical 
and legal services. 

For the remaining activities, it was assumed that, if 
the county would lose any rail lines, all plants in the 
county, whether they actually use this service or not, 
would be affected directly. This assumption, which over¬ 
states tho potential impact, is made necessary by the 
aggregate nature of the data. 

The actual calculation proceeded in two steps. Each 
industry in a county was treated initially os if all plants 
used the national average rail service for inbound and 
outbound movements. These results were then reduced 
by tho ratio of the traffic generated on potentially excess 
lines to tho total traffic for the TLS. DOT zone con¬ 
taining the involved county. 

In computing the increased costs of alternative trans¬ 
portation, the difference between estimated rail and 
common motor carriers costs was used. The two most 
important alternatives excluded by this approach are 
private carriage and trailer-on-flnt car or containcr-on- 
Uat car service. Because increased transportation costs 
are the mo 6 t significant impact identified by the analy¬ 
sis, inclusion of these two services probably would have 
reduced the impact. 

Results of the Community Impact Analysis 

The results of the analysis are summarized in Figures 
1-3. They indicate that the potential overall impact 
from the termination of rail service on all of the poten¬ 
tially excess lines of the DOT report represents a very 
small proportion of the counties’ existing economic 
bases. Figure 1 indicates that in only 15 of the 451 coun¬ 
ties did the estimated decrease in industrial employ¬ 
ment exceed 1 percent. Figure 2 shows that the potential 
reduction in county income is less than 1 percent in 80 
percent of the counties. Figure 3 indicates that the po¬ 
tential increase in transportation costs as a percent of 
income is less than 1 percent in !)$) percent of the coun¬ 
ties studied. In only 32 of tho 510 counties studied do 
any of the projected impacts exceed 2 percent. 

In short, even the most pessimistic estimates of the 
adverse impacts on the Region and areas within the 
Region indicate that the effect of the suggested reduc¬ 
tion in the size of the rail system would be negligible. In 
contrast, the expected benefits to the users of the re¬ 
maining restructured system will far outweigh antic¬ 
ipated adverse impacts. Despite the negligible overall 
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impact, however, the adverse effect on individual ship¬ 
pers and communities may be substantial and Congress 
may well wish to consider some further means for miti¬ 
gating such effects. 

Figure 1.— Potential reduction in county employment 
after discontinuance of light-density line rail freight 
service 

POTENTIAL REDUCTION IN COUNTY EMPLOYMENT 



2 . 0 % 

PERCENT REDUCTION 


Source: Public Interest Economics Center, Community Impact* 0/ 
RnUrourf Screlcr. 

Figure 2. —Potential reduction in county income after 
discontinuance of light-density line rail freight 
service 
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Figure 3. —Potential inctease in trantportatmcorA 
parent of county personal income, after dimvif 
ancc of light-density line rail freight smict 
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Railroad Service. 


Service by Other Carriers 

The Final System Plan will contain rw 
tions for continuation of service on light-density 
by alternative railroad carriers. Undoubtedly, t err I 
lines that will not be financially feasible in th*- r 
tured system but would be self-sufficient if operatw| 
part of another railroad. There are two circuited J 
native carrier service could adnevf ^ 

First, other railroads operating in the 
line might, by a combination of gcograp c 
stances and markets, be. able to provide scrV *f, ^ 
ably. Tlie Association will provide all 
and. information to facilitate analysis > _. J 

carrier (s) for those lines where alternative _ J 
bo feasible. The assumption of such s pn ' K ‘ f • ,, 
cent profitable carrier is wholly v< d ,,n * r ' 
depend on whether the railroad cou 1 t rim 

tion of service. . a chii 

Second, alternative railroad sen ire (J3 

self-sufficiency if operated by a s 10 , i 0 «er«l 

railroad. Short line railroads generally to ^ J 
than the larger systems, principa J 1 
scales and closer management attciii 

typical branch line. nli iro»d , !t , p v.i 

Further, the pay scales of Class ir» 
are negotiated on. n nationwide 11 '' ^ :e| 

employees generally are paid P*« ' 
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». The entire management effort in short-line rail 
jtions results in a concentration of attention both 
ibt level of costs and service which differentiates it 
the branch line operating effectiveness of large 

[while there is a valid role to be played by the short- 
I ra ilroad, it should be recognized clearly, however, 
t such roles arc limited. Unless there are valid rea- 
5 to expect the normal economies of short line opera- 
i to occur, as mentioned above, they may not bo a 
Isolation. Not all short lines are profitable. A short- 
railroad which can survive only by inequitable 
noe divisions or other indirect subsidies should not 
i encouraged, either directly or through subsidies. 
| The Association's primary interest is in maintaining 
I much service as jiossiblc. It will do its utmost to 
idliutc continuation of sendee on lines not included in 
[ restructured system, whether it be by doing what it 
i to help states cvaluntc the subsidy option or making 
nible acquisition by solvent carriers. 

bilrood Marine Operations 

[The marine services of the bankrupt railroads in the 
Mica, which are discussed fully in Chapter 18, are 
K profitable. The largo investments in new marine 
ailment, which are long overdue, could reduce operat- 
i? costs substantially but not eliminate deficits at- 
iiiutable to these segments of the railroads in reorga- 
ation. 

Two of the five marine operations in the Region are 
** nt! *l medium density routes and, except for Now 
Harbor, are routings for through freight that 
e l move entirely by rail. The Lake Michigan car 
*>scrve traffic which would otherwise move through 
s Chicago gateway; the Chesapeake Bay float is an 
mativeto the Alexandria, Va., gateway and services 
loads; the New York Harbor car-float provides 
1 tosL < ^ reCt route to Long Island from the South 

Association has concluded that investment in 
J' \ operations would !>e a mistake. Promo- 

ssli # au- rout ‘ n 6 s is preferable where this is 
' *' ‘ . 1 QIU 1 movements are considerably more 
ii.' for example. 

afloat and lighterage services arc of- 
I coinn l ° •^ ew ,^ 0r * t Harbor by two Brooklyn terrni- 
P'sv'eifcR 8 ** loro ^ 11 P°°cl possibility that the 
operation might be*taken over 
1 ' rr *® r ’ SUc h 68 Southern or the Riclunond, 
f,P°t°ma c , while extending its oper- 
W ilmington area. This possibility is 

t<W ApPendixD * 

-ia the ^ ' * 1e ^ ssoc ‘ at * on to treat marine opera- 

Ithe assurrint ' 10 ® ann ® r * s light-density lines is based 
bfiAd t.-? loa *^ I s rail service for which funds 
would be available for marine 
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operations under the 70-30 federal-state sharing form¬ 
ula. It is assumed also that the capital costs of new or 
rehabilitated float equipment, would qualify under tho 
provisions of Title IV, as in the case of 1 iglit-density lino 
rehabilitation. The Association recommends that the 
U.S. Department of Transportation and the RSPO con¬ 
sider the merits of subsidizing marine operations. 

Determination of Branch Line Self-Sufficiency 

Light-density lines studied in this process were: 

• Those lines of bankrupt carriers identified by the 
DOT Report as potentially excess, 

• Those identified by the bankrupt carriers for pos¬ 
sible abandonment, 

• Those identified by USRA operations planning 
staff and their consultants ns requiring study. 

Tho Association also studied lines which had form¬ 
ally been abandoned under ICC hearings in order to 
develop an accurate definition of the systems of the 
bankrupt carriers at this time. 

Altogether the Association identified 844 light-den¬ 
sity line segments and 11,800 route miles for study. 
(This does not include any light-density lines of the 
Erie Lackawanna). Of these, 540 segments constitut¬ 
ing 9,600 miles of service are currentlj’ in operation, 
and 176 line segments constituting 1,200 miles have al¬ 
ready been abandoned under ICC procedures. Finally, 
128 segments covering 1,000 miles are not currently be¬ 
ing served although these have not been formally aban¬ 
doned. 

As these lines were identified for analysis, the appro¬ 
priate state agency was notified by the Association and 
the reasons for or against the line’s inclusion dis¬ 
cussed. Each branch line selected for study was iden¬ 
tified to determine its exact location. Specific data con¬ 
cerning costs of serving the line as well as the reve¬ 
nue it generated were developed. These data were pro¬ 
vided by the railroads serving the segment, individual 
shippers, concerned citizens and state and federal agen¬ 
cies. Information also was developed at the hearings 
sponsored by tho Rail Services Planning Office in the 
spring of 1974. Tho testimony included general com¬ 
ments concerning the DOT Report, comments concern¬ 
ing the methods employed and comments pertinent to 
individual zones or line segments. The various state 
and federal agencies involved in the planning process 
also supplied useful information and technical assist¬ 
ance to the Association. 

■ When analyzing each branch line as USRA did, the 
key questions to be asked are: What are the costs of con¬ 
tinuing service? Will there be .sufficient line-generated 
revenue to cover these costs ? What is the near term traf¬ 
fic growth potential of the lines? Are there recoverable 
fossil fuel deposits on the line ? 

Because the use of generalized rather than individ- 
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ualizod data was a major criticism of the DOT report, 
TJSRA devised a data collection system that individ¬ 
ualized all information for each separate light-density 
line. For each light-density line the following charac¬ 
teristics were identified: 

Physical characteristic#—[outfit, quality of track ridings, 
number of tics and rails needed to upgrade, etc. 

Freight service characteristics—type of service, frequency, 
type of equipment used, crew else, etc. 

Shipper characteristics—each shipper's name, location, hill¬ 
ing station number, etc. 

Traffic characteristics—car loadings and tons of each com¬ 
modity shipped and revenues received by carrier, etc. 

In addition to the information provided for the above 
categories by consultants and bankrupt carriers* USR A 
carefully catalogued, line by line, all of the information 
on light-density lines gathered at the RSPO hearings 
or in TJSRA'sown review. Numerous other shippers and 
communities sent further information directly to FSRA 
that has also been helpful. 

From these reports, it was possible to determine the 
specific revenue generated by an individual branch line 
and to estimate costs attributed to that line, includ¬ 
ing those directly variable operating costs which would 
occur on the main line in handling that traffic. This step 
included analysis of the comparative costs of upgrading 


the branch line to FRA Class 1 and 11 trar!< 
and the costs of maintaining tracks to either of 
standards over a period of time. Also niriinM 
costs of capital specifically utilized on tlir 

With those data, each line was then analysed 
mine whether revenues currently g^neratM by 
originating or destined to the line \v» ;v .iHki/’,!:., 
the costs directly attributable to that traffic. 
divided between those that had suftirii-nt rerniuiH 
cover full rehabilitation to Class II ttundinb 
miles per hour) and those which would snppr>rt 
maintenance of track to Class 1 standards Ii.e.* in 
jkt hour). I 

If a line was long enough to lx* r«'hnl>ilit*tal toffH 
H standnnls and thereby generate net savings fi^H 
oj>e nit ions adcvjuate to cover the co-si of t’uir npgndi^H 
then the Class II standard was used along with the^H 
suiting lower operating cost. On the other 
grading to Class I standards with its liigfier attendi^H 
operating costs provided adequate overall r*m.»}ft| 
operate the line, this standard was used. 

If a line did cover its variable costs, including m 
tenance to either standard, it was rvroinintn<Mfl 
inclusion in the restructured system. 

If thcdiranch line failed this tost, nn analysis 
ducted to determine if it could cover its varbbtocl 


COAL HELD SERVICE 


The Congress specifically directed the Association to 
preserve, to the extent possible, “existing railroad track¬ 
age in areas where fossil fuel natural resources are 
located.” (Section ‘206(a) (4).) 

The pursuit of this goal has been a major concern 
for the evaluation of the traffic growth potential on 
individual lines serving areas which hold fossil fuel 
reserves has been difficult and complex. 

Not all lines servicing areas with these reserves actu¬ 
ally serve or would be required to serve reserves which 
are economically recoverable. Further, some reserves 
may not be tapped for decades, if ever. Identifying in¬ 
dividual rail lines which should be preserved for fossil 
fuel purpose is a difficult task. 

Use of the Region’s coal reserves primarily depends 
on the ability of individual deposits to meet EPA. re¬ 
quirements, their mineability, proximity to the market, 
expected use (metallurgy vs. steam production) and the 
price and availability of alternative fuels. Assessment 
of the extent to which each of these factors affects a 
given coal deposit requires a great quantity of detailed 
data and judgments by qualified people. 

In an effort to develop line-specific coal production 
estimates, contacts have been establislied with the U.S. 
Department of Interior, the National Coal Association 
and the Region’s coal-producing states. Recommenda¬ 
tions concerning specific lines largely or solely because 
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they serve fossil fuel reserves will be included in 
Final System Plan. _ 

Regarding continued service, to fossil fuel rtsx -■ 
USR.Y has adopted the following positions: I 

1. On lines required to reach . -onom: i'b' 

able reserves, if service is now provided it 
continued whether viable or not. Where the lit* 1 
pass TJSRA viability tests, however, service viljl 
maintained oa an “on demand" basis and 0,1 j 
ns no major repairs are required on the line-. 1 
time as repairs arc required the line will f» 1 
category listed below. . i 

2. On those lines required to reach econo 0 * 1 j 
coverable reserves and wive re there is not n °* * J 
the Association proposes that such lines C ^J 
for “rail banking’’, and that this concept * 
in conjunct ion with the Final System fl* 11 ; 

The lines recommended in the 
Plan either for continued service or 1111 ^ 1Jt 
based on the best- available information t e 
could obtain, to date. We will routin'!' 
the Federal Energy Administration. I 1 ' !'" ^ 

tenor, the Xntionnl Coal Association * n 
coal producing states to make n more * p - 
tion of where economically reron t- 1 
exist. 
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i^r with a modest rate increase (10% or less) or with 
iMpected traffic increase (specific growth if available,- 
ejected ConRail System growth if not). 

If the lit* did not cover such costs, even with reason- 
nte increases and traffic growth, n review was 
lotted to determine whet her the lino had connect ions 
other carriers. Where such connections exist, the rail- 
id will be provided the data and information neces* 
rrtoissessthe line's potential viability. 

Ttarrforc, a financially self-sufficient line to be in* 
jJd in the restructured system, ConRail, is one that: 

1 Uoptblc of jrenerntins snffleient revenue to cover the costa 
tcum-d <« the llulit-Uenxltjr line Itself as well ns the cost of 

hmnch -1 lnc-jrencrate<l t raffle beyond that branch 

Em. 

2 While not currently self-sustaining. can be made viable by 
RUOMble rale adjustments. 

i While not currently self-sustaining, can be made so because 
rf the Identifiable traffic growth In the near term. 

AH other lines automatically become available for 
ini'ipstion in the sulxsidy program (Section 402) 
tier the Act, with the decision concerning continued 
pto on these lines depending on state nnd local ac- 
kIf»line is not included in ConRail, and if the state 
id local interests nnd shippers fail to provide the sub- 
idy.the Act permits the discontinuation of service. 

hrtome of the Analysis 

Rp-jjlts of the analysis of each line’s prospects for at-, 
kin? financial self-sufficiency are reported in detail in 
ipprndix K to Volume TT. Of the 9,600 miles of active 
■d»»y studied, 3,400 miles arc recommended for 
M inclusion in the Preliminary System Plan with- 
P farther study. These lines account for approximately 
[Pwent °f the traffic and revenue generated on the 
P ^H'bed, The remaining lines should be studied 
ally by the states, regional and local agencies, nnd 
rP’ *° deride which justify’ continuation of service 
F-'ip subsidies and those which should be abandoned. 
I.'" m ^ cs hot recommended for inclusion in the 
System Plan can l>e continued in operation 
P’lg service continuation subsidies, as previously 
r i'". The required subsidy level should be esti- 
L a formula developed by RSPO, but the 
L~' :i 1 nf * received sufficiently early to allow such 
Lj '‘ddition, the most recent RSPO stand- 

hp only proposed and not final standards. 
|i»r!? a ' 1iCaI . rWult P Ivsentw f > n full in Appendix 
p»' 5 r? , mt ^ Included detailed considerat ion of each 
r nanctai self-sufficiency under the traffic, revenue 
L cost ^rels which prevailed in 1973. 

p'iniir ° K com P' c led after preparation of the 
M n ' StPm ^*' an ' nc l ,1( l e the identification of 
P tJ' npa ' lze< l* f°r example, due to the location 
Pind prorf'^r ° n a »d the development of 

r 1 irtativ. C0ncern ‘ n K service continuation bv an 

P W1 >« nulroad. 


Because only 1973 data are used in the analysis, new 
firms could have come into existence, and existing ship¬ 
pers could have permanently increased their use of rail 
service since the data were collected. Second, a line may 
realize the necessary traffic growth in the near term to 
become self-sufficient. In both cases, the lines involved 
would represent prudent business investments and 
should be included in the Final System Plant. 

More current carrier data will be analyzed to assist 
in the identification of traffic growth which already has 
been realized. The major sources of the needed informa¬ 
tion are the testimony provided at the RSPO hearings 
(including those to be held on the Preliminary System 
Plan), communications received directly from individ¬ 
ual shippers nnd information provided by such public 
agencies as the state departments of trans|>ortation. 
Where the verified information indicates thnt the traffic 
growth will permit self-sufficiency, the line segment will 
be recommended for inclusion in the Final System Plan. 

An Overview 

As stated at the outset of this chapter, no issue gen¬ 
erated as much interest and debate during the planning 
process for this report as did the light-density line issue. 
It dominated meetings to discuss the work of the Asso¬ 
ciation held with state and local officials, public interest 
groups, shippers, members of Congress and nearly every 
group that met with representatives of the Association. 

The Association approached this issue with consider¬ 
able care nnd preparation, aware in particular of re¬ 
actions to the Department of Transportation report last, 
year. No doubt there will be honest differences of opinion, 
as to the correctness of our approach, our methodology, 
the data used and our conclusions. 

Because the Association dealt only with the light- 
density lines of bankrupt carriers and the DOT report 
studied solvent as well as bankrupt railroads it im¬ 
mediately pared down the number of miles of track 
where continued sendee was thought to be in jeopardy. 
The Association concluded that of the 9.600 miles of 
track under study 6,200 miles were not suitable for 
inclusion in the restructured system. 

It is important to keep in mind that this Plan, al¬ 
though a major step in the restructuring process, is only 
one step in the process and is now offered for public, 
comment and evaluation. Upon its release of the Rail 
Services Planning Office will begin a formal hearing 
and evaluation procedure as it did with the DOT Re¬ 
port. Hearings will be held throughout the 17-state 
Region. RSPO will announce the dates and locations of 
those hearings. 

The Association views this part of the process as 
vitally important to the successful submission of a Final 
System Plan to Congress. It may be expected that this 
set of hearings will focus primarily on the light-density 
line issue. States, communities, shippers and other in¬ 
terested citizens will present their views on our plan. 
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The Association gives its assurance thnt a!! of these 
comments, particularly the RSPO evaluation due on 
April 28, will bo given careful consideration. The Asso* 
oiation is seeking, through the RSPO hearings, defini¬ 
tive information and material assistance relevant to in¬ 
dividual branch lines. This is especially important in 
the case of light-density linos that have an identifiable 
capability for growth in the near term. Also being 


sought are other proposals which may resnR ja 
tinned sen-ice on lines that now appear to br 
nomica]. 

The goal of the Association, limited only by gJ 
quirements of the Act, is to provide in the Final Sra 
Plan for the continuation of ns much rail service ur 
sible. In pursuing thnt goal, it seeks whatever mid 
and help may be available. 


THE RAIL TRUCK TRADE-OFF 

Truck service could be substituted for rail on many 
light-density branch lines. Such sulstituted service in¬ 
volves continuation of rail service to a railhead with 
transfer of cargo to truck for final delivery. A study 
was made of the comparative costs of rail branch line 
operations and coordinated rail-truck service, including 
transfer operations. This analysis differs from other 
USRA-sponsored studies, such as the community impact 
study. It is limited to branch line operations and high¬ 
way-substituted service. 

Figure 4 portrays the transfer cost per ton for several 
commodity types and a range of daily transfer terminal 
volumes. As these costs indicate, it is more economical 
to transfer merchandise freight in piggyback trailers 
than to transfer the cargo. Conversely, the case of bulk 
commodities, it is cheaper to transfer the cargo to truck. 
The combined cost of transfer and trucking from a rail 
terminal, for various lengths of rail branch line, is sum¬ 
marized in Table 1. 

A comparison of these costs to movement by rail is 
shown in Figure 5. It may be concluded from the data 
in Figure 5 that a rail-truck transfer operation results 
in lower total resource consumption than rail for branch 
lines longer than 7 miles, averaging 5 loaded' care per 
day, and for branch lines 50 miles long with 18 cars 
per day or less. 

FIGURE « 

COMPARATIVE FREIGHT TRANSFER COSTS 



FOR BRANCH LINE SERVICE 

Tabu: 1 *—Cargo transfer and trucking au !4 jxt 


CimnmUty type 

Length of IiauI (mite) 

i 

10 

30 

IS » 

UnltUod or freight. 

53.62 

13.96 

M 41 

j 

H11 fl 

Pfftrytofk trallw. 

*32 

3iN6 

411 

4 45 ] 

OrruniUr/UqnM trolk com- 





roodlUrt.. . 

2. *7 

3.21 

3.16 

430 1 
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Since the preponderance of branch lines noder 
falls within the range of these conditions, it » 
to say that the transloading concept has partic® at ^ 
as an alternative to retaining unprofitable lig t • 
rural and urban brunch lines. This is espccia J 
cant given the ultimate costs of restoring nuin ' 

lines to proper standards of maintenance. 

With respect to fuel use, all-rail 
efficient than truck—about four times more ^ 
der conditions of high capacity utilisation 
slightly more efficient (1.4 times) " lf * \ , 

trains. Under conditions of balanced IM,U ^ 
relative efficiency of truck vs. rail is ,u ^ 
Changes in the price of fuel will shift i « 
between rail and truck and thus alter lot -‘ ' . 

fuel consumption. See Chapter 11 for n* V hetro^k-tf 
sion of energy and air pollution aspect-" o 
tnidc-off question. 


106 























9439 


8 


Intramodal and Intermodal 
Competition 


Public policy has long sought to protect competition in our private 
enterprise economy because competition generally is assumed to lead to 
efficient industrial production and good service at reasonable prices for 
consumers. 

USRA considered longstanding differences of expert opinion 
regarding the desirable amount of competition between rail carriers 
operating in a given market. The chapter recognizes that excessive 
competition between railroads at times has led to greater costs, 
reduced or erratic service and higher rates for shippers, but elimination 
of rail-rail competition in key markets is an unacceptable policy under 
the mandate of the Act. 

Extensive competition has developed from other modes, especially 
trucking but also water carriers and pipelines. This intermodal com¬ 
petition has diverted traffic and revenues from railroads and has made it 
increasingly more difficxdt to offer rail service by multiple carriers in the 
same market. On the other hand, effective intermodal competition is 
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valuable to society because it provides a ready alternative for <fcJ 
where rail-rail competition might have diminished. Increasingly , if uj 
motor carrier industry that sets cost arid service standards for the railw 
USRA's preliminary conclusion is that indirect rail-rail comp 
(not duplicated door-to-door services)' and the ready ava ilability of o 
competitive modes would fulfill the competitive goals of the Act . 


Competition among firms in the same industry and 
market is an important feature of public policy toward 
business in America. Competition, an underlying 
premise of the private enterprise system) is protected 
and encouraged by antitrust laws and numerous pieces 
of special legislation. Even in highly regulated indus¬ 
tries like railroading, competition is prized as a means 
of controlling abusive business behavior because it is 
automatic, penetrating and persistent.- Shippers and 
consumers generally value competition among suppliers 
as the best guarantor of reasonable prices and as the best 
mechanism for assuring £***1 service, technological 
progress 11 ml efficient management. Those who advocate 
less public regulation of quasi-public utilities like rail¬ 
roading—in order to give industry greater flexibility 
in pricing and services—place heavy reliance on the 
self-regulating character of competition; without a 
healthy and balanced competitive system, tin* public 
will demand more, not* less regulation. 

On the other hand, with respect to industries that have 
some if not all of the characteristics of public utili¬ 
ties. competition may bo more valuable in theory than 
in fact. Head-to-head competition of rival firms may l>e 
valuable to shippers by lowering tltcir rates, but other 
less direct forms of competition may be equally valuable 
over the long run. Indirect forms of competition maybe 
sufficient to bring about improved cost performance 
and innovations in services. In areas of great excess 
trackage, its in the Granger States, excessive competi¬ 
tion has been known to result in less frequent service, 
poorer utilization of plant and equipment, higher unit 
costs and hence higher charges to the shipper than oth¬ 
erwise would have been required. Too much competition 
may l>c one of the causes of Jinuncial instability and 
bankrupt cy of some rail mid carriers. lienee, excessive 
competition is no more a friend of the shipper than in¬ 
adequate competition. 

The Act gives prominence to the goal of maintaining 
and enhancing effective competition in the Region. Sec¬ 
tion 202(b) (2) stales that “in addition io its duties and 
responsibilities under other provisions of this Act, the 
Association shall . . . prepare an economic and opera¬ 
tional study and analysis of . . . the competitive or 
other effects [of the Final System Plan] on profitable 


railroads/’ In Section 200(a) (5) the Act provides 
“the Final System Plan shall l>e formulated in sdj 
way as to effectuate [among other goals] ... the ] 
tent ion and promotion of competition in the pror 
of rail and other transportation services in the 

Competition is a goal of the Act that may conflict 
others, particularly Section 202(b) (5), which m\\ 
the Assoeiat ion to consider methods of achievingec 
mies through consolidations and pooling nrrangwii 
and Section 206(h), which mandates ronsidontiai 
ways to achieve’rationalization of rail servicmwl 
rail service system in the Region. (See also 
206(g) with respect to consolidation arrangwwn 

Competition Defined 

It is a basic tenet of economics that a purely comp 
live market economy will produce the lx»st allocate 
social resources. Proper resource allocation enable p, 
duction of a given bundle of goods and service* nr 
lowest possible cost or, as a corollary, assures thii I 
mix of goods and services produced by the economy# 
satisfies consumers foe any given level of expend 

Thus, pure competition produces tho oonditionj 
maximum social welfare: AH goods and services 
duced in the proper amount, all “inherent advantog 
arc fully exploited, all economic resources uivi t ,t( 
arc mosf>ffieiently used. prices in the market \ 
sonably low—given the size of the market und *'1 
able technology — and undue concent rat ions of eeow 
jmwer do not accumulate. 


The Definition of Markets 

The economist Vmodel of pure competing ^ ^ 
realized in actual business practice. Xe vert la * ^ 
ican public policy toward business place** k nflt 
maintenance of competition: but how mu< h “ J 
and wluit kind? Statutory lx>undnrics of 1,11,1 
five l>chavior arc found in the antitrust ^ 

Imitation statutes , 1 but 75 years of u5,f ,n 

, . for <*•1"“ 

1 Two nourtrs on nUtulory and ^ /y.. • * 

In thr trn importation liido*itrte« an* ‘ 

Regulation: Principle* end iJohu ,r> 

an<1 Mtctuu>l tt>nant f Xellroed U<rg<r* ' 
of California rr?!% 11NH). 
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iad rcgulfttory rulings have failed to provide a precise 
definition of the lawful minimum of competition. 

To get at the question of how much competition 
Laid exist (or converse degree of “monopoly 

tacr* which should be allowed), it is necessary to de- 
the market in which competition is supposed to 
bml Economists measure the degree of monopoly 
pow in a market by “cross elasticities of demand,” or 
tl* degree to which one product can be substituted for 
mother. Antitrust law comes at this by attempting to 
,Win*‘‘relevant markets”—the range of substitutable 
privet* thAt the law will not allow to be monopolized. 
Uafbrtmiately. the definition of “relevant markets” can- 
out be determined any more precisely than “adequate 
oopetitionf indeed, the two concepts are fully inter¬ 
dependent. 

The transportation industries pose difficult problems 
of market definition because of the point-to-point char¬ 
ter of traffic movements and the high degree to which 
oodiscan be substituted for each other. For example, 
if i shipper wants steel to move from Pittsburgh to St. 
folk it will be significant that the Penn Central, 
Chasi* System and Norfolk & Western all provide 
•’ingk-li&e service. The shipjver is well situated with re- 
•pKt to intramodal competition, but intermodal com- 
rtfition also may I#? a factor in this market. Steel is a 
valuable commodity and earlier delivery may save the 
■upptrsome distribution expejises; trucking firms could 
bal the steel to St. Louis in competition with the rail- 
probably with faster delivery. Also, steel prod- 
vts are heavy, and inland waterway carriers might be 
to move the steel at rates low* enough to cover the 
Unrelated costs of (presumed) slower delivery by 
f or this point-to-point movement, there is high 
among rail, truck and barge service or, 
j*^*r words, intermodal competition is highly effec- 

w *dobl« Competition 

^ eea 'Me pure competition rarely exists, economists 
htorbluH* 8 * ' a *^ erB ^ ave arrived at the notion of 

conce P t » balance 

- | an< f pragmatism—between pure com- 
I m' * C}l ° n num f >ers of sellers to pre- 
I ^ rontr °l of prices and service levels, and 

I hunt on nT ^ ^ market demand places a 

I UWi,. e niun ^* T se U®r8 of a size large enough to 
o{ production economies. 

I ^ bw tb ] achieved when a raar- 

I ^ adust f number of firms which can exist in 

I Wlt ^ 0Ut an ^ ® rm being too small to reap 

I In, ^bt come from being big— 

I l terti S i r f m l/at u>ru re8eap ch work, volume purchases, 
^ * Var ‘t«ges and the like. Kach firm in an in¬ 


dustry should be large enough to achieve these econo¬ 
mies; but if a firm is larger than the threshold size, the 
total number of firms is reduced unnecessarily. 

In railroading, economies resulting from dense traffic 
flows are likely to be so great that only one firm can be 
of optimal size in many point-to-point markets. Two 
firms of optimal scale may be able to coexist in larger 
markets. In general, two railroad firms in a large freight 
market will produce a “workable” level of intramodal 
competition. 

For smaller city-pairs, only one rail carrier is prac¬ 
ticable, but that does not mean that no competition exists 
or that shippers are at the mercy of the railroads; there 
are several avenues of escape. First, then* is intermodal 
competition. Second, there is the option to route traffic 
to other rail carriers at intermediate junctions (called 
short-hauling). Third, the shipper over time may re¬ 
locate or revise production and distribution strategies, 
part of the reason for the decline of railroading as de¬ 
scribed in Chapter 1. Fourth, a multiplant firm can 
threaten to reallocate production toward other existing 
plant locations. 

Public economic regulation of an industry substitutes 
for market competition under the antitrust laws. So 
long as there is regulation, the number of competitors 
in “relevant markets” is not so important as it is under 
market competition. If a policy choice were made to 
lessen public rate regulation, however, the number of 
effective competitors in each market could not be 
ignored. 

In sum, “workable competition” is a practical bal¬ 
ance between pure com|)etition of large numbers of 
sellers and no competition or monopoly. “Workable 
competition” produces acceptable results, i.e., prices 
close to production costs, good sendee to customers, effi¬ 
cient management and technological progress at rea¬ 
sonable costs. 

Competition vs. Competitors 

In our complex industrial society, individual people 
as consumers rarely participate directly in freight 
transport decisions. Shippers and receivers serve as in¬ 
termediaries for consumers, paying the freight bill us 
part of the final production costs of goods and services 
purchased by consumers. To the extent that there are 
benefits of competition, those benefits are received in¬ 
directly by consumers and directly by shippers or re¬ 
ceivers. In defining types or levels of competition, there¬ 
fore, it makes sense to view competition as it is 
perceived by shippers and receivers—the directly par¬ 
ticipating beneficiaries, 

A contrary view often is presented by rail industry 
representatives who, in a merger case for example, typ¬ 
ically are more interested in impact on competitors than 
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impact on competition. Their argument is that there 
can be no competition without healthy firms to compete. 
That is so, but when public policy has sought to pro¬ 
tect competitor », it often has done so at the expense of 
consumers, who may be made to pay higher rates to 
keep inefficient firms in business. If. instead, the com¬ 
petitive forces were permitted full rein, efficient firms 
would survive and inefficient firms would fail. Public 
policy must intervene, of course, to prevent predatory 
competition and its excesses. 

The Association believes that protection of competi¬ 
tion comes before protection of competitors. IJSRA 
cannot neglect competitive impacts on rail carriers in 
the. Region, but where the interests of these carriers may 
conflict with the interests of creating the best long run 
solution for consumers' generally, the latter course must 
be favored. A most serious policy problem exists if. in 
mapping a competitive industry structure, potential 
competitors refuse to engage in territorial extensions 
designed to bring about an acceptable level of competi¬ 
tion. In that case, absence of willing competitors be¬ 
comes an immediate problem which must bo solved in 
the interests of competition generally. 

Intramodal (Rail-Rail) Competition 

Efficiency of railroad service in the Region is affected 
considerably by the nature and extent of competition 
between railroads. Resolution of this complex subject 
was a key part of the Association's deliberations in pre¬ 
paring the Preliminary System Plan. Few areas have 
evoked such differences of expert opinion and it has 
been impossible to reconcile these differences with sta¬ 
tistical or other factual findings. 

Some observers believe rail-rail competition is costly 
to provide in the Region because it necessarily implies 
retention of duplicate and underutilized facilities. Oth¬ 
ers believe that, the goal of preserving rail-rail competi¬ 
tion is consistent with creating a financially sound rail 
system in the Region. Thi9 latter group believes that 


For Emphasising Competition 

1. Firm* of small or moderate size are equally or more efficient 
than the largest Arm#. 

2 Economic* of density can be achieved through creation of 
proper route structure* and expanding Joint operations. 

3. Halls already have lost almost all divertlhle traffic to other 
modes, so only rail-rail competition Is effective. 

4 A larger number of competitive Arms keeps open a larger 
number of future restructuring options and avoids putting 
all the eggs In one basket. 

A. Good service to shippers derives from aggressive competition 
of more than one Arm for a giveu amount of business. 

A. Competitive Arms will be financially sound If underlying con¬ 
ditions are adequate, because competition provides Inceptive* 
to good management and Arm size Is at optimal scale. 


whenever a choice between one larger firm and tin 
smaller firms serving the same markets is to be mata 
the more competitive solution (two firms) also result* I 
in establishment of firms of more efficient size. Accent¬ 
ing to this view, the two competitive firms will be nun-1 
aged better, and will be more aggressive ami mo*pnh J 
gressive than a single larger firm. As a result they f 
provide better service at lower rates, over time, thin] 
will the larger firm. These two conflicting viewpoints 
can be summarized as in the numbered paragraphs oa 
this page. 

The Association has made special studies of the kind | 
and level of competition in the Region, has made pre¬ 
liminary investigations of economies of scale and econ¬ 
omies of density in railroads, has reviewed the Secre¬ 
tary’s Report and the testimony of witnesses before thf j 
RSPO and has solicited expert opinion from kev econ¬ 
omists, transportation consultants nnd rail shippers] 
The viewpoints expressed and the analytic results re-1 
ported in these sources amount to a near-unitnimou* re¬ 
jection of anticompetitive solutions in major market*. I 

IJSRA’s approach to the resolution of the issue oil 
the proper level of rail-rail competition was to deftoi 1 
types of competitive service which might be created or [ 
maintained, then to determine which areas of the It j 
gion should be served by each type of competition.! 
TTSRA determined that the proper amount of compcti-j 
tion cannot be resolved without reference to multiple 1 
types of competition. The various types of rail-rail cmc-1 
petition are defined and analyzed in the preceding sH 
tion. The Association's basic plan for competitivesfirrj 
ice in the Region is described in Chapter3, and location-1 
specific determinations are discernible in the Unrej 
octal5s map enclosed with this volume of tlej 

Plan. 

The general policy adopted by USRA is that effects 1 
rail-rail competition must be provided in key 
including markets presently dominated by 
nipt carriers. Rail competition need not be su 


sustain^, I 


?or D*'-emphasizing Competition 

fflrlf&t (llll I 

. larger Arms are at least potentially roor * * 
smaller Arms, especially If the latest manager 

are employed, ^nfolid^ 

l Economies* of density are best schlev J 

freight A own over the minimum number o ^ Urf&l 

L Rail-rail competition was beneficial In the pa* 

nonexistent or irrelevant today because rir-*^ ^ 
not other rail carriers, set cost and sen ^ f 

I. A smaller number of firms enables cooc ° n 
managerial talent and focusing of federa 

In limited ureas. ^nrentration of ?TtflC | 

>. Good service to shippers derives from * »- tr*l**| 

Hows, enabling more frequent schedules, ru 
better plant, etc. ^nt dapn 

Financial viability is a function of rolniD *' . i 

tion and avoidance of ‘"destructive comp* 
derm I ties the rate level 
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howmr. in markets where traffic volumes are such that 
niJ efficiency would be impaired significantly by dupli- 
tttion of facilities and services. Given a choice between 
two or three railroads, each providing an inadequate 
level of service, and a single carrier providing a high 
quality of service, the single carrier choice is preferred. 

Determinations of traffic levels adequate to sustain 
competitive rail services can be made only by consid¬ 
eration of the >pecific8 of each market. Withdrawal of 
services must be considered on a case-by-case basis. Be¬ 
au* of the wav the mainline rail networks have devel¬ 
oped, for example, it may be relatively inexpensive to 
maintain two-carrier service to one particular traffic 
pwrating area, while elsewhere two carriers could not 
«plit tin* same amount of traffic and earn the same ag- 
gregateamount of profit. Most important, when consid¬ 
ering how to continue competition in markets which 
otherwise would be monopolized, it is essential to find 
acarrier trilling to provide com petit ion (see Chapter 3). 

Finally, continuation of rail-rail competition in the 
Region is not necessarily incompatible with increased 
roil efficiency or reduction of duplicative facilities and 
services; opportunities for coordination of services be¬ 
tween rnrricrs enable achievement of economies of den- 
sty without reducing service to a single carrier 
monopoly. 

The Association, like the Department of Transporta¬ 
tion in its February 1, 1974 report, has rejected the ex¬ 
tremes of monopoly rail service in the Region and an 
induin’ organization of multiple small firms. The in¬ 
vitations recommended in this Preliminary System 
arp manageable size. Xo part of the Region gen- 
•rating large amounts of traffic is-left without rail-rail 
^petition in the general vicinity. The Association 
riven substantial credence to the* argument that 
Gtocentration of traffic flows is an important source of 
^'nnmies and can result in better service to shippers 
j 1 a ^ TV ^ ato - Further, HSR A tentatively has con- 
that, while economies traceable to large corporate 
^ not obvious in this industry, economies of den- 
•» important. 

ond Proposed Levels of Rail-Rail Competition 

n»nt ^) ^ a,T !*** ana l vzc< l th« market share of domi- 
sriidit* 4 m col,n ^ e ® served by candidates for con- 
**>bv r * ^ows the distribution of 171 coun¬ 

ty iu * rnar * iet ?hare of the dominant railroad, 
* or one proposed configuration of 
•^ed * X ^ present, the 171 counties ex- 
t^lhr^ 1 ^ distributed fairly evenly across 

I I * if,Cati °^ **kled, Sixty-two counties show 

^ or 11 °f a dominant traffic share, de- 

aopoly P errent of unloads generated. Complete mo- 
lfl ons in railroad traffic exist in 51 counties. 


The Association’s proposed three-system configuration 
results here in an increase in traffic dominance by indi¬ 
vidual railroads. Tim number of counties with no domi¬ 
nant railroad drops to 42, while the number monop¬ 
olized by one railroad rises to 74. 

Table 1 . —Rail market dominance in 171 countie* cast 
of Ohio : 1 Distribution of counties and carloads generated 1 
by percentage of carloculs served by dominant railroad 1 — 
present and Three Carrier System 4 ( proposed) 


Traffic share of dominant ra ilroad 



Less than 
70 percent 

70 to 99 
percent 

100 

percent 

Number of counties: 

Present.... 

62 

58 

51 

Three Carrier Svstem.. 

42 

55 

74 

Percentage of total carloads: . 
Present... 

64 

28 

8 

Three Carrier System__ 

51 

32 

17 



* Eastern portion of lWion only, nast of Ohlo/lVnnsylranU bonta. with tmsll 
nurobw of count tea tic total wfovv no scnrlco exist! by a candidates for con* 
soikUtlon. 

* Carloads g*nivnted -originated or terminated. 

* Dominant railroad•railroad with hi#hart carload* generated In county. Shares 
lower than 70 percent were not considered dominant and were consolidated Into 1 
grouping. 

* Three Carrier System Is a proposed alternative involving consolidation of 5 
carriers plus 2 systems of solvents. 

Source: USRA staff anolyMs. 

The lower half of Table 1 shows the percentage of 
carloads generated in various dominance classifications. 
The proportion of carloads in areas with 100 percent 
dominance rises from 8 percent at. present to 17 per¬ 
cent under this configuration, while traffic in counties 
with no dominant carrier falls from 64 to 51 percent. It 
should be noted, however, that for this example over 
half the carloads generated still would be served in com¬ 
petitive markets, and by no means all the monopolized 
markets would be under the influence of the consoli¬ 
dated network of railroads. 

A more direct measure of the degree of competition 
between railroads is the availability of multiple line 
service and reciprocal switching agreements to individ¬ 
ual customers versus service by a single line. Table 2 
shows the number of customers with service in these 
three classifications for selected Pennsylvania and 
and Northern New Jersey areas. Very few customers, 
only 24 of 2,669, have direct connections to more than 
one railroad, and only another 150 are covered by recip¬ 
rocal switching agreements whereby one railroad will 
pick up cars to exchange with a second carrier (usually) 
for a small fee. Fully 2,495 of the 2,669 customers have 
only single line service, indicating that direct rail-io- 
rail competition at the shipper’s location is very rare, 
even in highly developed industrial areas such as these. 
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Table 2.—Number qf customers sensed by railroads in the Philadelphia and Northern New Jersey areas distinguishing single line smia, 
• multiple line service and reciprocal switching service 






Stations 





RaUroadO) 

Philadelphia 

Newark 

Harrison 

ElUabeth 1 

Jersey City 

Bayonne 

Penh 

Amboy 

AUeuunm- 

Betb.-W. 

Easton 

Tout 

Single Km service: 

RAO 

40 








JA 

F.L 


57 

23 


M 




w 

US 

IM 

PC. 

AW 

241 

23 

155 

65 

11 

6 


CN1.-__ 


119 


90 


a 

0 


a 

RHQ 

MS 






13 

sv 

» 

LV 

SO 





2) 

m 










Subtotal- 

1.462 

447 

45 

254 

101 

54 

» 

94 

im 

Multiple line service (direct connection): 
PC-RDG 

13 

1 . , 








a 

R D G~LV. , ....__ 







2 


PC'CNJ.___ 






1 




PC-EL..._ _. 





1 





CNJ-LV 


3 



1 

3 

1 



LV.1I, _____ 








1 












Subtotal... 

12 

3 

0 

0 

3 

3 

1 

8 

a 

Multiple tin* sendee—reciprocal •witching: 
PftRPO, - __ T _ 










PQ.I.V ,,, t , __■ _ 


25 



43 


5 

1 

n 

PC-CNI_ 




50 


9 


■ 

PCJ-BL. 









RDQ-LV 








18 

a 

LV-KL . --- _ _ 








1 

l 











Subtotal. 

0 

25 

0 

0 

92 

0 

13 

30 

m 

Grand total.—__ 

1,474 

473 

46 

254 

195 

67 

S3 

197 | 

im 


i Include* Port Newark. 

The Problem of Competitive Service to Small Shippers 

Small shippers * suffer several disadvantages relative 
to large shippers: these disadvantages are clearest in 
the area of service quality. Small shippers generally are 
harder to serve per work unit and have less leverage 
over carriers than large shippers do. Understandably, 
therefore, small shippers may place a premium on com¬ 
petition, hoping that the rivalry of carriers will produce 
benefits dial they cannot exact from a single carrier or 
hope to obtain by regulation alone. The large shipper, 
who on the surface has the most to gain from competi¬ 
tion. may be less vociferous on the subject than the small 
shipper, because the large shipper can exact through lev¬ 
erage (“monopoly power” in the economist’s jargon) 
what the small shipper can get only through competi¬ 
tion or very extensive and careful public regulation. The 
irony is that service to large shippers may be in volume 
sufficient to warrant competition, while for the small 
shipper, competition is uneconomic under any definition. 

There are three ways small shippers partially can 
overcome their competitive disadvantages. One is to join 
with other small shippers in an association, which then 
has total volume sufficient to achieve the advantages pos¬ 
sessed by large shippers. Such an association can pro* 

* A small shipper la deflnrd m one who generate* small eolumee of 
carload t raffle. as dlatioct from a shipper (targe or small) of small 
parcels. 


vide research services on available rates, for example, 
a function that a single small shipper might not be able 
to afford. Shipper associations also enable consolidation 
of shipments to achieve more favorable multiple-car 
rates. Second, a small shipper can locate in a market 
area with one or more large shippers. Proximity tonu- 
jor traffic geneVation points may result in improved 
service and even more favorable rates. Third, the sma* 1 
shipper can seek effective regulation, pursuing * e 
rights and remedies that die applicable law and regu 
tious afford. 


Shipper Views 

In order to learn more about how shippers vie* ^ 
id vantages of competition, USRA asked otw of its 
mltants " to gather a group of knowledgeable s ipp^ 
representatives to discuss these issues. A few "i I 
ings are pertinent. , • 

Shippers believe that the ‘‘personality 0 
vidiml railroad is a significant factor in f ^ ie tres 
if its customers—both large and small. Some w 

roads consider every account of major signt c ^ ^ 
them, arc generally successful at maintaining P*** ^ 
ruunications with their customers through 0 f 

[nets and achieve efficient operation in a 
their business over which they have eontm . 


• Slmat. Uellleaon and Elchner. 
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Oftts it U assumed that rail-rail competition exist* only If a 
jWpper baa direct access to two railroad companies. That 
yaioptlon can be overdrawn. Indeed, most shippers do not have 
Urtci acce» to two railroads. Do they have any benefits of 
ccapetitioQ without such direct access? Surely direct access 
Ijtjy i ihlpper more leverage, but to ignore the broader lmpll- 
canoas of indirect, regional competition la to discount the essen¬ 
tial dynamic* of the American economy. Business behavior la 
stated by trend* and innovations elsewhere in industry, and 
order* In the South or West set standards of service and rates 
(tat cannot be ignored in the East and Midwest. Within the 
MtttKtft Region, competition between specific points may be 
\m rrimnt to the regional economy than the existence of car¬ 


riers which are responsive to their specific (perhaps captive) 
shippers by virtue of corporate pride, industry-wide trends In 
productivity or Innovation and sound financial condition. 

This is another way of saying that •‘competition in the large" 
may well be a more important policy goal than retention of 
multiple-carrier competitive service to specific shippers—“com¬ 
petition in the small." Such a conclusion Is particularly appro¬ 
priate in an era of large, geographically diverse organisations 
with service patterns that are national in scope. 

Because there has been a great deal of controversy about the 
definition of competition, and in order to show different ways in 
which competition could be provided, the Association has pre¬ 
pared the following typology. 


FIGURE 1 

NO COMPETITION (REGIONAL MONOPOLY) 

CITY A 



FIGURE 2 

INDIRECT COMPETITION (LOCAL MONOPOLY) 

CITY A 



RAILROAD Y: —- 


Tfc* Region Is served by a single carrier on whose lines all 

dipper* are located. 

U<!*r inch a situation, the shipper (a) has no choice of rail 
within the Region, although there is a modal choice of 
^ if wster or air. The shipper, however, does have only a single 
. fWT * w t0 with nnd a single integrated service for all 
shipment* If the carrier Is well-managed. It should he 
trt ® c flowf a °4 provide the shipper with a 

ctr iU W>ly would he almost totally at the discretion 
C p er wSt hln the regulatory guidelines. With no com- 
'*>» to I ! r ** 5nr ** * rc * m °*her rail carriers, the carrier might be 
l 3lwi toaovate with rates or equipment Bate breaks nnd 
T * equipment would be provided to the shipper only 
h to the railroad, 

tu* **** ^ dipper, if dissatisfied with rail service, has 
Wini]- vUr>CW swltchln 5 to potentially higher cost modes, 
l ° ftV ° W lon *-4h*tance transportation altogether, 
en tlrely. These threats are unlikely to 
*° * DDovate * sInce the largest nnd most 
to hm* * L'*** °* n these options while staying 

Set experi * ’ hlW)er ha * recourse to the regulatory process, 
fin of ^ Wlth ^Wlatory agencies Indicates tliat coirec- 
I l * e *cleiiclea and car supply inadequacies would 
_* l0W ftnd bur den»orae. Regulatory bodies 


can pre- 


mtipQ-ii, ^“ f ive actions more readily than they can pro- 
^ improvement* to the shipper. 


Two or more carriers, relatively balanced in terms of revenues 
and physical size, serve the Region but do not always serve 
the same city-to^ity markets. The ahipper Is physically located 
on Railroad X and has no access to Railroad Y. 

Indirect competition still gives the shipper no choice of rail 
carrier within the Region, but it does provide some benefits 
from rail-rail competition. As the carriers compete for on-line 
industrial location, price and equipment innovation would be 
used as inducements. Generalized competition in the Region 
tends to make individual carriers more responsive, more efficient, 
better managed. To the extent that the carriers are well man¬ 
aged, service levels to shippers should be high, as individual 
carriers would be able to concentrate their flow**. 

There would be a tendency of one carrier to emulate the 
Innovations of the other. For example, Innovations by Railroad 
Y can make the shipper's competitors from City A more price- 
competitive In City B by lowering their transportation costs. 
Railroad X must match or do better than this or it will lose 
traffic when the shipper begins to ship less t*cause of his 
declining market share, relocates to maintain that share or 
goes out of business. 

In this case, the shipper’s options are changing modes, 
decentralizing, relocating on the competing railroad, or going 
out of business. The threat of relocation U particularly potent, 
because the serving carrier knows that his competitor will 
encourage that relocation. These are valid options only for the 
larger nnd more stable firms; smaller shippers benefit only 
coincidentally from the innovations made by the carriers. 
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FIGURE 4 


FIGURE 3 

REMOTE COMPETITION (SHORT HAUL) 


CITY A 



LIMITED ACCESS COMPETITION IINTEPUOOAU 


CITY B 



RAILROAD X . 

RAILROAD Y - 



Two or more carriers! serve the Redon and are directly 
competitive over certain parts of their route structure even 
though they do not uhvays serve the same city-to-city markets. 

Here the shipper has a choice of rail carrier within the 
Redon. Rven though physically located «m Railroad X, the 
shipper can use Railroad Y for that portion of the haul from 
an intermediate junction (J) to destination. Railroad Y could 
actively compete for this traffic by supplying the shipper with 
cars In return for routing over its line. Railroad Y could not 
comiiete on a price basis, however, as it must establiHli a 
through rate with Railroad X. Since Railroad X la trying to 
retain the traffic, it la unlikely to participate in such a rate. 

The ability to use Railroad Y for part of the more gives 
the shipper it direct revenue leverage over Railroad X, as the 
railroad can be denied revenue generated lietween the junction 
and City B. This leverage can be used to encourage Railroad X 
to Innovate in pricing, service and car supply In order to retain 
the traffic. 

There Is n potential service coat to the shlpi»er in doing this, 
as Railroad X still lias control of the car over part of the move. 
Although it is unlikely that Railroad X would slow the service 
between City C and the junction—because that service involve* 
shipments of other customers—It Is possible that Railroad X 
would delay giving the shipper’s car to Railroad Y once It got 
to the junction; this Is the way a railroad win punish one of 
Its shippers for “short-hauling" the railroad. Even If a delay 
were not deliberate, the introduction of an additional switching 
ration may Itself cause a delay. 

In this case the shipper's options include a choice of currier. 
The revenue leverage Inherent In that choice gives the shipper 
the ability to pit one carrier against another in his attempt to 
derive competitive concessions. 


Two or more carriers serve the Region and generally 
the same city-to-city markets. Within the cities, these ctrrtei 
serve only those shippers physically located on their n*pectm 
lines. 

For carload traffic. Limited Access Competition presents thr 
same situation as did remote competition ; the -hipper’.* 
Railroad Y Is still at the junction. For interm dal (ie. TOrC, 
COFC) traffic, however, the shipper now has it local choked 
carrier. Depending on the susceptibility of his commodity to 
intermodal handling, the shipper now has the option of cm* 
Railroad X or Railroad Y for the entire haul. This inmu» 
revenue leverage, the ability to exert more pres^un* on drrton 
in both modes to innovate in priciug, service and car Mgplj. 

Shlpi>or leverage is greater under this type of caa&Mm 
than under remote competition, but carrier counterlewnp 
remains the same. The carrier controls part of the carload nw* 
as it did In the previous case, but none of the intermod*! more 
The shipper may suffer declining levels of service on rrmiiaiaf 
carload traffic if he diverts too much traffic to Intermodal 
ice. ALio. there may be an indirect service oust to be paid by ^ 
shippers for the privilege of having two (or more) rmttrxai> 
serving the same city. The total traffic flow from City C mu* to 
divided among competing carriers, and these lower vtftiaf* 
would mean less frequent dispatching of train* and f^ rtf 
through trains (l.e„ nonstop from City C to City B). Coo*j 
quently, the overall level of .service may decline. 

Limited Access Comjpetition facilitates the shippers <'1^® 
to relocate because be now needs only to relocate acre** 
gain direct access to Railroad Y for carload traffic. 
move, the shipper can keep the same labor force, n* ® a * 
supply and distance to market. 
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FIGURES FIGURE 6 

OPEN ACCESS COMPETITION INDEPENDENT ACCESS COMPETITION • 

(RECIPROCAL SWITCHING) (NEUTRAL TERMINAL COMPANY) 


CITY A 



Two or more carrion serve the Region ami generally serve 
the Mm* clty-tcnlty markets. Within certain cltie*, all shippers 
lav* access to either carrier through an arrangement known as 
opm lor reciprocal) switching. Under such an arrangement, 
the ahipper located on Railroad X could specify Railroad Y as 
tfcorUinatlog railroad. Railroad Y would then deliver an empty 
e*r to Railroad X. which would switch it to and from the shipper 
tad deliver the load back to Railroad Y for the line-haul move. 
Railroad X would perform these services for Railroad Y for a 
gxdfrd chance per car. 

Coder Open Access Competition, the shipper has a local choice 
competitive carriers. Tills not only will provide the shipper 
vlth increased revenue leverage hut also will allow Railroad Y 
to compete with Railroad X on the basis of rates nnd service as 
wril as car «upply. This increased leverage should Improve the 
time of the carriers, as the potential effect on revenues 
b dfnlftcantly greater than in the cases considered previously. 

The shipper may face a reduction In service associated with 
fragmentation of the traffic flows and potential delays resulting 
ffljm the Introduction of un additional Interchange. The serving 
orders ***** an incentive to delay such movements, since they 
f*re an almost total loss of revenue from that move. If the two 
railroads are performing a relatively equal amount 
if switching for each other, the fear of retaliation helps to pre- 
these aerol-intentlonal delays. But if one carrier is pre¬ 
dominant and does not fear retaliation by the other, the swltch- 
^ delay* are more likely to occur. 

f p* shipper has the ability to short-haul his serving carrier 
]° k ful1 ^ rj Sth of a movement, giving him more leverage over 
carrier than would competition of the types described 
Pcvdoualy. 


CITY A 



RAILROAD Y: -— 

RAILROAD T - 

Two or more carriers serve the Region and generally serve 
the same ctty-to-city markets. Within certain cities, all the 
shippers are served by a neutral terminal (or switching) rail¬ 
road (T) that has access to all the railroads serving that city 
(X ond Y). The shipper(s) physically located on Railroad T 
could have that railroad switch cars to either Railroad X or 
Railroad Y. Railroad T would then assess a switching charge 
against the UOe-haul railroad which that carrier would absorb 
as a cost 

The only significant difference between Open Access Com¬ 
petition and Independent Access Competition lies in the neutral¬ 
ity of the terminal railroad (T). Since it makes no difference to 
Railroad T which Une-haul railroad receives a car, the switching 
of cars should be on an equal basis. The shipper is no longer 
subject to counter-measures by a competing carrier in the per¬ 
formance of a switching move. Since the shipper's leverage can¬ 
not be counter-attacked, the shipper bears much of the respon¬ 
sibility for price, service and equipment Innovations. 

On the other hand, the shipper no longer has a single-carrier 
competitive option. He must deal with at least two carriers (the 
terminal railroad plus at least one line-haul railroad) and sub¬ 
ject the traffic to the delays usually encountered in multiple line 
service. 

The shipper has do more leverage than under reciprocal 
switching, but does enjoy neutrality in getting cars to the line- 
haul carriers competing for them. 
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FIGURE 7 

MULTIPLE ACCESS COMPETITION 
(JOINTLY SERVEO INDUSTRY) 


CITY A 



RAILROAD Y 


Two or more carriers Serve the Revlon and ami-rally 
same dty-to-city markets. Within various cities, .^rtalu sfclp^n 
are directly served by more than one carrier. The shift** j, 
physically located on both Railroad X and Railroad Y and b:i 
a competitive choice of carrier right at his loading dock. 

Multiple Access Competition might provide a llttlr inor*|j* w . 
age over carriers than the two previous option*. \i or * 
tant* the shipper has two single-carrier routing option* a ^ 
stantial benefit. Multiple Access t'omiietitinn provide shlppm 
with the maximum revenue leverage and choice of imta 
among competitive carriers. 

There could be a price to pay. however. Since the shipper fcu 
fragmented the traffic* each railroad will switch the «fclft*rt 
plant less often. This could result in a deterioration uf the tocal 
service level because each railroad would be less intercshd la 
what now' is less profitable traffic. 


One shipper complained of the arrogance of a carrier 
that assumed its traffic to be in bondage by reason of 
plant locations* This carrier refused to discuss the pos¬ 
sibility of a rate adjustment until the shipper had en¬ 
tered into serious negotiations with a motor carrier. A 
shipper noted that large firms frequently experience the 
same kinds of problems with railroad service that 
smaller companies do, particularly w here decentralized 
facilities of major firms include individual plants which 
account for small volumes of freight traffic* This would 
seem to imply that location (a factor affecting rail oper¬ 
ating costs) is more important than leverage. 

The larger and more sophisticated shippers seem to 
rely on splitting traffic between competing carriers in 
order to obtain improved railroad performance. To split 
their traffic* some shippers have elaborate “report card” 
rating .systems. Obviously large shippers are better 
placed to engage in this practice than are small shippers. 

The shippers agreed that, traffic splitting w-aa an ex¬ 
tensive practice that could work both for and against 
the shipper and the railroad. Splitting could produce 
better service and reward the carrier for improved 
service; it also could make the railroads more respon¬ 
sive to shipper interests. On the other hand* traffic 
splitting can result in lower volume and thus higher 
cost to both carriers, which makes each such carrier less 
efficient 

Traffic splitting can be used to good effect because 
larger shippers often feel that they know rail costs bet¬ 
ter than the railroad carriers themselves. I^arge shippers 
seem to want railroads to cover costs of all shipments 
and make a fair return, but they also want favorable 
rates for volume shipments. 

These shippers sought competition among railroads 
and between other modes because it promotes good 
performance in service, cost levels* technical and mar¬ 


keting innovation and management. Rail-rail and inter- 
modal competition was important to companies when 
deciding on plant locat ion and marketing strategies. Tl* 
shipper conference concluded* however, that effective 
competition did not require door-to-door duplication 
of competing facilities: if a railroad becomes indifferent 
to service* these shippers contended, that railroad will 
be punished by systematic short-hauling to other car¬ 
riers. But once again* it is the large shipper that hold* 
this t rump card. 

Shippers are fearful of finding themselves with no 
rail sendee if they should happen to be on the liw 
of a single rail carrier which fails. Thus, rail-rail com¬ 
petition is sought actively by companies in making 
plant location decisions or setting marketing strategy 
and production decisions, because it ensures struct 
continuity as well as a routingoption and rate leverage 
Users of rail transportation generally presume tbt 
rail-rail competition is essential to them, and that 
burden of proof should fall on parties advocating ^ 
ened competition rather than on those urging retention 
of competition. 


ermodal Competition 

ntermodal competition serves many of i 

nomic values achieved by intramodal <ra !. -J 
ipetition. To the extent that rail-rail compel* i 
sidcred to be inadequate in the Region or tot * 
t that it might be reduced by consolidation, 1 ^ 

dal competition must be relied upon to pi« 

ntermodal competition establishes an eff**’ ^ 

: on rail rates and a floor under rail sen’"" <1 ^ 
e marketability of railroad services * iAr ^jpper 
lined by intermoda! competition* sin 11 110 
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will pay a higher rate if comparable service is avail- 
| y e e l^where at the same or lower charge. Shippers 
nnv be willing to pay more for better service, and truck¬ 
ing companies can provide high quality service at cost 
competitive with rail over a wide range of commodi¬ 
ty and distances. Barge lines transport bulk commodi¬ 
ties hetween points on the inland waterway system at 
rut#* substantially lower than railroads can charge. 
Pipeline® have raptured nearly all of the market in 
bug-dwtance transport of petroleum and petroleum 
products and threaten to take away coal traffic if slurry 
pipeline technology improves in the future. Mine-mouth 
power generation already has made inroads into the 
tnditional rail business of coal transport.. Great Lakes 
shipping has lost traffic to other modes, but still car¬ 
ries traffic which might have gone by rail. Table 3 shows 
ti* change in shares of the transport market realized 
by each of the major modes over the last half 
| century. 

There are two conflicting viewpoints from which to 
[ discus* intermodal competition. First is the broad pol- 
I fcy isawof whether intermodal competition is effective 
m keeping transportation rates close to costs and en¬ 
suring good service to shippers in the absence of suf¬ 
ficient traffic density to warrant rail-rail competition. 
The second viewpoint emphasizes the marketing and fi¬ 
nancial outlook for railroad traffic and revenues: such 
prospects are highly dependent on the effectiveness of 
I rompetition from other modes of transport. 

Matters relating to intermodal competition are dis- 
^**1 in several other places in this report. Chapter 1 
rise of alternate modes and government assist- 
*** to them as one of the causes of the decline of rail¬ 


roads; Appendix II provides estimates of the amount 
of such public assistance to other modes. Chapter 1 also 
presents an overview of the prospects for the industry. 
Chapter 7 introduces the possibility of substituted serv¬ 
ice by truck as a means of insuring transport service 
to shippers in lieu of light-density rail service. This 
theme is picked up in Chapter 10, “Availability of 
Service by Alternate Modes,” where the coots of sub¬ 
stituting trucks for rail service by the bankrupt car¬ 
riers throughout the Region are estimated. Chapter 10 
also provides further description of the transport capa¬ 
bilities of other modes. Chapter 9, “Marketing Rail 
Freight Service,” describes the difficulty of generating 
rail freight revenues in view of the competition of other 
modes, and offers analysis of the prospects for im¬ 
proved service using more than one mode; Appendix 
F descrilies coordinated intermodal service more exten¬ 
sively. Chapter 9 and Chapter 14 incorporate traffic 
and revenue forecasts prepared for USRA by Temple, 
Barker and Sloane, Inc., as revised by the Associa¬ 
tion's' staff. These estimates include consideration of 
expected changes in the freight modal mix. 

Effects of Intermodal Competition on Railroad Rate Levels 

Intermodal competition tends to result in lower 
freight rates. One piece of evidence is that rail average 
revenues per ton-mile (adjusted for inflation) are de¬ 
clining, vet the railroads are not winning but losing 
percentage shares of total traffic to other modes. 

Motor carriers in particular have taken the more 
attractive traffic from the railroads, leaving the rail¬ 
roads with the so-called “railbound” commodities such 
as coal, grain, fertilizer and other bulk commodities. 
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MODAL SHARE OF INTERCITY FREIGHT TRAFFIC IN THE UNITED STATES 
IN BILLIONS OF NET TON-MILES 
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Rails have lowered rates on even these commodities in 
an effort to prevent further erosion. As a result, total 
tonnage originated has been at a fairly constant level 
over the post-war period, but constant dollar average 
revenue per ton-mile has declined. These relationships 
are shown in Figure 8. To re emphasize, declining aver¬ 
age revenue per ton-mile is due both to changes in the 
mix of rail traffic and to decrease* * in rates on many 
bulk commodities kept bv rail. 4 


FIGURE s 

U. S. CLASS I RAIL CARRIERS 
TRENDS OF ORIGINATED TONNAGE, 
MARKET SHARE AND REVENUE PER TON-MILE 
IN CONSTANT DOLLARS* 

1945-1973 



SOURCE AAR PACTS AMO FIGURES . TAA 

TRANSPORTATION FACTS AND trenos 

Economist Ann Friedlaender offers another piece of 
evidence on the efficacy of intermodal competition. In 
The Dilemma of Freight Transport Regulation* Fried¬ 
laender gives examples from congressional testimony in 
which rail rates were 55 percent lower in the presence of 
water competition for numerous commodity classes than 
would be experienced in the absence of competition. 
These data are more than 10 years old, but the point 
remains valid. One extreme example involved aluminum 
billets from Riverdale, Iowa to points in Arkansas (rail 
only) and Texas (rail and water). Although the Texas 
destination was 94 percent farther than the Arkansas 
destination, the water-competitive rail rate was only 40 
percent as large as the noncompetitive destination rate. 


• B«'twrrt> IMS nod IMS rail «vrriun- 4 r*v«ou* pvr too mile <tecrv**«d 
In absolute term* (current dollar*). Since 1®<M. the rat# lerel ha* In¬ 
creased gradually in current dollar* but U hardly changed In constant 
dollar*. For example, the 1073 arerag* «ra* 20 percent above the level 
prevailing In 1066. Even mor* linking, th«* 1973 average waa only 
12 percent above the 1050 levet 

• Ann F. Frledlander. The Dilemma of Freight Transport Regulation, 

(The Brooking* Institution. 1060). 


More recent evidence of the influence of comperiti 
in holding down the level of rates was made availiM^I 
i I SKA -uiiant by the I S Irmj • ..rpsofltal 
neeis, which is conducting an analysis of theeuenuol 
which waterway operations in the Southwest hu 
served to hold down rail rate levels. Table 4 shows r 
rates for selected iron and steel commodities in 1972 bej 
fore and after the opening of waterway service < 
petitivo with railroads. Average reductions in tkerii!*e| 
of 15 to 20 percent were the rule. 

Cost Advantages: Different Modes and Markets 

Railroads function in the middle of a spectrum of 
transport costs. The lower end of the sj>eetrum is in¬ 
habited by pipelines and waterway carriers. Tl 
modes are capable of accommodating shippers vii 
cost structures lower than the rails and with diffeneal 
generally slower, service characteristics due to limited 
route structure and commodity capability. At the higher 
end of the spectrum is the motor carrier: tracks gewr- 
ally charge rates higher than rail rates but offer ft 
point-to-point speeds, smaller loadings, some irnprer 
ment in shipment loss and damage and route flexibility. 

Alexander Morton has shown that major portions of 
present rail traffic are susceptible to diversion by mot< 
carriers. Trucks are especially strong competitors 
manufactures. Morton concluded that competition 
tween the modes exists across a broad front oft 
Either mode can divert substantial amounts of murt] 
facturing traffic from the other. 4 


• Alexander L Morton. ‘'InU-nnoda! Competition for tlwMI^ 
Transport of In Land Economic*, Vol. XLVui H 

(Nov., 1072). 


FULL DISTRIBUTION COSTS 


Although rail transportation offers cost advstds^t 
for intermediate and lonq hauls , it has fallen short 
sendee and reliability . Shippers have become moti & 
phisticated with respect to understanding total p * 
tion and distribution eosts and as a result are trHa * 
pay higher transport costs of motor carriers in o 
achieve overall inventory or final distribution 
mies. In addition to these internal product or< ^ 
relationships are the broader effects of 
material sources . marketing patterns 
demand. Many shippers already have ^ 

distribution systems so that higher-value* 
goods will move by truck , while a base r . y 
value goods continues to move by rad, A ^ ^ 

programs or projects which could improve N ^ 
and reliability will make rail sendee incr 


tractive to shippers . 
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Table 4. —Selected railroad rate reductions resulting from new waterway competition 
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CemraoUlty 


— 

Mb*-- 


toCftlnoctfilafa.. 

OtfrfibialtUel 

Motto... 

SrtjtQidibieD. 

NMtbMifUeL.-- 


C4kd<5*i!t«L . 


DMA* Owl. 


W«i«. 


JMnft.... 

CUMffittUhtrt . 

_ 

Mbw. . 

Mr*W_ __ 

toil 4**.. . 


Ortgln-de«tl nation 


Birmingham, Ala.-Port Smith. Ark. 

Mlnnnqua, Colo.-Tul**, Okl*__ 

Elk Grove VttUfo, ni.-Jacksonville, Ark 

Allan port, l\L-Tulia. Okl*... 

Wbooling, W. Va*Tu1so, OkU. 

Chicago, IU.-Port Smith. Ark.. 

Wheeling, W. Va-UuI* Bock. Ark. 

Youmitown, Ohlo-Tubo, OkU_ 

PltUbtirgh, Pa-TuIi*. OkU..... 

Cleveland. Ohlo-TuUa, OkU..... 

Vick*bail, Mla -Tubav, OkU. 

Lon® Star, T<ol-N orth Little Bock, Ark 

8hr«vrport, La-UuIo Bock, Ark. 

Doltoo, Tex.-Port Smith, Ark.. 

N«w Or lean*, La-Foti Smith. Ark.. 
Birmingham, AIa-LuU# Bock, Ark. 
Birmingham, AU'Fort Smith, Ark.. 

Minurqua, Coto.-Muokotfee, OkU. 

Karma* City, Mo.-Port Smith, Ark_ 

Crwcemviltoi, Pa-Tu1*a, OkU. 

Tulsa, OkU-Chlnago, III__ 

Milwaukee, Wt* -Little Bock, Ark_ 

Hltuburih, PA-Port Smith, Ark_. 

Atlanta. Ga-T ulsa, OkU..^.^. 

Sand Springs, OkU-Now Orleans. La. 
Chicago, Ill.-Tulsa. OkU.... 




Rnte In cttito/huikflrpdwHtht 


B«tor« 

oorapotldon 

After 

competition 

Reduction 

In percent 

B0 

72 

20.0 

06 

76 

20.0 

07 

77 

20.6 

149 

121 

15 4 

190 

1U 

17.3 

106 

85 

19.0 

125 

103 

17.6 

141 

119 

IAS 

143 

121 

1M 

133 

110 

17.3 

82 

67 

113 

43 

40 

16.7 

46 

37 

19.6 

57 

46 

SL1 

01 

74 

1817 

67 

60 

10.4 

00 

76 

16.6 

100 

83 

17.0 

68 

50 

118 

181 

162 

18.0 

106 

101 

18 

105 

89 

112 

141 

121 

14.2 

123 

103 

16.3 

68 

61 

10.3 

106 

70 

66.7 


V/rL-S*>*Ud commoliUoo an a repcraantaUv* aaropW of many railroad com- 
tUKrfffbU to iat»*rmodal oompsUtloci fiom barge Ultra. 


Source: Sample made available to USB A consultant 81 mat, HriUceou A F.k liner In 
worksheet form by U.8. Army. Corps of Engiocrrs, Southwestern Division. Dallas. 


Morton’s study found motor common carrier rates 
longed only 18 percent more t han rail rates on ship¬ 
ments of manufactures of equal weight and length of 
b*ol. such shipments accounted for #0-35 percent of 
lugtiwkT ton-miles. The study concluded that about 40 
[mm of manufacturing tonnage is subject to effective 
^rmola! competition between regulated motor ear- 
railroads, and that is a lower bound. 

A study by the Association of American Railroads 
<AAR) compand truck costs with a sample of rail rates 
^'frtain commodity groups. On canned goods moving 
***** 1,100 and 1,500 miles, the rail rates were 2.6 to 
♦ ^nts per ton-mile compared to a private truck cost 
-^nts per ton-mile with a 25 percent empty back¬ 
et On steel moving distances of 900 to 1,050 miles, 
“Ms were 2.8 to 3.1 cents per ton-mile. This com- 
w ! f k cas * of an “owner/ope rator’ truck of 2.3 

^ ^ 1 ~' } ^ rccnt ^mpty backhaul and 3.2 cents 
lop 1 , F^rcent empty backhaul. In all cases, the mo- 
earner costs would have been still lower if they had 
- ornputed at the 80,000 pound minimum weight 
recer 'tly authorized by Congress. 

Co **p*litive Advon»ag®» ond Alternate Modes 

^rooH tl0n < ^ e8cr, ^ GS var ious characteristics of the 
uiost competitive with rail: tmeking, water 

*®«rteaa Ha tiro Ada, Select** Staff Studies Group 
7 ^** «<kj** rom|Nir ^ wlt b private troek coat# beeauaa 
7 * * Itinapon ° u, ‘* r * t * prlTate truck fleet* will exporlonco fhla 
w belher provided internally by truck or pur- 


trunsport and pipelines. Further discussion of these 
characteristics appears in Chapter 10. Table 5 displays 
modal market shares for 14 key commodities. This list 
excludes pipelines, which specialize and predominate in 
transport of petroleum and natural gas products. 

T rucking 

Operating Characteristics .—Motor carriers can be 
classified on many bases, among them the three operat¬ 
ing characteristics—size, service area and service type. 
Their size can range from the individual owner/op¬ 
erator to the large well-known interstate common car¬ 
riers. Their service area can range from a single small 
municipality to all of the United States. The type of 
service can range from special commodity haulers, such 
as cement or steel carriers, to common carriers of gen¬ 
eral commodities. 

Regulation .—The motor carrier industry can be di¬ 
vided further on the basis of economic regulation— 
exempt, contract and common carriage. Carriage ex¬ 
empt from ICC regulation accounts for up to 60 per¬ 
cent of the ton-miles moving in interstate commerce. 
Exempt carriers are not constrained by rate or other 
economic regulation when carrying raw* agricultural 
commodities, livestock, fish, newspapers, goods moving 
to and from agricultural cooperatives and certain other 
miscellaneous cargoes, or when operating within a single 
locality. 

Private and contract carriage also do not fall under 
ICC regulation. Private carriage, another category of 
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Table 5.— Domestic intercity freight tonnage 
1070 Modal market *hnre (percent) 



Rail¬ 

roads 

Private 

and 

for-hirc 

trucking 

Water 

Agriculture . .. . 

34.8 

56. ft 

&3 

Iron ore ___ 

52. ft 

7. 3 

39. 9 

Coal.-.. 

78. 0 

9. 1 

12. 9 

Food and drugs.. 

33. 4 

62, S 

3. 6 

Textile*... 

6. 7 

92 4 

. 1 

Lumber___ 

4ft. 9 

18. 5 

34. 5 

Paper product*...... 

56. 6 

39. 1 

4. 1 

Chemicals..^ 

43. 1 

44. 0 

12. 7 

Stone, clay, glass... ... 

36 0 

62 3 

1. 6 

Iron and steel. 

36. 6 

53 1 

10. 1 

Nonfcrrou* metals.. 

45. 2 

49.3 

5. 3 

Fabricated metals products_ 

22. 9 

75.8 

,8 

Motor vehicles... 

32. 5 

65. 6 

1. 6 

Scrap..... 

82. 6 

5.5 

12. 0 


Sou v* Tr*n$portaiUm Fri>kclion$ 197&S0, V S. Dojwutm^m of TrmmpartoUon. 
July wn. 


exempt motor carriage, involves the operation of a truck 
fleet by Anns for the movement of their own raw mate¬ 
rials and products. Contract carriers operate under con¬ 
tract to one or more persons or firms to supply the ex¬ 
clusive use of vehicles or services to meet the purchaser’s 
particular needs. They fulfill many of the same func¬ 
tions and often replace private carriage. In 1970 almost 
half of all intercity freight ton-miles moved by non- 
regulated for-hirc carriers or by private carriers trans¬ 
porting their own goods. Of a total U.S. truck fleet of 21 
million vehicles in 1972, the combination tractor-trailer 
units were the most competitive with railroads. There 
are about one million of these units, approximately 4.7 
percent of all trucks, and more than half are in private 
fleets. 

Common carriers engaged in interstate or foreign 
commerce are required to serve all shippers, under rules 
and regulations set by the Interstate Commerce Com¬ 
mission. The ICC grants operating rights to common 
carriers which may specify the routes, terminals and 
commodities allowed to each carrier. The regulated seg¬ 
ment of the industry handled less than a third of the 
ton-miles of intercity truck transport in 1970. 

Exempt and irregular-route common contract car¬ 
riers typically haul full truckload traffic while regular- 
route common carriers usually handle less than 
truckload (LTL) traffic as well. The nonregulatcd and 
private carriers provide the strongest competition for 
the railroads. ' 

There an* approximately 25.000 owner-operators of 
trucks which haul both exempt and regulated commod¬ 
ities, Nearly half these operators achieve 125,000 miles 
per power unit per year, compared with regulated car¬ 
riers which average approximately 65,000 miles per 


year. Owiicr-operntors maintaining no terminals carry¬ 
ing no insurance and avoiding other services, have cost* 
generally below* those of large motor carrier compaim 

Use of Public Highways. —New and improved high 
ways provide shorter, faster routes between signified 
market areas, contributing to better equipment use and 
lower direct operating costa. Urban feeder highways 
are beirfg improved along w ith the Interstate Highway 
program. These urban feeder changes will hold down 
truckers’ pick up and deliver}’ costs even more. In addi¬ 
tion, dedicated rights of way for trucks and bus* ar* 
a distinct possibility in the future. 

The cost to the rail industry for the maintenance of 
its right of way and the interest charges it carries to 
own and upgrade that right of way have more than 
doubled over the last two decades and may double again 
within the next decade. If rail traffic volume cannot be 
increased sharply, rail unit costs will continue to rise 
rapidly, and the rail industry will become even less com¬ 
petitive for traffic which can be accommodated by 
trucks. 

Technical Improvements .—The rail industry will be 
affected competitively by other changes in motor car 
rier efficiency. Technical improvements in truck engine 
performance, streamlining and the use of radial tires 
will result in lower motor carrier operating costa But 
most important, potential legal changes which would 
permit higher operating weights would reduce truck 
costs and weaken the competitive position of the nil 
industry wherever both modes can handle the saw 
products. 


Water Carriers 

The second major mode which competes with thf 
railways is the water carrier, which moves approc 
mately 80 percent of its tonnage through mid-America 
and along the Gulf intercoastal system. Federal 
have been spent for the direct benefit of (he in 
waterway system, including several billion dollars 
the turn of tlie century. Locks and dams u 
sharp river bends minimized and channels dre* 
addition, major improvements, expected to cost ^ 
billion dollars, are currently under way within 

Region. # . 

Technological improvements such as iinpro\e 
designs, more powerful towboats and better 
tional aids also are taking place. Operators ar^_. 
menting with 80 barge tows on the upper - ^ 

system. On the Great Lakes system, bigger 
being introduced, and the navigation de ® so ® ^r. 
extended. There are reasonable proepcc * 
round operation will be possible in the future on ^ 

Barge lines und railroads compete P rlin * ir n *j 0C kjb J 
basis of price. Given expected impioveim nL » ^ n( jj. 
«md channel depth as a result of direct n f r 
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nres and the expected growth of tow sizes, water car- 
nerco6ts mav be reduced by up to 25 percent' Due in 
pan to this form of federal support, it is significantly 
is» costly to ship by water if shipments are in very 
latge volumes and between points on or very close to 
th t waterways. 

Diversion of freight from rail to water is a response 
to changes in rates, and the potential for greater di- 
rosion has required lower water-competitive rates to 
Main certain rail movements. The financial condition 
of tail carriers in the Region, therefore, is affected by 
iht generally low level of their own water-competitive 
nttsand further competitive pressures seem certain. 

Furthermore, declining barge transportation costs 
induce indust ry to relocate along the waterways and 
my from railroads. This has been particularly true of 
Urge manufacturing plants such as chemical and sugar 
refineries which are bulk shippers well served by water 
carriers. 


The pipeline inode, ideally suited to moving large 
relumes of liquid or gas, has exhibited rapid growth. 
Today there are 220,000 miles of oil pipelines and 250,- 
0)3 miles of gas pipelines in the United States. 

Although there are no slurry pipelines at present 
within the Region, interest has been shown in trans¬ 
porting solids, particularly coal, by this mode. Large 
^posits of coal, combined with adequate water supply 
wggwts that this mode may increase in importance 
« acompetitive force. Pipeline advantages are minimal 
environmental impact, reduced energy requirements, 
bv unit operating expenses and high reliability. 


Illation • 

Many economists and others believe ICC regulation 
inhibited the railroads from adjusting their rates to 
. w ( ' oa service advantages and thus hindered 
1 «r ability to compete effectively with the other modes 
0 transportation. Recent proposed legislation would 
°* railroads to lower their rates so long as variable 
»re covered. In years past, the ICC has at times 
lit *i •^ motor carriers through “umbrella” 
. and has refused to allow* railroads to take 

rwtage of lower variable unit costs by reducing 
• even when long term variable costs indicated 
“rail was the more efficient mode. 

, _ tI ^ n,Km ed above, common carriers operate under 
(pti ** at ° ,0 ma ' n,a ’ n proper standards of service 
parity, frequency, etc.) while the franchises 
l ' 0nS 0,1 ^ lr ^ er entry) are supposed to help 
tioQ w } Ua *' profits and industry stability. Rcgula- 
^^tcting as it docs price and service competition 
' ra i r04 ^ 3 and other modes of transportation, 

Futurf Xodal Competitiveness, * study 
* KA R **ble Associate*. 


often is thought to thwart realization of the broad goals 
of common carriage—thus continuing misallocation of 
transport resources. 

The ICC’s early disinclination to approve railroad 
rate cutting efforts aimed at winning traffic back from 
the trucks has contributed to the present financial plight 
of the railroads. It then was believed that the trucks 
probably would match the railroads’ rate reductions 
and continue to compete with the rails at the reduced 
rate levels by cutting back services or forcing rate in¬ 
creases to smaller shippers and areas of lesser traffic 
volume. If the trucks successfully lowered their rates 
to meet rail rate reductions, the rails would have lost 
revenue on this competitive traffic, and might try to 
compensate by increasing rates on routes not subject to 
competition. “As a result, the Commission often found 
such proposed rate changes, either truck or rail, to be 
destructively competitive and in violation of national 
policy.” • 

Common carriage has declined during the post-war 
years, led by the decline in railroads—the principal 
totally regulated surface mode. 10 At the same time, the 
combination of advantages inherent in trucking and 
frequently restrictive conditions on motor common car¬ 
riers (routes, commodities and backhaul operations) has 
contributed to the rapid growth of private, contract and 
exempt motor carriage markets. As a result, the regu¬ 
lated motor carrier share of the trucking market has de¬ 
clined relative to private and contract truckers and 
motor carriage of exempt commodities. 

Moreover, regulation has tended to aggravate the mis¬ 
allocation of transportation resources. Exempt and pri¬ 
vate truckers are free from economic regulation, but 
they are not allowed to carry payloads of regulated com¬ 
modities when returning from their destinations. Com¬ 
mon carriers may be hampered by restrictions limiting 
what they can handle and similarly may experience 
empty backhauls. These factors have incteascd highway 
congestion and energy use. 

Conclusion 

There is a delicate balance between the perceived cost 
of transport service provided by rail and by competi¬ 
tive modes. This balance shifts with the type of com¬ 
modities transported, length of haul and the climate 
created by public policy. Intermodal competition is an 
adequate substitute for rail-rail competition in many 
markets. As transport technologies and public policies 
change, the number and character of markets competi¬ 
tive between rail carriers and other modes also changes. 
In general the trucking mode is becoming competitive 

• Robert A. Nelson and William R Oreiner. "The Relernncfi of th* 
Common Carrier Under Modern Economic Coadldona/* in Transporta¬ 
tion economies (National Bureau of Economic Research. 1065). p. 369. 

••The ASTRO Report noted that."an estimated 75 percent of today** 
rail traffic could more without auch regulation on at least one other 
mode/* 
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with rail for more and more types ot shipments. If 
this trend continues, there will be less need for rail-rail 
competition as a guarantor against monopolistic abuses 
because trucking alternatives will be readily available. 
Increasing interinodal competition also hurts railroads’ 
financial condition, leaving the rail industry less able 
to suggest multiple carrier service between any two 
market areas, at the same time that the need for rail-rail 
competition has diminished. 

Interinodal competition may not be capable of pro¬ 
ducing some of the benefits associated with rail-rail 
competition, as discussed in the first section of this 
chapter. Those benefits probably can be derived from 
indirect rail-rail competition, however, as well as from 
direct competition. If that is the case, as it probably is, 
the steadily advancing efficacy of interinodal competi¬ 
tion will reduce the benefits of having multiple rail¬ 


roads exist in the same markets. These developments 
will strengthen the tentative conclusion that indirect I 
rail-rail competition fulfills the Act’s competitive mu- 1 
date in most markets. 

Much of the high rated traffic, the “cream” that the I 
trucks and the rails have squabbled about, has ban 
skimmed from the common carrier system altogether. 
The ICC must attempt to balance the competing inter-1 
es is of various regulated modes while recognizing the I 
increasing competitive pressure from unregulated car-1 
riage, an effort which offers no hop** for an easy 
solution. If such a balance cannot be achieved, with I 
respect to both market access and rate levels, the uki- 1 
mate responsibility for supporting the common carrer 
system will shift from the private consumer to the pub¬ 
lic taxpayer, and control of that system will shift from 
private enterprise to government. 
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Marketing Rail Freight Service 

Over the last 50 years, the competitive posture of the railroad industry 
has been declining, particularly in the Northeast and Midwest Region. 
ConRail, as a future participant in this market, must be able to reclaim 
lost revenues if it hopes to achieve financial self-sufficiency. The long¬ 
term growth prospects for the rail industry look moderately favorable. It 
ts essential, however, for ConRail to build on its strengths, develop new 
markets and prepare to compete with alternative modes. 

This chapter analyzes the existing and projected transportation 
market for the Region to be served by ConRail and details opportu¬ 
nities for service improvement and revenue expansion. 

The Association believes significant gains can be made in both the 
long and short term by adopting an aggressive and reasoned rail marketing 
strategy. Such a program is crucial to ConRail's future. This chapter 
discusses those strategies, including particular reference to improved 
intermodal coordination of services—a topic presented in detail in 
Appendix F. 
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The goal of all private corporations is to earn a profit 
sufficient to replace the assets consumed in production 
and expand the business in response to new market 
demands. Revenue generation, of course, is a key com¬ 
ponent of profitability. The Association, after a thor¬ 
ough review of the Northeast transportation market, 
has concluded that significant opportunities are avail¬ 
able for improving the freight revenue of the six car¬ 
riers who are potential members of ConRail* 1 Freight 
revenue of $2,353 million in 1985 is forecasted for these 
six roads. This is an increase of $454 million or 24 per¬ 
cent over 1973. During this same period tonnage is ex¬ 
pected to increase from 352.2 to 416.79 million tons, an 
increase of 18 percent. This results in an annual growth 
rate of 1.41 percent. 

The revenue growth projected for these carriers is 
not constant between 1973 and 1985. Revenue in 1975 
and 1976 is expected to be 4.3 percent and 1.8 percent 
lower than 1973 because of the present downturn in 
the economy and the expected slow recovery. 

The long-term growth predicted by the Association 
reflects a belief that the upward trend in rail revenue 
and tonnage which began in 1972 can lie maintained 
through the 1980's. Between 1955 and 1971 Eastern 
District rail-originated tonnage with some exceptions, 
evidenced a fairly steady decline. In 1972, this trend was 
reversed and tonnage began a slow upward climb. Ex¬ 
cepting major fluctuations in the economy, the Associa¬ 
tion believes this upward trend will continue in the 
future for several reasons: 

• Normal economic growth of the Region. 

• Aggressive marketing programs. 

• Improved service. 

• Projected price adjustment. 

• Diversion of traffic to more profitable routes. 

The longterm economic growth of the Region, partic¬ 
ularly for rail-oriented commodities, is encouraging. Be¬ 
cause of the current energy shortage and the proposed 
relaxation of air pollution regulations, national pro¬ 
duction of coal is predicted to increase 33.1 percent, be¬ 
tween 1973 and 1980 and 31 percent between 1980 and 
1985 whereas over the previous eight years coal produc¬ 
tion only increased 7.4 percent. Coal accounts for over 
50 percent of the expected growth in ConRail tonnage. 

The tonnage increase in commodities other than coal 
will have a compound annual growth rate of .99 percent 
This compares with an annual growth rate of approxi¬ 
mately .85 percent for the previous five years. The 
major components of the increase are primary metals, 
automobiles, chemicals, paper products, food and 
TOFC traffic. 


1 The KrlelJickawanna hta not been Included In this forecast. All 
revenue figure* are In constant 1973 dollar*. Tonnage figure* contain 
some "double counts" of trafllc moving between the *1* railroad* 


The Association has made a thorough review of ti* I 
marketing programs of the six carriers. This review in- I 
dic&tes that vigorous application of the present n3 I 
marketing strategies can sustain the projected traffir I 
growth. These strategies include the increased use of I 
unit and mini-trains, the expansion of bulk distribution I 
facilities such as Penn Central^ u Flexi-flo n termimb I 
and the continued development of piggyback traffic. 
Application of these strategies along with the senna I 
improvements made possible by the rehabilitation pro- I 
gram discussed in Chapter 6 will be significant factors 
in traffic development. 

Revenue growth will also be improved through the 
$64.4 million in short-term rate increases that the Asso¬ 
ciation has recommended. These increases an* necessiiT 
to bring non-compensatory traffic up to a “break-emf I 
basis. For the longer term, a thorough review of the I 
rail price system to put it on a more realistic cost and 
competitive foundation will undoubtedly improve I 
future profitability. 

Additional revenue will also be generated through 
the diversion of traffic to the most profitable long-haul 
routes. For the Three Carrier System structure ircom* I 
mended in the report, it iS estimated that ConRail will 
gain an additional $32.8 million annually from diver 1 
sion of traffic to the higher revenue routes. 

In sum, the forecasted increases in revenue and ton¬ 
nage can be achieved if the major strengths of the rail¬ 
road ore fully exploited, primarily its ability to proride 
low cost transportation over intermediate and long dis¬ 
tances. The railroads have been particularly successful I 
in exploiting this strength for the movement of 
bulk materials, such as coal, grain, iron ore, sand and I 
gravel, pulp and paper products and lumber. The farf 
that railroads have over 56 percent of the market for 
motor vehicles and parts indicates that they can I 

compete effectively for time-sensitive commodities wbe# I 

they move in large volumes. The ConRail carriersmutf I 
compete vigorously only in those markets where t 0 I 
have a price-service advantage. 

The Regional Transportation Market 

Tho Midwest and Northeast Region oeoiipiee^ I 
more than one-seventh of the continental l nite 1 

but accounted for over half of U.S. economic attin I 
1970. This is due to the Region’s high degree of *1*^ I 
istation, manufacturing and the availability <> * I 
range of services. In support of this acti\ it) <^ I 
billion tons of freight movements originate jn I 

gion, representing 44 percent of total domestic ^ I 
in tho United States. Freight tonnage ,, rl " in * cr0 ( I 
the Region is slightly higher because of tie ' |' u ^ onn in)r I 
the Region's primary economic activity - 
raw materials and farm or mining prodm ' ‘ ^ ^ I 
essed goods to be sent throughout tlu* natw 
world. 
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Tible 1 summarizes 1973 traffic data for the rail- 
•ouis which are candidates for reorganization under the 
R.v nna! Rail Reorganization Act of 1973. (The Erie 
Urkawanna has not Ixvn included.) These carriers 
i 4 nill«l 6.!> million cars with over 350 million tons in 
1073 . Hus traffic produced freight revenues of approxi- 
Ii^lv $2 billion. Coal is the dominant commodity, ac- 
vtunting for 27 percent of tlie tonnage and 12 percent 
i>f the revenue. The other major commodities arc Irons- 
petition equipment (12.8 pereent- of revenue), food 
(105 percent), primary metal products (9.1 percent) 
ud chemicals <8.0 percent). 

The Penn Central Transportation Company is by far 
the largest potential member of the ConRail System, ac¬ 
counting for more than 90 percent of the revenue and 
tannage. The Penn Central serves over 100,000 separate 
customers. However, the largest 125 firms furnish ap- 
proximntcly 60 percent of its freight, revenue. During 
1975, the Penn Central had 294 customer accounts with 
pws freight revenues exceeding $1 million annually. 
Thus, although the Penn Central serves an extremely 
large number of industries, a very small |jercentage of 
them* firms generate the majority of Penn Central's 
revenue. 


Penn Central is one of the largest coal-originating rail 
carriers in the United States. Coal accounts for approxi¬ 
mately 29 percent of PC tonnage and 12 percent of its 
revenue. In 1973. 38 electric utility plants depended on 
delivery by Penn Central for a port ion of their coal sup¬ 
ply and 21 of these plants were served solely by the 
Penn Central. The next two largest commodities in its 
traffic base are metals (including scrap), which are 14 
percent of both tonnage and revenues, and ores, which 
are nine percent of tonnage and four percent of revenue. 
Automobiles and auto parts are also very significant in 
the Penn Central traffic mix since they constitute 17per¬ 
cent of revenues. Penn Central serves 20 of the 51 auto¬ 
mobile assembly plants in the United States. 

Only one-third of Penn Central's traffic originates 
and terminates on-line; almost two-thirds is interline 
with 35 percent originat ing and 23 percent terminating 
on another carrier. Ten percent lx>th originates and 
terminates on other carriers (bridge traffic). 

The Heading Company serves a much smaller terri¬ 
tory than the Penn Central. Approximately 65 percent 
of its traffic is received from connections. Reading’s on¬ 
line traffic base is derived from the steel industry. Two 
steel mills provided 22 percent of carloads handled and 


Tabus 1.— 1973 annual commodity statistics of the potential ConRail members 



STCC 

Carloads 

Percent 

Tonnife 

Percent 

Revenue 

Percent 

01 

223,006 

12 

1X49X587 

36 

18160X318 

4.3 

» 

5,603 

-O 

213.936 

.06 

X 297.418 

.11 

01 

710 

-0 

36,342 

.01 

131858 

.01 

10 

413,409 

19 

31 851,888 

9.0 

91,311851 

4.0 

II 

1,308,101 

* 17.4 

9X 567,743 

27.1 

241 80X 023 

1X2 

13 

330 

-0 

28,772 

.01 

121,042 

.01 

14 

27X085 

39 

30.771,810 

39 

51662,037 

X8 

10 

4,302 


213467 

.00 

1096,948 

.15 

30 

007,794 

31 

25,021.490 

7.1 

210,567,943 

135 

21 

6,196 

-0 

181,359 

.06 

X 401787 

.12 

22 

24,800 

.3 

409,004 

.12 

3751080 

.29 

a 

9,432 

.1 

219,195 

.06 

X720.033 

.14 

M 

331.849 

33 

X171336 

X 6 

01 530,588 

33 

25 

94.509 

1.4 

807,716 

.28 

16.524 301 

.83 

20 

MR. 714 

7.8 

21.09X395 

30 

121,579,096 

31 

27 

5.506 

XO 

151551 

.05 

X 25X674 

.11 

28 

907.115 

13 

2X409.936 

34 

159.251,831 

10 

29 

244,0^1 

35 

1X579,506 

36 

61411076 

33 

30 

07,340 

1.4 

1.571145 

.45 

24,631.555 

L2 

31 

1.470 

XO 

2X823 

.01 

8*13*2 

.02 

82 

313,245 

4-5 

16,941184 

48 

81,04X259 

31 

S3 

437.347 

13 

21 641,640 

31 

182.741087 

31 

34 

131,870 

1.9 

4,717,380 

I.S 

81710,005 

XO 

35 

46,500 

37 

1,04X 433 

.8 

19.09X 622 

.96 

30 

115,800 

L 7 

1.001595 

.48 

39.011634 

XO 

17 

013.062 

38 

14.241734 

31 

251491,644 

1X8 

38 

1,917 

XO 

35.387 

.01 

79X206 

.04 

30 

24,249 

34 

820,074 

.00 

7.241518 

.30 

40 

342,342 

39 

17,521.807 

30 

81001.060 

4.2 

41 

14,678 

32 

241910 

.07 

1721 690 

.19 

42 

17,508 

32 

307,782 

.08 

1291 028 

, 16 

44 

81.950 

1.2 

1,244.422 

.35 

24.56X633) 

L2 

45 

139,952 

XO 

-,347.973 

.07 

35.214.248 

1.8 

40 

209,940 

39 

5,877.768 

1.6 

6X 459.196 

31 




82,455 

.01 

841200 

.04 

- 

6.928,035 

103 0 

352.109,514 

ioao 

1993361441 

ioao 


Statistics furnished the ICC by the PC, RDO, LV. CNJ and AA. The L4HR Is not Included because it Is a Clasa It carter and is not 

rcDcrt with is. ten 
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three of the company’s top 10 customers are steel pro¬ 
ducers. In addition to steel, Reading’s principal com¬ 
modities are coal, ore and chemicals. Together, these 
commodit ies represent 60 percent of tonnage and 50 per¬ 
cent of total revenue. 

The Lehigh, Valley is a longcr-haul mainline carrier 
connecting two major markets—metropolitan New 
York/New’ Jersey and the ButTalo/Niagara Falls area. 
Seventy-five percent of the LY’s traffic is interline. Its 
major on-line sources include anthracite coal mines, 
limestone quarries, steel mills, cement producers, some 
food plants and one large volume paper manufacturer. 
In tonnage, the primary commodities are coal, ore, 
metals, paper and food. Combined, they constitute 60 
percent of total tonnage and 55 percent of total revenue. 

The Central Railroad of Note Jersey is essentially a 
terminal carrier with a traffic base that is highly de¬ 
pendent upon its rail and water connections. The most 
important traffic-generating sources are sand from 
southern New Jersey, used for both construction and in¬ 
dustrial purposes, and rock from northern New' Jersey. 
Its principal assets arc the large population centers it 
serves, the major port facility located at Port. Newark, 
and the highly developed chemical industry located in 
north central New Jersey. Major commodities trans¬ 
ported by this carrier arc sand, gravel and chemicals 
which combined account for 40 percent of its revenue. 

Freight Revenue Forecast 

A revenue and tonnage forecast is an essential ele¬ 
ment in railroad planning and budgeting. It is also the. 
basis upon which profitable operating and marketing 
strategics are designed. Any forecast is also, of course, 
the beat estimate at a particular time of what, will hap¬ 
pen in the future. At the time this forecast was prepared 
the economy was undergoing constant and dramatic 
change. Recently automobile and steel production have 
fallen sharply and housing starts are below normal. The 


energy crisis and inflation continue to be problems^ 
the public policy towards these areas is not yet clear 
Because of these factors, the forecast discussed below 
should be viewed as preliminaty. It will be modified 
as changes in the economy become more evident and 
public policy becomes more clearly defined. * 

'I’ables 2 and 3 contain the revenue and tonnage for*, 
cast for the six ConRail carriers for 1976 to 1985. TV 
revenue is shown in constant 1973 dollars. The mos 
important conclusions of this forecast are: 

• Freight tonnage is expected to increase from 352i 
million tons in 1973 to 410.8 million tons in 1985, u 
increase of 18 percent. The compound annual growth 
rate is 1.41 percent. 

• Coal tonnage accounts for over 50 percent of tk 
growth. 

• Commodities other than coal will have a compound 
annual growth rate of .99 percent. This compares with 
an annual growth rate of .85 percent for the previous 
five years. 

• Freight revenue (in millions of 1973 dollars) is ex¬ 
pected to increase from $1,893 in 1973 to $2,353 in 1955. 
an increase of 24 percent. 

• Trailer-on-flat car (TOFC) revenue is expected to 
increase $126 million from 1973 to 1985; cool revenue is 
expected to increase $88 million in this period 

• Tonnage growth accounts for $339.6 million of the 
additional revenue. Rate increases provide $04.4 million 
and traffic diversion accounts for $50 million. (This 
assumes all six carriers are combined into one company.! 

The forecast shown in Tables 2 and 3 is a modification 
of a forecast prepared for the Association by Temple. 
Barker & Sloanc 1 (TBS). TBS projected national pro¬ 
duction for 13 major commodity groups and TOFC 

■Temple Barker 1 Sloanc, Forrcnst of Truffle *** Rrcmott I> ! * 
1999 and 19$$, Oct. 1974. U8RA Contract No, 50000. 


Tabus 2. —VSR A forecast of ConRail rcvcmio I973SS (millions of 1973 dollars) 


8TCC and commodities 


14 


01 Knrro products .. 

10 Metallic ares . 

It Coni . 

NonmKaUte mineral* . 

Pond products ... 

Lumbrr .. . 

Pulp paper ... 

Chemicals .. 

IStone, day and class . 

Primary metal .. 

Tran* port at Jon equipment . 

Wsrt* . 

Coke . 

Otl*r TOFC . 

Other non-TOPC . 


Total. 

Total Icon cftnl. 


1073 
actual i 

1974 

1975 

1976 

1977 

1973 

1979 

1980 

1961 

1982 

30,08 

76 77 

70.59 

7X65 

8141 

9022 

92.02 

9176 

96.04 

9130 

6X39 

82.98 

81.23 

81.76 

8144 

©-26 

80 53 

89.43 

89.43 

W.5S 

230.81 

22X08 

220 61 

232.02 

342.36 

20.74 

27015 

27016 

28167 


5X10 

5a n 

49.60 

5167 

5182 

5178 

55.96 
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5178 

190. 36 
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19X81 

202.66 

209.00 
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2)3.09 
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zxxm 
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62.54 
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71.72 
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74.35 

75.25 

7121 
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11173 

11145 
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132.64 
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13100 

13102 

13104 

151.40 

151.50 

151.43 

156.09 

161.12 

164.29 

16130 

16106 

169.74 

171.48 

77.35 

72.47 

74.15 

7141 

79.97 

8b. 63 
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7003 

80)1 

81.23 

172.60 

161.77 

164.67 

170 37 

18165 

184.65 

18154 
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189.10 

190 43 
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210 00 
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181.29 

196.87 

20160 

21175 

233 01 

16100 

15a 74 

159,65 

16141 

17V. 80 

181.17 

18155 

187.89 

189.13 

191.06 

1,892.99 

1,813.18 

1.617.52 

1,96165 

2,031.61 

2,09141 

2,133.90 

2,167.54 

2,372.49 

2.2*>. 45 

1,662.18 

1,5*5.10 

1,500.89 

1,63163 

1.799.25 

1,831.67 

1,88175 

1.88189 

1,915.83 

1,945.07 


W© 


1,374.5* 

l.972.» 


1*4 


3, It* * 
100*11 


m« ct a »* 


Included In thin forecast. 


126 







































9459 


Table 3.— VSR A forecast of ConRail tonnage, 1973-85 (million* of tons) 


fTCC tad coonuoditiaa 

1973 

actual 

1974 

1975 

1976 

1977 

1978 

1979 

1980 

1981 

1982 

1983 

1964 

1965 

■ farm pfodoev* .. 

12.4 

11.80 
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IL40 
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1* 

ir 
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21.75 

21.97 

Total-. 

352.2 
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2515 
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245.40 
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26121 
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200.89 
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27195 
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282.68 
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Non: Column total* arc HubjectlnR to rounding errors. 


tnfie. Using these production estimates, total Class I 
railroad tonnage was forecasted for each commodity 
group. This was then factored to develop Eastern Dis¬ 
trict rail tonnage and finally tonnage for the six poten¬ 
tial ConRail members. Revenue was derived by 
applying 1973 revenue per ton to the forecast tonnage. 

The TBS forecast was based on projections of eco¬ 
nomic growth prepared in July 1974 by Chase Eco- 
notnrtrie*. Their projections indicated that Gross Na¬ 
tional Product would grow at an annual rate of 3.4 per- 
««u between 1973 and 1980 and at a rate of 3.5 percent 
from 19$c to 1985. Since July 1974, the economy has 
tobn an unexpected dip as a result of rapid inflatiou 
wd declining demand for and production of automo- 
bife*steel and housing. 

Btcmife of these changes in the economy, the Asso- 
nation lowered the original TBS forecast for eight 
commodity groups: automobiles, steel, metallic ore, lum- 
paper products, chemicals, waste or scrap and coke, 
the long-term forecast to 1985, as well as the short.- 
l^mprojertionsthrough 1977, were reduced. 

Association’s present forecast has n compound 
f^ wtl nit0 f° r tonnage lietween 1973 and 1985 of 
^ percent compared with 2.19 percent for the initial 
kN uirrast. Toinmodities other than coal have a 
n of .99 percent in the Association forecast 

tinin f ^? rtVnt * or TBS. Revenue in the Assooia- 
or ^i is 3 percent lower in 1976 and 11 percent 
***»# than TBS. 

Wr current forecast, while significantly 

ear ^ er f ore cnst, appears to be slightly 
!: 1 * Pai * v ***** than a forecast baaed on the 
‘ ?r ,nutf * A subsequent analysis of eco- 

ktk/\° • Was un< tertnken by Chase Econometrics 
^Pnoi ^ V,a ^° n ^ ovcnr| her Il indicated that 
ii 0,1 f 8X0 ' v nt * >ower rate between 1973 and 1980, 

fttohrtJ 1 <0fn P arD ^ to 3.4 percent, and at a higher 
PfU ^ so an< l 1985, 4.0 percent instead of 3.5 


in the earlier projection. With minor differences, this 
later analysis substantiated the Association’s adjustment 
of the TBS forecast. These revised GNP data are being 
utilized by TBS for an updated forecast which will be 
incorporated into the revenue figures to be utilized in 
the Final System Plan. 3 

Opportunities for Improvement 

An aggressive rail marketing program is essential to 
achieving the Associations tonnage and revenue fore¬ 
cast. The essence of such a program is the development 
of precise price/service/equipment strategies which 
satisfy the needs of the customer while earning a profit 
for the railroad. The development of these precise 
strategies by the Association for individual customers 
has not been feasible. However, it has been possible to 
identify certain areas where significant improvements 
can be made in the marketing areas. These are: pricing, 
quality of service, equipment, intermodal cooperation, 
routes, divisions, costs and regulation. 

Pricing 

A firms price policy is a reflection of its corporate 
objectives. Its pricing should lx* an extension of lx>th its 
marketing and operating strategies. Any pricing stra¬ 
tegy should generate rates which reinforce or support 
the actions, policies and objectives of the corporation. 

The present financial condition of the Northeast mil 
curriers clearly indicates a substantial portion of rail 
traffic is moving nt rates that do not cover the costs of 
handling the traffic. ConRail must adopt effective pric¬ 
ing policies relating to economically sound minimum 
and maximum rate levels. 


* Both forecA>t» Include the revenue and tonnr.je for the branch 

lines that ah* under consideration for abandonment It has been 

a«*umed that the Iokhcs on these lines will be subsidised and that 

the trafllr will remain on the railroads. 
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A thorough analysis and possible revision of the 
nation's rail price structure is. of course, beyond the 
scope and time limitations imposed on the USRA. 
However, the Association has analyzed marketing con¬ 
ditions sufficiently to determine that the profitability 
of the bankrupt carriers can be significantly enhanced 
through improved pricing strategies relatively soon 
after conveyance. The Association Ixdievcs that profit 
improvement can be achieved in the short term as 
well as over a longer period of time. The following sec¬ 
tions deal with pricing strategies for both the long term 
and the immediate future. 

Long-Range Pricing 

The goals of the long-range pricing strategy’ are to: 

• Assure a sound, profitable traffic base for ConRail 
with sufficient revenues to establish and perpetuate a 
viable railroad and secure the capital required to replace 
assets and meet changing demands of the transportation 
market. 

• Provide for efficient utilization of ConRail’s 
resources and flexibility to provide services on a com¬ 
pensatory basis to meet the transportation demands of 
the shipping public, 

• Support the long-range service improvement, cost 
reduction and new marketing programs planned for 
ConRail. 

Current rail pricing patterns in the Northeast must, 
of course, serve as a starting point for the develop¬ 
ment of changes necessary to implement ConRail’s long- 
range pricing strategy. It is fashionable to talk about 
the existence of a “rail rate structure.'* but in reality 
there is no structure at all. What exists is a complex 
conglomeration of rates which reflect elements such as 
detailed commodity classifications, shipment volume- 
price differentials and speefie origin and destination 
late levels. There are numerous rates reflecting terri¬ 
torial, commodity, competitive and volume considera¬ 
tions. 

Just as the present price system has evolved over 
time, any new system will have to be built on top of the 
existing system. Any price strategy designed to replace 
or supplement the present system must satisfy several 
diverse criteria. These criteria include: 

• Profitability .—The pricing strategy should pro¬ 
vide for the long-term profitability of ConRail and its 
establishment as a viable transportation company. 

• Dynamics .—The pricing strategy should result in 
rates that move or change to reflect the dynamics of 
the investments or disinvestments l>eing made in Con- 
RaiTs physical plant and rolling stock. 

• Market flexibility .—The pricing strategy should 
be flexible enough to produce a set of rates that reflect 
or capitalize on market conditions. The rates should be 
capable of being adjusted in reaction to changing de¬ 
mands imposed on the ConRail system by the market 


• Efiiciency. —The efficient utilization of ConRaL r i 
resources should be promoted through the rates denv^i 
from the pricing strategy. To achieve this, the cost of 
resources required to provide service must be reflected 
in the price of the service, 

• Inherent advantage. —The pricing strategy should 
reflect the inherent advantages of ConRail so as to i* 
sure retention and possible growth of traffic. The nt* 
structure should also assist in attracting from other 
modes the traffic that railroads have a comparative id. 
vantage in handling. 

• Strategic planning.— The pricing strategy should 
generate rates which reinforce or support the actions, 
policies or objectives of ConRail’s marketing and op. 
crating strategies. 

• Simple/complex pricing. —The pricing strategy 
should avoid complexity in the rate structure insofar 
as possible. Prices are key decision parameters for ship¬ 
pers. Complexities can cloud real issues and probkns 
that lead to decisions that are damaging to ConRail and 
the freight service buyer. 

The pricing st rategy adopted by ConRail ultimately 
must be accepted by the marketplace and will be subject 
to evaluation by several external groups. These groups 
include competing railroads (those that sene the same 
territory as ConRail), complementary roads, inter* 
modal competitors, shippere/receivers and the various 
regulatory’ agencies. These external constraints may 
inhibit the flexibility ConRail will have in adopting in 
effective pricing strategy. 


Short-Term Pricing 

USRA’s recommended short-term pricing strategy 
has two objectives: 

• To identify opportunities for improving the profit 
ability of the existing t raffic mix and 

• To develop a short-term pricing program to gwi* 
erate additional ConRail revenue in the formative years 

The Association contracted with a consultant to study 
the existing traffic base and present pricing practice* 
of the potential ConRail members. The consultant h* 
concluded that “major profit improvement can nsuj 
from marketing correction of losses now being suff* 
in the current traffic base. 4 The potential net gain fro® 
correcting these losses was estimated to be $ 1*20 mi 1 
annually. 

In addition to the consultant s study, Association 
sonnel began an intensive analysis of the ( onRai 
fic base. Currently, approximately $64.4 million <> 
cific necessary rate actions have lx* n identified. * 
contains a more complete description of the cotnm 
ties deserving attention. 

" .. 

• Reebi* AmdatM. Aujruit 14, 1074. Re: Contract c*. 

Economic Override. 
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YaOtl-M****** ddded revenue from VSR A spreifleo lly ret s 
,,mmrnded rate adjustments 


SX<X 01 —FARM nOOOCTl 



tv*nRail reranue- 

ttJnoil revenue- 

htewd cbtiMCi*-- 


Riff notion*: 

Comply *6 : 

1 inrfMsifOM! transit charge on cereal (ef¬ 
fective July 1974)- $0.35 

1 Increased export rates on grain prod¬ 

uct* (effective February 1974)- 0.15 

la progress : 

t Increased rate* on fresh fruits atul 

vegetable* (148 8944)---- — 7.5 

2 Increased rates on prepared cereal (un¬ 

der negotiation) ——-— L 0 

Total_ r - 9.0 


BTCO 10—MKT ALU C CUES 

m Coo Rail revenue.. $91. 3 

Additional revenue__—.— -— 0.1 

Pwwnt change___less than 1 

Hate actions: 

future: 1 Increase dumping charge on iron 

ore_ $0.1 

atcc n—COAL 

9T1 Coo Rail revenue_ $243. 8 

AAlitionai revenue. _ 2. SB 

fttwit change__ 1 

Hate action*: 
future: 

1 MiH^Uaneous increases_ $2.0 

2. Increased storage charge_ 0.15 


*T<r 14 —SON-METALLIC MINERALS 


m r ° tt K*n revenue_ $53. 7 

Ateional revenue_____ q j 

I ^"wt <** * **** ««<•-lew than 1 

®*te action* : 

future: l. Increased point-to-point rates on 
«is! and gravel to remedy non-oomj>eiiKHtory 
"^nation*_„_ T r _ go. j 


stcc 20 —rooo 


* t**eaue__ 

1 |^i*mal revenue . _ 
^ Increase 


— $209 0 
1.1 
1 


** r * actions: 

^ lf ure: 1 Increave iion-cornpctiHatory rates 
! L t * nnw * fnitt juice, prafmred dour mixes, 
<r > baleary product*, luigasHe. nunfinml. 

“! ** rtct * by-products ond miscellaneous 

**** item*_ _ _ 


Table 4 .—Potential added revenue from t'RRA npeiHflt'allp rec - 
nmmrtuied rate adjustment * 

8TCC 22—2J—TEXTILES AND APHARET. 

Millions 


1973 Con Hail revenue-- $8 5 

Additional revenue-.-- 0.3 

Percent change,--- 4 

Rate actions: 

Future: 1. Increased rates to remedy non¬ 
compensatory traffic__ $0.8 

8TCC 24—LUMBER 

1973 (VuiRail revenue-----$36. 5 

Additional revenue_—-— 1. 5 

Percent change___.™_____ 2 

Rate actions: 

Completed: 1. Increased rates on pulpwood 

(Vi of requested increase grant)___L $0.1 

Future: 

1. Increased pulpwood rates_ 0.1 

2. limit stop-offs and circuity on lumber— 0. 5 

3. Increased rates on non-compensatory 

traffic (mlllwork, wooden containers, 
misc. wood products)_ 0.8 


Total___ 15 

BTCO 3ft—FURNITURE 

1973 ConRall revenue_$16. 5 

Additional revenue....™_—-- 3.5 

Percent change_ 21 

Rate Actions: 

Completed: 1. Increase rates on furniture 4% 

(effective early 1975)-— $0. 6 

Future: l. Further Increases to eliminate non¬ 
compensatory traffic_ 2. 9 


BTCC 2ft—PAPER 

1973 ConRail revenue---$121. 0 

Additional revenue_ 9. 2 

Percent Increase___1- 8 

Rate actions: 

In progress: 1. Increase rates 109i on light 

loading papers 1 (IAS 897S >_ $1. 3 

Future: 

1. Further Increases on light loading pa¬ 

pers to eliminate noncompensatory 
situations __ 6.9 

2. Altered transit privilege aud 22.000 lb, 

'•follow lot" provision In the 36.000 lb. 
rates_1- 1.0 


BTCC 32—STONE. CLAY AND GLASS 

1973 ConRall revenue-*- $81.0 

Additional revenue___——.- 0. 8 

Percent increase_____—-——— 1 

Rate actions: 

Future: 1. Increase various point-to-point rates 
ou cement, litne, limestone---——^ $0. 8 


1 Liglit loading paper* Inclmle: sanitary piper product*, bug*, fibre 
can*, pressed palp good*, envelope* intl basket*. • 
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Tabijc 4 .—Potential added revenue from USRA specifically rec¬ 
ommended rate adjustment* 

trrtr —primary metal froouoto 

Million* 

11)73 GottlUii revenue----$182. 7 

Additional revenue __ 0.13 

Percent Increase____leas than.. 1 

Hate action; 

In progTe*w: 1. Increased lighterage charge on 
steel from Rhode Inland to Harlem River. 

N.Y_____ $0.13 

STCC 34—FABRICATED METAL PRODUCTS 

1073 ('onRail revenue_ $38. 7 

Additional revenue_____ 0.3 

Percent Increase _____ 1 

Rate actions: 

In progrean: 1. Increase rates on metal cans_ $0.3 

8T0C 8ft—NON•ELECTRIC'AL MACHINERY 

1073 ConUall revenue___ $10. 1 

Additional revenue__..._......__ 0.5 

Percent Increase__ 3 

Rate action: 

In progress: 1. Increased rates on farm ma¬ 
chinery—I&S 8983_$0.5 

STCC 3T—TRANSPORTATION EQUIPMENT 

1973 ConRall revenue..___..... $255. ft 

Additional revenue___ 2, 5 

Percent increase_..._____ 1 

Rate actions: 

Completed: 1. Increased rate* on freight care 

moving on own wheels_ $0.5 

Future: 

1. Increased storage charges on autos_1.0 

2. Increase some point-to-point rates on 

auto parts...- 1.0 

Total .. 2. 5 


Tabijc 4— Potential added retinue from VSR A specifinUf r(ft 
ommended rate adjustment* 


8TCC 40—WASTE OB SCRAP 

1973 Con Rail revenues_ 

Additional revenue___ 

Percent increase___ 


$83 0 
9.6 
12 


Rate actions: 

Future: 

1. Increased rates on textile waste to rem¬ 

edy nozKotnpeiigatory traffic__ $o. 0 

2. Overcome ICC hold-down* on recy¬ 

clable* ______ 9.0 


Total_ 


9.6 


MISCELLANEOUS SEBVICES 

1973 ConRall revenue___Unknown 

Additional revenue_— ., ... __$23. 6 

Percent increase_Unknown 


Rate actions: 

Completed: 1. Increased protective service 
charge ex parte 300_ 


Miscellaneous Service*—C ontinued 


&S 


In progress : 

JL Increased minimum charge per ear 
(suspended) ..._____ 

2. Increased switching charge (su* 

pended)___ 

3. $50 per car'transit service charge 

pended) —-- - 

4. Cancel marriage arrangement- _ 

5. Further increases in protective service 

charges (ex parte 300)___ 

6. Increased charges for providing iii«t'h*u 

leal heating of cars (Docket 3540th 

7. Eliminate absorption of l«wi<llii*/aih 

loading charges at ports and miucc 
port charges by 4#/cwt. (l&S 


MtUum 


as 


H 


$ 0.1 


Total....a« 

The rate adjustments recommended in Table 4 arc 
necessary to bring present traffic up to n breakeven basis 
using very conservative <*ost data. The cost system used 
for this analysis (which was the only system quickly 
available) is based on Rail Form A and tends to under¬ 
state certain costs, particularly maintenance of way. 
capital and equipment costs. Had these factors tan 
more realistic, a far higher level of rate changes might 
have been proposed. 

This analysis was also limited to identifying pitsenl 
trnffic which is clearly non-compensatory. If the pm* 
ixjscd rates result in substantial traffic losses, there will 
be no impact on net income because the reduction in 
costs will equal or exceed the lost revenue. 

Table 4 shows three types of rate actions: completed, 
in progress and future. Completed rate actions trethese 
which have. been approved by the Interstate Comment 
Commission with an effective date in 1974. Tb«* 
creases were not applicable in 1973 and hence were not j 
in the revenue base used for the forecast. 1 his category 
accounts for $1.8 million. 

Rate actions in progress are those that have been fi 
with the Commission or rate bureaus but have not bet® i 
approved. This category accounts for $34v23 million ^ 
which $23.5 million involves miscellaneous service* ot 
charges. This includes an increase in the minimum, 
charge per car ($8.6 million), increased .stritnmf 
charges ($8.5 million) and a $50 per car transit 
ice charge ($4.0 million). Each of these pricing P 
posals has been suspended by the Comiftis® 00 1^ 
an investigation of their “reason a blench 
important in reducing the losses of the bankrupt <am 
and getting them on the road to profitability. ^ 

The major commodity rate change in l )rv " 
earns fresh fruits and vegetables. This^casei^ ^ 
increase future ConRail revenue by ^ ^ 

Commission suspended these rates under N ^ 
December 30, 1974, an order disapproving t u 1 
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ns issued. Among other reasons given for rejecting the 
wen' three which are of primary significance 
tothf future profitability of ConRail. 

First, the ICC said that the theory of replacement 
of equipment was invalid because replacement cost 
i§»(oroIlary of reproduction value which the Commis¬ 
sion hits never accepted as a valid basis for ratemaking. 
While this policy may be appropriate for valuation 
purposes, failure to recognize replacement costs for nite- 
maiing purposes is extremely damaging to the mil- 
rouls, particularly in a period when inflation levels are 
julirtintially higher than normal. The rail industry will 
fill further behind in equipment capacity simply be¬ 
muse nUes will not provide profits sufficient, to call forth 
the capita! necessary to acquire new equipment No 
uoount of exhortation to purchase can substitute for 
tk decision of management to buy cars only when it is 
profitable to do so. 

Tb*second reason cited by the Commission was that 
the proposed rates would eliminate rail participation 
many of the commodity movements, which would 
cause hardships on producers and consumers. The ques¬ 
tion to be addressed is whether ConRail or any other 
railroad should l>e forced to subsidize shippers by car¬ 
rying traffic which does not contribute a profit to the 
nulroad. Lack of railroad profitability will result in a 
gradual withdrawal from service and fnrther prevents 
thf railroads from handling those movements where 
they still have a comparative advantage. 

TV third reason for disapproving the rates w as that 
proposed TOFC rates are not reasonably related to 
tl* carload rates. There is no reason why TOFC rates 
should be related to carload rates. Entirely different 
and costs an* involved and the rates are aimed 
lt » different competitive situation. 

thM group of rate actions shown in Table 4 are 
I**»ible in the future. They have not yet been 
proposal but the Association's staff feels such increases 
^accessary to put present rail traffic on a compensa- 
|°n basis. The category as thus far identified would 
flan** revenue by $28.35 million. The major commod- 
]n ^i$ group are light loading paper products 
ktyi! m .^.* an ^ furniture ($2.9 million) and scrap 
* M million). These rate increases are required to 
jjungt ic revenue on these commodities up at least to a 
_ basis with long-term variable cost, 
toi j^? ftt * on * ias R i 8 ° attempted to measure the 
!hb ^ of certain commodities. The purpose of 
^^rweari’Ji was to identify those commodities which, 
111 l,, £ 11 P9®tive contribution almve variable cost, 
thf ^gb^r rates thereby lending support to 

'’nfr*rr 1 * ^proving railroad profitability. 

I iit'itcly. the results of this research are not con- 
i Urther work wil > .*» necessary. This should 
hi J|r tM * >r *° l ^ual System Plan. 

I AjJ !- ,0n *? t * le8 * R I>ecific suggested rate increases, 
ions staff is also studying the possibility 


of a short-range general price increase. During the 
period following conveyance, ConRail should under¬ 
take programs to reduce costs, improve operating 
reliability and generally strengthen the organization's 
competitive position via new service opportunities and 
marketing programs. The short-term strategy' must be 
an easily applied program of rate corrections which 
w ill supply needed revenues until ConRniTs long-term 
programs c an lie developed and implemented. 

The goals and objectives which the Association is 
using to evaluate various types of short-range increases 
are: 

• The method must l>e c apable of generating between 
$50 and $150 million in additional ConRail system 
revenues. 

• The approach must Ik* consistent with whatever 
industry structure is selected for ConRail. 

• The short-term pricing strategy* must be consistent 
with the long-term pricing strategy and related oper¬ 
ating plans. 

• The technique must he fairly simple so that it may 
be quickly implemented, easily understood and capable 
of efficient administration. 

Short .-term increases can be applied on one or more 
of the following bases: 

General increase# provide for percentage increases or 
per unit (i.e., car, ton, etc.) surcharges on the entire 
movement. The increase is apportioned among the rail¬ 
roads involved, according to agreed upon division 
percentages. 

Regional increases provide for percentage increase's 
or per unit surcharges on movements within a certain 
region (i.e., the Northeast Region). 

Cost coverage increases would increase revenues to 
cover the cost of a particular class of traffic more 
completely. 

Specific increase# would be selectively based on a com¬ 
bination of factors including commodity, origin/desti¬ 
nation and car type. 

Minimum rats /ter car pricing is based on the as¬ 
sumption that the four major and most readily meas¬ 
ured components of rail costs are mileage, car tyj>c, 
terminal costs and service type. A minimum rate per 
car would be determined based on these components. It 
has been alleged that the high terminal costs, particu¬ 
larly on the east coast, are responsible for the deficit 
operationsof the ConRail carriers. Under this approach, 
terminals would be classified into three categories—low 
cost, medium cost and high cost. “Service types” could 
include regular, unit train, TOFC, multiple car, etc. 
The advantage of this method is that only low-revenue- 
per-car traffic, where the present revenue is below the 
proposed minimum, would be assessed a charge. High- 
revenue, truck-competitive traffic would not be. affected 
at. all. This type of charge will affect only the non-com¬ 
pensatory or marginally compensatory traffic. 
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USRA is currently reviewing each of these ap¬ 
proaches and will have a recommendation in the Final 
System Plan. 

Service and Equipment 

To determine the impart of freight car supply and 
service quality on revenue growth it is necessary to 
understand how routing decisions are made by ship¬ 
pers. While there may be exceptions, there appears to 
be a hierarchy in the normal routing decision: 

1. The lowest applicable rate must apply. 

2. The carrier supplying the equipment will be 
favored. 

3. The best service route will be favored. 

4. The originating and terminating carriers will get 
a long haul (as opposed to a switching charge). 

5. Intermediate carriers will be avoided unless part 
of a “service” route. 

Since railroads serving the same market or shipper 
usually have the same rates, the ability to provide an 
udequnte car supply along with dependable service are 
the dominant factors in securing mil-oriented tonnage. 
These factors are also important for attracting tonnage 
from other modes. 

There are significant opportunities for improving 
bankrupt carriers revenue—both through the acquisi¬ 
tion of more equipment and the design of specialized 
freight cars. A special study made by the Penn Central 
estimated it lost over $60 million in revenue in 1974 
because of freight car shortages. Car types in critical 
supply were open hoppers, gondolas, 50-ft. box cars and 
TOFC trailers. The Association has developed a car 
acquisition program, discussed in Chapter 0, wdiich 
should rectify this problem. The Association’s car pur¬ 
chase program will provide an equipment inventory 
sufficient to satisfy normal demand while generating a 
satisfactory return on investment. USRA is also study¬ 
ing various rate and tariff changes which will improve 
equipment utilization and reduce the capital investment 
required for equipment. 

Sendee on the bankrupt carriers has deteriorated in 
recent years as tracks and facilities have lieen under¬ 
maintained. Shippers state that sulistantially more ton¬ 
nage would l>e available if service were improved. Pre¬ 
liminary studies by the Association confirm this in part. 

Service in this (ontext takes two forms: speed and re¬ 
liability. Speed is the time it takes to get from A to B; 
reliability is the consistency or regularity of the transit 
time. Service is important for attracting tonnage from 
other railroads as well as other modes of transportation. 
Rates ami <*ar supply being equal, a shipper will choose 
the railroad with the best service. 

While service is important for intermoda! competi¬ 
tion, railroads and motor carriers do not compete on the 
basis of service in all markets. Service is relatively less 
important for low-value, high-volume hulk commodities 
than for high-value, time sensitive commodities such 


as perishables. Service levels, then, must I* evaluitrf 
in view of specific market requirements. 

Con Rail must make a substantial improvement ii 
service speed and reliability to compete effectively with 
the motor carriers. A USRA consultant 1 interviewed 
shippers concerning service expectations. The cm uk- 
ant concluded that improvements in transit time of $) 
percent would increase non hulk trnffir by ten permit 
but total traffic by only two percent. In no individnal 
commodity was the tonnage elastic with respect to 
transit time. 

The consultant also found that improvements in reli¬ 
ability—measured in terms of increased on-time pee 
formance of 20 percent to 50 percent—would inert** 
tonmlge ten percent to 30 percent. A significant minor¬ 
ity of the shippers, however, said that jiereentage in¬ 
creases in tonnage would exceed percentage change in 
reliability. 

On the other hand, the consultant found that increase* 
in transit time up to ten percent would not have in 
appreciable effect on tonnage. If time in transit in¬ 
creased 20 percent, however, the loss in tonnage for 
some commodities would be severe. Decreases in reliabil¬ 
ity could have a significant impact on tonnage, ranging 
from ten percent to over 40 percent depending on the 
shipper. In the majority of cases, however, a percenUgr 
reduction in reliability leads to a less than proportionate 
loss of tonnage. 

In summary, rail traffic appears to lx* more sensitive 
to time increases than to time decreases. A significant de 
tcrioration of rail service could result in a severe lo» 
of traffic. Conversely, a significant improvement in 
transit time would result in significant but not com¬ 
mensurate traffic gro wth. 


Intormodal Service 

Trailer on Hat car (TOFC) and container on flat car I 
(COFC) traffic are the two basic types of intennodalor I 
piggyback service offered by the railroads. This BMtK* 
combines the flexibility of motor carrier pickup i 
delivery with the low’ costs of rail line-haul service aD*l 
as such is among the favorable spots in tlw? txilroa % 
future. USRA is forecasting a compound annual 
rate of piggyback traffic of 6.25 percent between l-'* 
and 1985. A more comprehensive discussion of I nter 
modal Service is provided in Appendix F. . 

There are three wavs to improve the market ^hnn 0 
TOFC/COFC service: 

• Gain greater control of the pickup and 

function through expansion of the operating • ^ 5 
of rail-owned truck lines; j-^ 

• Penetrate the small shipments market 0 
the LTL (less than truckload— under W 
and the PTL (partial truckload—10,W) to 
lhs.) markets:and 

- . u r rrt\Of 

• Tempi#-. Barker ft Sloans. c( T 

1M4T. USBA Contract No. SOO00. 
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• JVvtlop a into structure that will attract shipper 
lxisinfs> and also foster intcrmndal (rail-motor 
carrier ) coordination where possible. 

Ii is tiniest axiomatic that the firm controlling pickup 
i&i or delivery of a shipment also exerts control over 
[hr liar-haul movement. Both Penn Central and Read¬ 
ing own motor earner subsidiaries which perform these 
xrvia% but they have not fully exploited the traffic- 
parrating op|iort unities. 

M <*t railroad piggyback marketing efforts have been 
focused on developing truckload movements with 
mights of 30.000 to 45,000 pounds. However, the Reebie 
Asnriates Intcrmodal study indicates that 85 percent 
of the ton-miles of highway general commodity traffic 
resists of a combination of LTL and PTL shipments. 
Ibis is obviously a large market in which the railroads 
bwnot lieen directly competing. 

Tfo importance of the small shipments market goes 
brrood its volume. First. this traffic is generally among 
the.highest rated traffic available (albeit with high op- 
entinjrcnst.s) and thus adils the most revenue. It also 
xlWscarriers to “top off ,f trailer load shipments which 
hiv»* approached the maximum weight hut have not 
utilized the full cubic capacity of the trailer. This fur- 
| thtr inenmaes revenue, 

Second, a carrier which competes in all markets can 
the traffic needed to obtain the high equipment 
itiiization and low empty mileage required to achieve 
^unit costs in each traffic lane or terminal. These low 
r 0 ®* ® tom enhance the competitive position of the 

IWaibe of the financial losses suffered in the past 
? *'i fondling LOL traffic, the rail industry is under- 
bwitant to enter the small shipments market, 
rwo railroads, the Missouri Pacific and the West- 
fr n I ttrv currently pursuing this market. Of 
M ft decision cannot he made until after a 
^ study of the operating costs and potential 
I to be derived from this traffic. USRA will at- 
to quantify the cost/bencfit relationships prior 
Informal System Plan. 

Tlve present IOF(\ COFC price structure in the Re- 
° n 1 8cir * w a< |w®wt.ity discounts* which 
concessively lower rates as t he number of trail- 
t ! r ^ ' ncrpas **«. From one to sixty trailers may Ik* 
at 0,M4 ^ rno - the latter, popularly called “ship- 
[^urts Itt lS the lowest. These quantity dis- 

' <>r vated a group of middlemen called ship- 
I or shipper associations whose prime ob- 

f tli \ U ' ir,,r '‘ < ' r cnou ^h trailers to take advantage 
!«i; v ^ly P a ri °f the discount is passed 

l^per/ rhe argument is that these middle- 

Thi ?m w hich the railroads cannot pro¬ 


fit] ihI^s ^ ,l lt nefe88ari, y true. A capable, aggressive 
Utl, l ®* rv * r P staff can perform the duties of 


these middlemen, often more efficiently and econom¬ 
ically. 

There are basically two types of pricing arrange¬ 
ments necessary to foster increased growth of piggy¬ 
back service. One is a “wholesale*’ rate structure apply¬ 
ing between terminals to shipper or motor carrier owned 
or supplied trailers. These would lx* one-way rates for 
single loaded or empty trailers. The shipper or motor 
carrier would provide the pickup and delivery. These* 
wholesale rates would attract traffic, from motor carriers 
or private carriers who now operate via highway if they 
have balanced traffic. 

A balance in traffic avoids the occurrence of empty 
mileage expense. This low empty return mileage experi¬ 
enced by truckers is what produces lower unit costs via 
highway, even though the basic expenses per mile are 
higher than those of rail. The wholesale load-empty 
rates recommended by USRA would enable shippers 
and truck lines with balanced traffic to gain the same 
benefits via rail-TOFC that they now gain in their own 
highway operationa Such a pattern would avoid the 
current pricing practices which attract TOFC traffic 
mainly from shippers and truckers who have excess 
loads (i.e., more loads than drivers) or who have un¬ 
balanced movements between certain terminals. No 
quantity discount would be given. These wholesale rates 
would lx* very similar to the present Plan III rates. 

Second, a set of single trailer “retail" rates in rail¬ 
road-owned trailers needs to be developed. These rates 
would apply on one-way movements of either full-truck¬ 
load or LTL and PTL movements. Pickup and delivery 
could be performed bv the railroad-owned motor car¬ 
rier. These retail rates would be similar to the present 
Plan II and II *4 rates and would apply primarily to 
shippers who do not own trailers and cannot perform 
the pickup and delivery functions. 

Though the proposed set of rates is not radically 
different from the present system, it does provide many 
advantages. Elimination of the quantity discount would 
permit the railroads to compete with the middlemen 
who exert tremendous control over present piggyback 
traffic. The recommended rates give the railroads, that 
are risking their investment, the opportunity for more 
control over their service quality and profitability. 
This simplification of the rate structure makes it easier 
to understand and allows the shipper to deal directly 
with the carrier. A shipper survey performed by Reebie 
Associates indicates that many shippers would prefer 
to deal with the railroad directly. 

Routing Patterns 

When ConRail begins operation, it will inherit the 
routing patterns of six different carriers. Between dis¬ 
tant city pail's, such as Newark, New Jersey and Los 
Angeles, a large number of alternative carriers and 
routes are possible. These include routes using the Read- 
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ing, Lehigh Valley, CNJ and the Penn Central. Table 5 
is a list of the interchanges between the ConRail car¬ 
riers and other railroads in the eastern region. 

As Table 5 indicates, there arc an almost infinite num¬ 
ber of interchange points or combinations of interchange 
points. Retention of all these interchange points and 
alternative routes tends to promote inefficiency and to 
preclude ConRail from taking advantage of its most 
profitable haul. It also prevents ConRail from realizing 
its maximum revenue potential. 


The Associat ion has made a thorough study of oppor. 
tunities for improving ConRail’s revenue by lengthy 
ing its haul. Under the Three Carrier System struck*, 
ConRail could secure as much as an additional 
million of revenue annually by eliminating short lunb 
to the greatest extent possible. For forecasting purpose 
it has been assumed that ConRail achieves only half of 
this revenue potential or $32.8 million through im¬ 
proved service and selective selling of the preferml 
routes. 


Table 5. —Freight connections and junction points 



PC 

LV 

CNJ 

KDG 

LI IK 

AA 

EL 

D. A H. 

B. A M. 

B.AO. 

C 4 0. 

N.4I 

Penn Central... 


70 

7 

90 

2 

3 

79 

$ 

19 

130 


it 

■ 

LeMfti Valley. ...... 

30 


5 

5 

1 

0 

13 

3 

0 

j 

14 

| 

Central of New lemy....... 

7 

s 


3 

0 

0 

1 

0 

o 

0 | 

A 

■ 

i 

Reading.... 

10 

5 

3 


0 

o 

3 

o 

o 

5 

A 

V 

* 

L«ihi||i At Hudson River... .................. 

2 

1 

o 

0 

» 

o 

2 

o 

Q 

0 1 

V 

A 

■ 

Ann Arbor ....... 

• 

0 

0 

0 

0 


0 

o 

o 

| 

0 

1 

j 

Erie Uckivtiuu.... ... 

79 

19 

1 

3 

2 

o 


5 

o 

77 

10 

j 

Delaware A Hudson.. 

a 

9 

0 

0 

0 

0 

1 


2 

0 

a 

| 

Boston A Maine ..... 

19 

0 

0 

0 

0 

0 

o 

2 


0 

o 

•j 

Baltimore A Ohio. 

190 

9 

0 

& 

0 

1 

27 

0 

o 


it 

M 

Chesapeake A Ohio.. 

79 

1 

0 

0 

0 

0 

10 

0 

0 

19 


s 

Norfolk A Western. .. 

1S3 

9 

0 

0 

0 

9 

20 

0 

0 

44 

a 



Divisions 

Divisions are the sharing of the freight revenue by 
carriers participating in a movement involving more 
than one railroad. Such divisions have a significant im¬ 
pact on the net profit of a company. Divisions are nego¬ 
tiated by tho participating railroads and when there are 
disagreements, resolution is sought from the ICC' in the 
form of a divisions proceeding. 

Assuming equal managerial and operating efficiency, 
divisions are usually based on cost. That is, assuming 
that two railroads have essentially the same operating 
efficiency and management efficiency, but one railroad 
incurs a higher cost in the movement of a shipment, then 
that railroad should receive a greater share of the reve¬ 
nue. Northeastern carriers have alleged that the divi¬ 
sions between themselves and the southern and western 
carriers are inequitable and do not properly reflect costs. 
The northeastern carriers have estimated that an equi¬ 
table split of revenues could improve their profitability 
by $60 million annually. Conversely, the southern and 
western carriers claim that the additional costs incurred 
by the northern and eastern carriers are a result of in¬ 
efficient management and operating strategies. The last 
north-south divisions case handled by the ICC continu¬ 
ed for 13 years and was never resolved, among other rea¬ 
sons, because the efficiencies expected from the Penn 
Central merger were not included in the northern rail- • 
roads’ cost data. 

The Association urges early Congressional action to 
provide a means of encouraging the prompt, resolution 
of disputes involving divisions. This is a matter of 
extreme urgency to ConRail. It needs to be resolved as 
soon as possible. 


Costs 

Establishment of new rail rates will depend on the I 
level of costs, both rail and alternate mode costs Un¬ 
fortunately, the railroad industry does not currently 
possess the capability of measuring the cost of perform¬ 
ing a particular transportation service or set of serricn 
As a result, present cost systems tend to apportion costs j 
rather than trace cause-and-effect relationships. 

Most rail carriers apply a modified ICC Rail 
A, Variable Costing System, to evaluate costs associate! I 
with the movement of a commodity between two point* 
The costs produced by Rail Form A are the avmg 
costs incurred by general cost centers of a rtilrotij 
These costs do not necessarily reflect the true cosM 
the individual movement. However, they are accepted 
by the Commission as the basis for cost justification ft* j 
a proposed rail rate. The numerous deliberations 
ceraing branch line abandonment and curtailment j 
passenger services, and the related costs and rvvcno« 
of these operations, are excellent examples of the nn j 
part of the inadequate cost information. 

The deficiency in rail industrv costing is duo 10 * 

• Hesitancy of rail carriers to initiate 

ing systems because the Commission has traditions ^ J 
used the ICC Rail Form A costing a® a basis for 
setting, and i 

• Relatively recent application of large sea « ^ J 
ment information systems to rail carriers. 

to support cost research by many railroad> art < e 
both in validity and degree of detail. 

It is imperative that ConRail establish 
and timely cost information system. 
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relationship is at the heart of most important manage- 
wi t decisions. This is no less true of the railroads than 
of other industries. Reliable cost information is impor¬ 
tant not only for the pricing decisions, but also for op¬ 
erating capital investment, routing, line abandonment, 
ad planning divisions. 

toil Hal* l«g"la»ion 

All nil rotes are subject to review by either state or 
federal regulatory agencies. This would present no 
problem if all inode* of transport were subject to the 
ame kind and level of regulation. Almost two-thirds of 
track traffic and ninety percent of barge traffic is exempt 
from rate regulation, and most agricultural traffic mov¬ 
ing via motor carrier or barge is exempt. 

Regulation tends to inhibit the flexibility of the rail¬ 
roads. Whereas trucks and barges hauling exempt com¬ 
modities an* free to set rates at any level and are free 
tocnleraml leave markets, railroads are subject to the 
frequently time consuming regulatory procedures and 
the other burdens they impose. This may inhibit the 
railroad's responsiveness to changes in the market place 
and ability to meet revenue needs and to conijaete suc- 
oafully. 

I'SRA will study this matter further and make ap¬ 
propriate recommendations for change in the Final 

System Plan. 

| Conclusions 

| CwtRail must strive to maximize its profit in any 
pten market, working from the present traffic base. 


With the exception of the solid waste and LTL/PTL 
markets, there are no major markets that ConRail can 
enter through a simple adjustment of price and service. 
Instead, ConRail must compete vigorously in those 
markets where it has a eoni|»etitive advantage. 

This occurs with commodities of heavy density, where 
there is a good balance of traffic, where transit time is not 
essential and where shipment sizes will support carload 
volumes. ConRail must compete in these markets 
through a vigorous application of sensible and aggres¬ 
sive marketing strategies. Those include unit and 
mini-trains, bulk distribution terminals and expanded 
TOFC operations. 

To improve profitability, ConRail will have to scru¬ 
tinize the present price structure and make changes 
where necessary. Certain limited rate changes have 
been suggested and, no doubt, this list can be expanded. 
In the long run. ConRail must adopt a pricing policy 
that will ailow it to recover full o[>ernting costs and a 
reasonable return on investment. If this is not done, 
the current financial problems will be perpet uated. 

ConRail must also adopt a rigorous program of serv¬ 
ice improvement and control. This will enable it to 
expand present markets and enter into the more service 
demanding markets where shipment sizes are smaller, 
transit time is critical and shorter distances are involved 

Implicit in this marketing program is the need for an 
organization dedicated to the goal of improving prof¬ 
itability. This organization must have an excellent cost 
system and traffic data base with which to define the 
problems and it must have the freedom to experiment 
with creative solutions. 
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Availability of Service by 
Alternate Modes 


The Regional Rail Reorganization Act of 1973 requires an analysis 
of the extent to which other modes of transportation can move the traffic 
now carried by railroads in reorganization and the relative economic, social 
and environmental costs involved in use of such alternate modes. This 
chapter represents a portion of USRA’s response; environmental con¬ 
siderations are treated more extensively in Chapter 11. 

Studies commissioned by U SR A indicate that railways generally 
have cost advantages over trucks in providing long-haul high-density 
transportation, but rails take longer and are less flexible with respect to 
pick-up and delivery times and locations. Rails are more flexible than 
barges, but usually incur higher unit costs. 

Shippers are willing to pay premiums for quality service by other 
modes, a factor to be considered in analyzing the desirability of main¬ 
taining certain rail services. In addition, recent legislation to increase 
truck sizes and weights expands the economic potential for truck com¬ 
petition. No combination of pipeline, truck and Itarge service, however, 
can replace fully the service railroads give the Region. 
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This chapter examines the effects of diverting substantial fatt 
from railroads to trucks for 11 selected commodities. These effects encm 
pass the increase in truck traffic volume such a diversion would genera 
the increase in private shipper cost and the public costs of additim 
highway construction and maintenance. 


Section 202(b) (2) of the. Act require© “an economic 
. . . analysis ... of the extent to which available alter¬ 
native inodes of transportation could move such traffic 
as is now carried by railroads in reorganization; (and) 
the relative economic, social and environmental costs 
that would be involved in the use of such available alter¬ 
native modes, including energy resource costs . . 

The Region is served to some degree by all alterna¬ 
tive modes, including trucks, waterways, pipelines, air 
cargo and small shipment services. In terms of substi¬ 
tutability, however, the major rail competition is the 
for-hire and private truck, although water and pipeline 
haulage is important in certain areas for bulk 
commodities. 

A number of sources required for the assessment of 
alternate mode sendee availability and related costs are 
detailed in other sections of this report. Competition 
among the several modes of freight transport is dis¬ 
cussed in more detail in Chapter 8. A first attempt at 
measuring cost structures for the competitive modes is 
also presented in Chapter 8. Additional information on 
substitutability of truck service for rail appears in 
Appendix F for intennodal service generally. Chapter 
7 and Appendix J deal with the relative economic and 
social costs of alternate mode sendee to light-density 
points. The environmental costs of service by various 
modes are treated in Chapter 11. 

One of the important determinants of comparative 
costs is the degree of public financial support received 
by each mode of transportation. Since competitive rate 
structures do not reflect costs borne by the government, 
true cost structures of the several modes are not readily 
apparent. Availability of alternate modes and existing 
modal splits of traffic are not based on true cost struc¬ 
tures but instead on costs as perceived by carriers in 
each mode. Appendix H of this volume provides an 
approximation of the level of federal financial assist¬ 
ance provided to the chief modes of transportation. 

Freight Traffic in the Region 

The Midwest and Northeast Region occupies barely 
one-seventh of the continental United States but 
accounts for over half its economic activity. About 
2.5 billion tons of intercity freight originated in the 
Region in 1970, representing 45 percent of intercity 
domestic freight tonnage in the United States. The rail- 


competitive trucking industry is the leading mode < 
transportation in the Region, carrying 37 percent < 
total tons originated in 1970. Rail tonnage folloi 
closely, contributing 33 percent of the total. Waterwii 
carry 16 percent of tonnage, approximately half ti 
volume carried by the railroads. Pipelines carry 14 pc 
cent of total tonnage, a little less than half the too 
tonnage carried by the entire rail industry in ti 
Region. 1 (See Figure 1.) 

FIGURE 1 

MODAL SPLIT OF INTERCITY FREIGHT TONNAGE 
ORIGINATING IN THE NORTHEAST AND MIOWEST 
REGION - 1970 



Railroads retain the tniffic leadership ^ 
rather than tonnage is used to measure freight 
because rail average hauls are longer than » ve 
hauls for trucks. Railroads originate 38 P***®* 
freight ton-miles in the Region, compared with F* 
cent of total tons originated. Waferbome diipn^V 
percent of total regional freight measured »n 

4 WUbur Smith Associate. Inc. Economic pjtpud 

Mode* for tfofl and Th*ir C 9 »t$ • .TJwJprf , n « 

for U8RA. January 15. 1075. Then* 

Ration They are adaptation* for the Re*1 r,c y ® ^ ifih&f 
by Jack Faurett AaaocUte*. Traaaporfofv?* / l«rioa 
prepared for the r.B. Deportment of TTan"P° r ^ j, p»c* 
For estimated shares, see WUbur Smith. tahk« 

11 and 12. 


138 
















































9471 


mount to 26 percent of the Region's ton-miles. Pipe- 
]iMS increase slightly, from 14 to 1ft percent. The iin- 
pojunce of trucking declines when measured in ton- 
siiies from 3" percent of total tons originated to 21 
prtwnt of total ton-miles. Both for-hiro trucking and 
pnnte trucking experience a decline. 

Trucks are by far the leading freight transport mode 
in the Region if the comparison is made on the basis of 
nranues. Trucks originate 63 percent of intercity 
freight revenues in the Region, about $15.5 billion in 

FIGURE 2 


ORIGINATED FREIGHT REVENUES 
IN THE REGION BY MODE 
1970 



I |«ee Figure 2). A little less than one-third of thi: 
IBioujit represents the co 9 ts of truck operations per 

I th™**^ ^ ' n< ^ U8tr ‘ es w hich have private truck fleets 
t f remainder represents revenue earned by for-hir 
'triers. Railroads generate only 27 percent of tota 
E£i [°^ owe< ^ by water (4 percent), air freigh 
I '" r ‘ Percent) and pipelines (2.5 percent). 

I krei U iCture ^ products constitute about half of in 
,onn ages originating in the Region, am 
1 tW^ indus,r - v predominant carrier o 

i ®Mh^rr^' ,Ct8 ^ m ‘ n P products constitute just unde 
I^ l ^ e tonnage originated in the Region. Onl; 

mn ore > nonferrous ores, coal an< 
f 1 ^ >r m * nu ^ arturera 1130 ra 'l for more thai 
J **RSi'ed | s ^‘l )nie,1 ts originating in the Region 
I*,, l ton-mil**, most mining sectors except iroi 
I ^f the r f ° r °' er of their shipments: four-fifth 
1,1 ^ ^pments of iron ore an- by water. Ii 


manufacturing, virtually all durable goods industries 
accumulate about half of their ton-mile shipments on 
the rails. (See Figure 3.) 

FIGURE 3 

PERCENT OF TOTAL INTERCITY FREIGHT 
TONNAGE BY MAJOR COMMODITY 
GROUP - 1970 


SAND & GRAVEL 3% 



SOURCE WILBUR SMITH 
FINAL REPORT 

Freight traffic carried by the bankrupt railroads rep¬ 
resents between 10 and 12 percent of the total tons 
originated in the Region. Any major diversion of the 
traffic carried by these lines to alternate modes would 
have major and probably devastating implications for 
the regional and national economy. The physical prop¬ 
erties of much of the traffic carried by rail and the geo¬ 
graphic location of raw material sources and production 
facilities indicate that a wholesale shift- from the rail¬ 
roads in reorganization to alternate modes would be 
very costly to the economy—a strong argument for 
preserving a major portion of the Region’s rail system. 

Freight Via Alternate Modes 

As discussed in Chapter 1, the railroad industry as a 
whole has experienced a significant decline in market 
share since the end of World War II. The rail share of 
all intercity transport ton-miles lias declined from 56 
|»ercent in 1950 to approximately 38 percent in 1973. 
Traffic shares lost by railroads have been gained by mo¬ 
tor carriers, pi|)elines and inland waterways other than 
the Great Lakes. Great I/akcs shipping, despite opening 


139 











9472 


of the St Lawrence Seaway, has lost half of its market 
share since the immediate post-war period. 

The following is a brief discussion of the availability 
of modes other than railroads to provide freight service 
in the Region. More information on this subject can be 
found in the references cited in the footnotes to this 
chapter and in the Bibliography. 

Pipeline .—Most of the former rail traffic in those 
commodities for which shipment by pipeline is highly 
competitive (liquids or flowables moved in large, con¬ 
tinuous quantities) was diverted to pipelines 30 to 40 
years ago. The small amounts of liquids still shipped by 
rail represent special commodities and quantities un¬ 
economic for diversion to pipelines. 

Potentially there, is another major transfer of traffic 
from railroads to pipelines in the movement of coal as 
slurry. This could occur if rail costs continue to increase 
in relation to pipeline costs. It would be catastrophic to 
the rail industry in the Region if coal slurry pipelines 
were developed to any major extent. Coal is the most 
important rail commodity in the Region and is prof¬ 
itable to the railroads at this time. Though the bank¬ 
rupt railroads are not as heavily dependent on coal 
shipments as are. other railroads in the Eastern District, 
diversion of up to 20 percent of the coal tonnages 
originated on the bankrupt lines to coal slurry pipelines 
or to consumption at the coal mine site is possible. 

This potential loss would only occur over a very long 
term, however, and would require substantial reductions 
in the cost of pipeline transport . For the short, term, the 
worldwide shortage of crude petroleum is increasing 
the demand for coal and for movements of coal by rail. 
The immediate prospect is for increased coal shipments 
over the railroads in reorganization, not for diversion to 
pipeline transport. 

Waterways —For large-volume movements of dry 
bulk commodities over long distances linked by water, 
shipment by barge, lake or coastal vessels is a competi¬ 
tive alternative to movement by rail. The location of 
major waterways as boundaries of the Region partially 
limits this competition, causing it to be concentrated on 
freight movements to and from the Region. At present 
such movements are about 50 percent of the total ton¬ 
nage originated and terminated on railroads in the 
Eastern District.* 

Diversion of freight (almost entirely commodities 
transportable “in bulk” or in large tonnage shipments) 
from rail to water is quite sensitive to rates, and the 
potential for greater diversion has brought alxmt lower 
water-competitive rates on certain rail movements. The 
financial condition of rail carriers in the Region, there¬ 
fore, is affected both by the generally low level of water- 

* Fljraro 4 provide* a comparison of “Eastern Dlatrlct" railroads as 
defined bjr the ICC. “Official Territory” which approilmates the cover¬ 
age of the Eastern District railroads—and the 17-atata Redon as 

defined pursuant to the Act. 



competitive rates and the low costs of barge service oo 
specific segments of the inland waterway system. 

Air .—Freight movements by air are shipments of 
high-value products in small quantities requiring ray 
quick delivery. Little of the freight now carried by the 
railroads in reorganization is of this nature and any 
future shift from rail to air is insignificant to the future 
of the railroads. 

Highway Freight .—The versatility and quality of 
service available through the use of trucks, coupled with 
the development of the Interstate Highway System, 
have made trucking the leading mode of transportstM 
in the Region. With respect to costs actually paid by: 
truckers versus railroads, the balance appears to be 
moving in a direction favorable to trucking* despitej 
the recently legislated speed limit reduction to55 m.pA 
Vehicle sizes were increased in the 1974 Federol-Aidj 
Highway Act to encompass truck weights of 
lbs. on the Interstate Highway System (20,000 lbe. on 
single axle and 34,000 lbs. on a tandem axle), a pol^j 
change made explicitly to compensate trucker* fan 
speed reductions and consequent productivity Ira 
Where states allowed higher weights in 1974 on r.^r j 
interstate highways, such weights may now be j 
on the Interstate Highway System: 15 states had 
lowed these higher limits. 

There are also limitations on the use of trucks * 
to their physical characteristics. Trucks have been a J 
to capture virtually all of the intercity traffic in cin ^ 
parcels or in less-than-carload shipment lots fo • 
carried by rail. Trucks have made a few inro* * ^ 
shipments over 30 tons but they can acconunodnt* ^ 
larger shipments by using additional ve ^ ,c 
shipments of 5 to 30 tons, competition M**’^ 
truck exists over a wide range of products. 0 , 

products the truck’s advantages of flexibility ^ ! 

ity of service tend to fall off with distance so t 
age length of haul hy truck is signifies 11 y 
than rail. 
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/W or Multimode .— Intercity freight movements 
arriving two or more modes for major portions of the 
w haul constitute still another alternative to present 
J-rail movements on the railroads in reorganization. 
p;gvb»ck service (trailers or containers on railroad 
fctaa—TOFC and COFC) has grown rapidly since 
World War II. T!u9 W new mode” has come about to taka 
Linnugeof the st rengths of both railroads and truck¬ 
le Railroads should excel in providing transportation 
ujjrge. repetitive volumes lietween distant terminals, 
riiik trucks normally are 1 tetter suited than railroads 
IfofTetail”collection and delivery service. 

Many observers lwlieve that growth of TOFC and 
[COFC has been held hack by a lack of cooperation be- 
tnrn the modes, hy lack of funds for investment in 
mltimodal facilities and by inadequate public pro¬ 
motion and support; these observers believe that there 
it t great latent demand for dual mode, truck-rail 
iBricc and that substantial cost, and service improvc- 
nHib relative to present TOFC and COFC service 
I os be achieved.’ 

Other multimodal services offer alternatives to all- 
[nil freight transportation in the Region. Chief among 
Itht* are track-barge and slurry pipeline-barge. 

| Diversion of Rail Traffic to Truck 

The Act directs the Association to make findings 
I vi i respect to the public costs that would be encount- 
iBedif there were a large-scale shut-down of rail service 
[■theRegion. !• ,s not possible to make a precise deter- 
hon of this mntter. However, some general indica- 
I tins of the magnitude of the impacts of such an occur- 
[«wm# possible. As indicated earlier, the Act clearly 
pto'plated alternative service by several modes, not 
I ‘imply trucks. In the near term, however, only an ex- 
Pjwtm of truck services could provide the capacity to 
I*, * reduction in rail services; therefore, 
I >RA has limited its analysis to the extra costs of a 

[•hin from rail to truck. 

i If tao6t rail service were forced to terminate, over a 
PS|P*riod time a series of innovative new combina- 
P* °f transport services probably would be devel- 
|W. truck-barge and slurry pipeline-barge are per- 

liiofr 1 " f xnm P^ es - Within trucking, new adapta- 
[■T >r " ®P® c *»li*ation of services would improve truck 
|tr»ii Paf1:r ’ llarl > r * n increasing size of trucks and 
■ _ yv,*^ ^‘ '‘ Inpinent of dedicated highway /acin¬ 
ic A** Wou ^ *n expansion of inland waterways 
L _J* r dredging and higher-capacity barge sys- 
[nu»! ' IS a * most impossible to determine the 

|;i, C0riS0, |uencc8 of a gradual termination of 
^ <ranC ? services on the basis of 

"‘“IngK-s or comparisons of t rathe charges. 

I 

I % '"J7 1 * '"» Railroad ProdacUvit v . Chapter IV, ami 

n Chapter 8 and Appendix r of thla report. 


Eight manufactured commodities which are prone 
to truck-rail competition without any change in packag¬ 
ing requirements account for 19 percent of all rail 
freight originated in the Region, 18 percent of termina¬ 
tions, and 50 and 45 percent, respectively, of manufac¬ 
tured products. Morton has est imated that shippers of 
these products are willing to pay a premium of up to 
20 percent for the quality of service offered by trucks. 4 

Analysis of average truck and rail costs suggests that, 
if the Region's rail traffic were shifted to truck in about 
half of these commodities plus farm commodities which 
account for 11 percent of total shipments in Official Ter¬ 
ritory, transportation costs to shippers would increase 
bv 37 percent. This cost, analysis confirms the general 
presumption that railroads have been able to hold many 
commodities which trucks are capable of carrying only 
because railroads move these goods at lower rates. The 
higher quality of service provided by trucks is impor¬ 
tant for much but not all traffic. A coordinated service 
that would utilize trucks for pickup and delivery and 
transloading to rail for the line-haul may well be the 
most cost-effective approach for many light and medium 
density movements. 

The Association attempted to narrow the analysis by 
studying the increased shipper costs of a major diversion 
of freight from rail to truck in a six-state area com¬ 
prised of New York, New Jersey, Pennsylvania, Ohio, 
Michigan and Indiana, 5 A consultant to the Association 
found that in these six states diversion of intraregional 
traffic in 11 commodities from the bankrupt railroads to 
truck would have increased transportation costs by an 
estimated half a billion dollars in 1970. This represents 
a 77 percent increaae over existing transportation cost 
to shippers. Expanding this sample to the Region as a 
whole results, very roughly, in an increase in transpor¬ 
tation costs amounting to $600 million annually. 

The Association's consultant also was asked to look 
at costs to shippers of substituted service by truck in 
two local areas. The resulting analysis of a relatively 
rural area in southeast Indiana (where a significant 
portion of the trackage has been designated as poten¬ 
tially excess by the Report of the Secretary of Trans¬ 
portation in February 1974) indicated that the most 

•The eight commodities are grain mill products. sugar, miscellane¬ 
ous food products, pulp and paper products, hydraulic cement, con¬ 
crete, gypsum and plaster products, steel mill products and motor 
vehicles and parts. Wilbur Smith Associates, Economic Study of 
Aftemotiee Modes for Rail Tragic and Their Costs: Overview , A Pre¬ 
liminary Report; October 4. 1074, Page R8. Also see A. L, Morton. 
Truck-Rail Competition for Tragic In Manufactures, Proceedings, 
Twelfth Annual Meeting, Transportation Research Forum, 1971. 

* Wilbur Smith Associates, op. ci$. p. 120. Intraregional freight for 11 
commodities on railroads In reorganisation accounted for one-fifth of 
total railroad tonnage In the Region. The 6 core states accounted for 
over four-fifths of the Intraregional shipments of these 0 commodities 
on the railroads In reorganisation In the Region. The 11 commodities 

studied Include field crops, grain mill products, coal. Iron ore. steel mill 
products, motor vehicles and parts, stone and gmrel. manufactured 
building products, abrasives, paper products and Industrial chemicals. 
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serious cost impact would fall on products now trans¬ 
ported into the area by rail. Sixty percent of these 
movements consist of mining products, mainly coal and 
gravel and sand. These costs are likely to experience a 
49 percent increase. 

On shipments out of the area—61 |>ercent of which 
consists of waste, household appliances and grain mill 
products, in that order of importance—the transporta¬ 
tion cost increase would amount to about 23 percent 
This would still represent a major burden on tbe indus¬ 
tries that provide the economic base for this area. In nil 
likelihood, these increased costs would seriously affect 
the ability of shippers to compete with similar indus¬ 
tries elsewhere which were not forced to divert, to a 
more costly form of intercity freight movement. 

Public Costs of Diverting Rail Traffic 

It has not l>een possible to estimate the full range of 
social and environmental costs of a major shift-of traffic 
of the bankrupt railroads to other modes. A very tenta¬ 
tive estimate was made of the number of additional 
trucks and vehicle-miles necessary to haul the intra- 
regional traffic now being carried in the 11 basic com¬ 
modities. In the 6-state core area, a diversion of these 
11 basic products would increase the volume of rail- 
competitive trucking by 47 i>ercont. Competitive truck¬ 
ing miles would increase 28 percent. 

Additional vehicle-miles of combination trucks, due 
to the diversion of t raffic. from rail, ranges from an addi¬ 
tional 14 percent in New Jersey to 70 percent in and 
through Pennsylvania. Since much of the additional 
highway traffic would occur in ureas of concentrated 
demand, these additional vehicles would result in more 
congestion near larger urban ureas. This is particularly 
significant because, in terms of highway capacity, high¬ 
way planners generally equate one large truck with 
four to five automobiles. 

As n measure of the social costs involved by such 
diversion to trucks, it is estimated that capital outlays 
for highways in the six states in 1970 would have been 
increased by $105 million (4 percent) and maintenance 
outlays $86 million (8 percent). By extension, it is esti¬ 
mated that such costs would increase on an annual basis 
by $125 million and $94 million respectively (or 3 and 
6 percent) in the 17-state Region. Almost half of the 
total capital and maintenance outlays would have boon 
required in Pennsylvania alone. 

The estimated truck vehicle-miles required to move 
the intra-regional shipments of the principal commodi¬ 
ties carried by the bankrupt railroads would have called 
for additional rural highway needs in the next 20 years 
of $3.5 billion in the 6 core states and $4 billion for 
the entire Region, or a 6 percent increase in rural area 
highway needs in the 6 states and a 4 percent increase* 


for the Region as a whole/ The additional capital out 
lays would have ranged in 1970 alone from a km 0 f 
$5 million for New Jersey to a high of $48 million for I 
Pennsylvania in the 6 states studied. The imp** J 
increased maintenance expenditures in 1970 would iaJ 
ranged from $2.6 million for New Jersey to $37.5 rtijj. 
lion for Pennsylvania. 

The increased maintenance expenditures over the mu 
20 years would exhibit a similar pattern. Tliesr in¬ 
creased outlays represent only an estimate of riot 
would be needed to handle the augmented highway traf¬ 
fic in the rural areas under the assumption of diversion 
to highways. With respect to congestion in metropoli¬ 
tan areas, offpeak traffic would increase by 5 percent ill 
the 20 largest metropolitan areas in the Region. 

Half of all I T .S. highway maintenance and over 4^! 
percent of capital expenditures are made in the Regioo. 
The capacity <>f existing secondary highways and 
bridges somewhat constrains further growth of track¬ 
ing in rural areas. Testimony before the Rail Services 
Planning Office of the Interstate Commerce Commis¬ 
sion indicated numerous instances in which it wis be¬ 
lieved that existing roadways simply could not handle 
additional hulk movements by motor carriers. Also, 
highway maintenance expenditures have become in¬ 
creasingly burdensome to the states. Further rechasi-| 
fioation of highways which would result in reducingti 
mileage available for federal construction funds. 
authorized by Section 148 of the Federal Aid Highway 
Act of 1973, would affect this constraint over a period| 
of time/ 

Some compensation for the functional re*c]ftssificatiocI 
of highways to remove mileage from federal-aid sjM 
toms is provided in the 1974 amendments to the Federahl 

Aid Highway Act which authorizes $200 million to tel 

spent, in fiscal 1976 on roads not on Federal-Aid hip 
way systems—where a substantial amount of highlit] 
traffic and highway trust fund earnings originate- 
partment of Transportation proposals for fiscal 
1975 expand the spending flexibility for roads not 
Federal-Aid highway systems. 

As noted earlier, to illustrate more specifically 
impacts that could occur from such diversion, two an* 
were selected for more detailed study, one a n.rul ar^ j 
and the other urban. 


_____ . 

•A. miniat'd by tbe Federal Highway Admlnl*"* 1 *** "^ruk: 
highway need* for the Region a« of 10*0 <lnd u * ‘ ftl jd(iu>u- 
a mo unfed to alroont $100 billion for the next 20 J** ^ ft* 3 I 

$24 billion wen- ettnutted for maintenance reqon* 
are*# In the Region. If one Include* ill urban ® Utptel, ^ I 
double In Amount. See iMi Vo tlonol jtrjiflflO* 11 I 

ivparttnent of Tranvportatlon, pp. IV-11 an 1 * 

Houae Document So. 02-206. . *- j 

T 8ee Testimony of U.S. Department of ^ fJU I 

Rail Service* Planning Office. Thr Public w lJA 0intV 

of Transportation Roll Renices Report, Volume . rr#****' 1 ^’] 

October 1074. p. 123. Abo, U S Department of Agnc* 
tton in the Countryside. U.8. Congre**. 03<t i "»$* iQTi 

mltfee on Agriculture. Houae of Represent ntir en. 
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Richmond-New Castle, Indiana, was selected as the 
| nr»l area. New Castle is the crossroads of four Penn 
Central lines and two Norfolk & Western lines which 
I hare been identified as ’‘potentially excess” lines.* Four 
rater Penn Central lines crossing this zone are also des¬ 
ignated as “potentially excess.” Regarding impact on 
| tbs ana's highway system, a possible peak of 400 t rucks 
tdded to daily traffic counts on the interstate route tra- 
msngdie area is unlikely to place any serious burden 
on highway capacity, although they will add to main- 
taunc* requirements. The annual increase in truckloads 
noting into or out of the area is estimated at about 
ttjOOO; this extra truck traffic would involve significant 
increases in fuel consumption and in pollution. 

Toledo. Ohio, was selected for further analysis as a 
representative urban area. Toledo ranks eleventh in the 
poention of cartoadings in the Region. Four of the 
itces of the railroads in reorganization, and three lines 
[ of the Norfolk & Western which converge upon entering 
the Toledo area, have been designated as “potentially 
I *x«se.”The 6.75 million tons originating and terminat¬ 
ing in Toledo would require nbout 400,000 truckloads 
uuuully. or an average of 1.400 truckloads daily, into 
the area to handle, this tonnage if it were all diverted 
from rail to trucks. These 1,400 trucks would represent 
[about a 31* percent increase in the truck traffic flow on 
streets and an increase of 8 percent in offpeak-hour 
tnrk operations. Although not a serious problem for 
traffic on the Interstate Highway System, this increased 
tricking to and from delivery points in the Toledo area 
xenld represent a serious increase in congestion. 

Wlemote Mode Service to light Density Lines 

One of the key studies being performed by the USRA 
I w ‘ c * rns *rvice to light density locations. As fully de- 
aenbed in Chapters 16 and 17 of Volume II. the study 
pore* involves analysis of two critical factors: the 
remiues of providing rail service on each 
"tttified light density line, using 1973 data and various 
Iwumptions about traffic growth or rate changes; and 
j ojment and economic effects on local communities 
I were to lose rail service. 

• .. -^“elation has posed the question, both as a 
I ere ^ matter an ^ 8S 8 research technique, of what in- 
Ipere 1 ° r Crease) in transportation costs local ship- 
l its* ^®*perience if they were to use truck service 
,kr rei! service. This extra (or reduced) cost is 
Mr <jf erit ' n est ' rna * in C the impact on the coinmu- 
^ ‘ nu ^ service discontinuance. Findings on this 
bj w j”*f. r ®* en,c 'l ' n Chapter 7 and Appendix J. Re- 
a *t«of i 168 !’ rov ' t kd the Association with esti- 
— ._ ”‘ ( l ‘ ner Ky consumption and pollution impacts 

Strvirt in MidttfMt ond North- 

llchaoiij \V ^ or tra ® e **tinut*i of dlvtnloB to 
’*■** -l> lTfi* «nd Toledo. Ohio. Wilbur 
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of substituting truck service for rail. Indications of 
the scale of those effects are presented in Chapter 11. 

In considering the extra costs or savings from the 
use of substituted service for light density rail lines, the 
relevant costing technique is again total distribution 
costs. Branch line rail users are no different in this 
respect than shippers located on main lines. In both 
cases the shipper must calculate transportation costs as 
only one element in the range of production, inventory 
and final distribution costs. The private decision on 
mode choice between rail and truck is, therefore, very 
much like the public benefit/cost analysis associated 
with retention, subsidy or abandonment of light density 
rail lines in view of possibilities for substituted service 
by truck. 

The community impact study results presented in 
Volume II indicate a smaller range of adverse effects at 
the county level than one might expect from examina¬ 
tion of testimony presented to the RSPO. In many low- 
volume areas, truck sendee would be chosen over rail if 
total energy and economic resource consumption factors 
were considered. Chapters 7, 11 and Appendix J offer 
documentation of this finding. 

There are many instances, to be sure, where light 
density rail lines will not lie recommended for inclusion 
in the Final System Plan. Unless subsidy or sale is ar¬ 
ranged for these lines, rail sendee will he terminated, 
and shippers will have to relocate or use truck service 
that probably is more costly than existing rail service. 
Communities, local shippers and consumers would have 
to bear these extra costs. Initial research indicates, 
again, that these extra costs arc not onerous, except in 
a few specific cases (see Appendix J). If rail service is 
abandoned, changes in trucking service and cost levels 
will reduce even these limited impacts. 

Conclusions 

The mature, industrialized communities in this Re¬ 
gion require an assured flow of minerals, agricultural 
goods and bulk and heavy machinery shipments from 
other areas. If the facilities of bankrupt railroads were 
removed from service, the impact upon both urban and 
smaller local areas of the Region would be severe. In re¬ 
cent years, railroad strikes and truck stoppages have 
indicated the great dependence of the economy on relia¬ 
ble, coordinated freight transportation. Each mode con¬ 
tributes to the transportation system, but the nagging 
questions remain: I)o we now have the best division of 
freight traffic among the modes ? To what extent has un¬ 
balanced public financial support for the various modes 
altered optimum utilization of each mode ? There is evi¬ 
dence that public financial support for other modes has 
had a substantial negative impact on railroads. 

National transportation policy should have the over¬ 
all goal of minimizing total resource consumption in 
the transportation of goods and people. If an olterna- 
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tive mode is available to areas now served by railroads, 
public costs should be considered in adopting a policy 
toward the competitive modes. There are social, envi¬ 
ronmental and energy costs involved in serving areas by 
truck or water which should be compared to the costs 
involved in various forms of assistance to the railroads 
within the Region. To the extent that total costs are 
lower for the other modes, the use of such other modes 
should be increased and vice-versa. 

In the 17-state Region, rail competes with highway, 
water, air and pipeline transport. The. ubiquity of the 
highway network and technical advances in road equip¬ 
ment make truck competition especially formidable. 
Railways generally have cost advantages over trucks in 
providing line-haul and long distance movement of car¬ 
load lots but are less able to provide quick delivery and 
are less flexible with respect to pickup and delivery 
times and locations. Rail is more flexible and faster 
than barges, but often at higher unit costs. No combina¬ 
tion of pipelines, truck and barge service can replace 
fully the sendee provided by railroads. 


Shippers have indicated a willingness to pay pn. I 
iniums for the quality of sendee provided by «!» 
modes, and this is a factor to be considered in analyst^ 
the desirability of maintaining rail service or encour- 
aging sendee by alternative modes. Railroads may ax 
be the best mode of performing traditional terminal 
services. However, railways can rely on truck subsidi¬ 
aries or contract truckers to perform some of the pickup 
and delivery sendee, with transfer to and from nil a 
appropriate terminals. While trucks are limited in whu | 
they can carry economically, recent legislation to in¬ 
crease the'sizes of such vehicles will, absent other fie- j 
tore, expand the universe of truck-eligible traffic. 

In cases where light traffic volume makes rail smra 
uneconomical, and sendee continuation subsidy is wt 
justified, some substitut ion of truck for rail service will 
take place. If existing highways are not able to handle 
increases in heavyweight trucking, additional highny 
expenditures may be necessary. No doubt there are cub 
where the costs of such highway expansion would ex¬ 
ceed the rail continuation subsidy requirement 
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Factors Affecting Environmental 
Assessment of the System Plan 

The Regional Rail Reorganization Act of 1973 recognizes that 
efficient and safe high-density rail service can play a vital role in conserv¬ 
ing energy and protecting the environment. The Act directs the Association 
to assess the potential environmental and energy use advantages and dis¬ 
advantages of providing transportation by railroads and other modes. 

This chapter provides background for an assessment of the environ¬ 
mental consequences of any plan to restructure the rail system in the 
Region. USRA findings were drawn from, internal and external sources, 
including studies prepared by federal, state and independent agencies, 
and testimony presented at Rail Services Planning Office hearings. 

These findings have led to the conclusion that, although rail service 
is more efficient than other modes for long- and medium-haul traffic, the 
use of trucks for many short, light-density hauls would lower current 
levels of harmful emissions, decrease energy consumption and, most 
important, aid in providing a high quality rail system. The most signifi¬ 
cant environmental benefit associated with rail service is to insure the 
retention of quality rail service in major markets. 
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All human activities require energy and affect the 
environment. The magnitude of these environmental 
consequences depends both on the aggregate amount 
of human activity (a function of population and con¬ 
sumption per person) and on the type of activities peo¬ 
ple engage in or the kinds of products they consume. 
The transport sector of the economy uses large amounts 
of land and energy and has manifold environmental 
effects. In 1973. all transportation accounted for 31 
percent of the energy consumed in the United States, 
but freight and common carrier passenger transporta¬ 
tion consumed only 12 percent. Transport, facilities, in¬ 
cluding principally highways, roads and streets, air- 
|K>rts t railroad yards and port facilities occupy 1.5 
percent of America’s land area. 

Transport-related environmental impacts are more 
directly dependent on types of economic activities than 
on total growth of the economy. As noted in Chapter 1, 
transport demand is growing more slowly than GXP. 
At the same time, however, and as noted in Chapter 8 
and Chapter 10, the mix of transport modes is chang¬ 
ing dramatically. Railroads are losing market shares 
to trucking and inland waterways. Rail passenger traf¬ 
fic has shifted to private autos and airlines. These shifts 
have been made to accommodate the changing nature 
of economic activity and altered service requirements or 
preferences of shippers and travellers. In each example 
cited above, the environmental impact of the shift al¬ 
most certainly lias been negative. 1 

In sum, transportation causes a substantial part of the 
pollution-generation problem of a modern industrial 
society, and the rail contribution to that problem, while 
not insignificant, is only 3-4 percent of all energy used. 
It is clear that the growth of freight transport activity 
is less of a reason for environmental concern than the 
shift, awav from railroad transportation during the 
post-war period. 

The Regional Rail Reorganization Act clearly man¬ 
dates assessment of the relative environmental impact 
of railroad service versus transport by alternate modes. 
This chapter presents a foundation for such an assess¬ 
ment, by discussing relative energy consumption and 
pollution emissions of the various inodes—with qualifi¬ 
cations based on types of transport services provided. 
Battelle Memorial Institute of Columbus, Ohio, under 
contract to the Association, will prepare an environ¬ 
mental assessment of the Final System Plan that will 
incorporate findings of other studies. 

Congress intended that the plan for restructuring rail 
service in the Northeast and Midwest achieve several 
environmental goals. Section 206(a)(6) of the Act 
directs that the Final System Plan be formulated to 
achieve: 

attainment and maintenance of any environmental *Otml- 

anlM, particularly the applicable national ambient air 

* Barry Commoner. Mlohurl J, Corr «n<1 Paul J. Htumlrr. "Tbr 
C'ltUMMi of Pollution," h'.nviroHm nit (Apr. 1071). p. A. 


standard* and plan* established under the n&MiAlrAgB 
Amendment* of 1970, taking Into consideration the twin* I 
mental impacts of alternative choices of action. I 

Sect ion 202(b) (2) indicates that the Associationshould I 
investigate: 

the extent to which available alternative modes of tn*» I 
portation could move *uch traffic a* Ik now mnled bj nfl. I 
road* in reorganization; and the relative nodal, ecooook. I 
and environmental cost* that would lx* Involved In the w I 
of such available alternative mode*, Including corny re I 
aotirce coat*. 

Other references to environmental, social and enerjrl 
considerations appear elsewhere in Sect ions 202 and 206,1 

Although the Association must consider the environ-1 
mental effects of railroad operations in the course of its I 
planning process, Section 601(c) of the Act specifically 
exempted the Association from the preparation of in 
Environmental Impact Statement (EIS) during the 
planning stage. After the effective date of the Final 
System Plan, various activities of the restructured rail¬ 
roads may lie subject to the provisions of the National 
Environmental Policy Act. 

This chapter seeks to provide a general appreciation 
of the type and magnitude of environmental conse¬ 
quences that are. likely to flow from restructuring n3 
service in the Region. In so doing, it provides initial 
answers to such important questions a.'' these: If opera- 
tions of the railroads in reorganization w ere to be dr* 
malicallv curtailed in scope, perhaps eliminated, what 
would lx? the environmental impact t What will be tbc 
effect on local environments of discontinuing nul &rr, 
ice on light-density lines? How do the environment*! 
effects of railroads compare with those of competing 
modes of t ransjjortation ? 

The material in this chapter draws heavily on pnrri* 
ous studies of transportation effects on the environment 
conducted by the Environmental Protection Agwffi 
Council on Environmental Quality, the iVpartnwt* I 
of Commerce, Interior, and Transportation and 
federal and state agencies. Findings made b> the* I 
agencies, in conjunction with federal regulators 
state and local ordinances, have modified the activities I 
of Commerce, Interior, and Transportation and et f 
this trend will continue. In addition to reviewingp^ I 
ous studies and testimony presented to the RS * I 
Association sponsored several studiesdiwted 
vironmental assessment of the Final System I! ,n - • j 
of the preliminary findings of these studies are e9cn 
in this chapter. 

Environmental Effects of the Modes 

The various modes of transportation 
spect to their impact on the environment 
discusses those differences in the categories <’ 
consumption, air pollution, noise and 1 1 
concentrating on mainline tmflic movements. 
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Successful restructuring of the Midwest and North- 
ast nil system under the Final System Plan would 
prevent an abrupt change in the mix of transport modes 
tJut would substantially alter fuel consumption pat¬ 
ens. If the Final System Plan were to result in a sig- 
ni&ant increase in truck traffic through urban areas 
*l»rt pollutant concentrations are already high, 
lit Plan might impinge upon transportation con- 
j trol adopted by some air quality control regions. 
Any switch from rail to truck transport for longer dis¬ 
tances would increase pollutant emissions from truck 
aspnes substantially more than the corresponding de¬ 
crease in locomotive emissions. Presumably, a small 
incremental increase in truck traffic along rural roads 
! replacing minimal rail traffic along branch lines would 
| not produce enough change in pollution emissions to 
| violate air quality standards. 

Other aspects of the restructured rail service are also 
I potentially significant For example, increased rail elec¬ 
trification would increase the amount of fuel being con¬ 
tained by electric generating stations with an attendant 
Ipowth in particulate and sulfur-oxide concentrations 
of the air down-wind of these power plants, but would 
reduce rail diesel omissions cnroutc. Increased rail cont¬ 
ainer service also would reduce the amount of intemal- 
(wnbnstion engine emissions from the automobile in 
eonunuting areas. 

I for Train Movement 

Ttfal 1*.S. energy' consumption for 1972, in quad- 
I nil] aw of BTl's. is shown in Table 1. Within the trans- 
potution sector shown, about 74 percent of total energy 
*’ s f° r passenger movement. Another 23 percent of 
tnnsportation energy consumption is for local and 
icirrrity trucking, rail freight movements nnd air-pas- 
**8*transportation. The balance of 3 percent is con- 
«c«l by water, pipeline and air-freight carriers. Over 

* P* -11 decade, transportation energy use has been in- 
b^^Sky 4 to 5 percent annually, a higher rate than 
I . 1 • frowt h. This reflects shifting modal shares and 
P* operating practices which are less energy effi- 
| "“than those used in the past.* 

Taut. 1.—t7.g. energy consumption 




Sector 

Consump¬ 

tion 

Percent 

daL. 

2*0 
22.9 
IS. 3 

30 

30 

31 



50.2 

too 



•w f-nrrty Ail mini itnttan. 

f 0 !?* 8 for »ho transportation sector in 1972 

I ^"nmluble2. 

I Ma 

*Utcb*U f Industrial Entrgv Studies of Ground 

i ^notion, July 


Table 2. —Encrpy source* for transportation 

Source: Trillions of BTUs consum'd 

Coal- 4 3 

Electricity from utiUtieg___ jg. 5 

Total - 18,306.2 

Source: Federal Energy Administration. 

Plainly, oil is the mainstay of the transportation sec¬ 
tor: 54 percent of the Nation’s petroleum fuel consump¬ 
tion is used to produce transportation sendees.* World 
oil reserves fluctuate with exploration activity and dis¬ 
covery, but should not be considered inexhaustible. It is 
imperatives—even without considering import uncer¬ 
tainties and rising prices—to conserve the use of petro¬ 
leum to the extent that this can be done without 
economic and social disruption. 

Figure 1, based on the findings of Peat, Marwick and 
Mitchell, shows relative energy consumption by trans¬ 
port mode. According to these data, the ratio of fuel 
used per ton-mile moved is substantially lower for rail¬ 
roads than trucks. Inland waterway and pipeline ener¬ 
gy consumption per ton-mile is slightly better than for 
all railroads, but if the comparison is drawn with heavy- 
unit trains—the type of service which if necessary could 
substitute for barge and pipeline movements—railroads 
are more energy efficient than these modes as well. 

The findings for energy' intensiveness of railways 
compared with trucking are of particular relevance be¬ 
cause these are the two ubiquitous modes. Rails and 
trucks compete for carload traffic in almost every town 
of the Nation. It was largely for this reason that Chapter 
10 concentrated so heavily on the rail-truck trade-off. 
Similarly, testimony before the RSPO frequently ad¬ 
dressed the relative energy savings of service by rail 
compared to truck. 4 


•*r*av ifcTitafivuiitt 



9 Wilbur Smith and Associate*. Economic Study of Alternative Modes 
and Their Costs: Final Hrport t p. 149. 

♦For example. Rep. Barter B. Conable. Jr. (X.Y.) testified: “The 
substantial energy efficiency advantage* of railroad* In long-haul freight 
nervier are well recognised and should be encouraged . . /* 
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Tablk 3.— Variations in energy intensive net* by mode 


Btus pet net ton-mil* 


Too-mUe^RmUt 


n 



Rand Corp. 
“Methods for 
wrt. toJ. energy 
and demand of 

BatteUr Laliomtorics M Kn*fgy 
required for movement of 
Intercity freight" 

Oak Ridge 
National 

(Blu/ton-mil* at 138,<VJu Dto/ta 



freight 

transportation” 

Emissions 
analysis basis 

Fuel nsr basis 

Laboratories 

Carnegie* 
Mellon l\ 

DOT 

Tlk 


fright, ..., TTTrnT - rr . r . 





30 

— 



Inland Waterway 

500 



W) 

240 (578) 
267 (519) 

1 10 (13,500) 

420 (330) 
07 (1,430) 

ion (, 

1.- 


Oil piprHiwf. .. ,.- r 

1,850 

03,000 



450 


SI 

Air freight....^ ... 



43.000 



V 

Railroad: 

30,000 gross ton unit train (300 cats) it 35 
mph... . 




! 

3,000 gross ton train (40 cam) At 90 mph 








Totil freight. 

750 


ABO 

•70 

180 (771) 



Intercity._. ... 

•475 

500 



in 

Trucking: 

Total freight... . . . 

3,400 

3,300 

3.800 


50 awe 


g 

Intercity ..— 

Local urban trucking. .. 

•1.730 

1,870 


-- 


§ 











* Krro**ne At 136,000 lUtt per gallon. » Kirludns fuel splttaga And waste. 

Table 3 represents an effort, to show that the Peat, 
Marwick and Mitchell findings displayed in Figure 1 
are corroborated in several other studies. These studies 
use different bases and arrive at various different esti¬ 
mates, but there is a remarkable degree of uniformity 
in their findings. 

To be sure, the comparisons shown in Figure 1 are 
based on ton-miles and thus do not reflect different 
values in the goods. Furthermore, ton-mile calculations 
for railroads usually fail to include the additional trans¬ 
portation to and from the rail head. Accordingly, the 
number of ton-miles required to move goods between 
points intermediate to rail terminals can lx* greater than 
if the shipment moved entirely by truck. This is particu¬ 
larly important for shipments moving relatively short 
distances. These drawbacks noted, no better index is 
available. 9 

Many factors affect the relationship of fuel consump¬ 
tion to ton-mile production. The principal physical re¬ 
source consumed in both train and truck operation is 
diesel fuel. Fuel consumption is a function of engine 
efficiency and power requirements and diesel engine ef¬ 
ficiency varies with engine size. In this respect, railroads 
are favored over trucks because rail diesels have large 
displacement and hence generate less friction per unit 
of tractive effort. Of course, the performance of any en¬ 
gine depends upon the maintenance programs designed 
to maximize engine efficiency over the long run. 

Power requirements of the two modes differ con¬ 
siderably. Generally they relate to mass and speed. The 
energy required for traction increases with speed. Fre¬ 
quent changes of speed produce kinetic energy require¬ 
ments, and trucks are more sensitive to this than trains, 

• American Trucking Annotation, Urban king the Rail Energy Efficiency 

Myth, August 1074. a ml The Ton-Mite, Does It Properly Mrasure Trans¬ 
portation Output, Jitnntiry 1075. 


alt hough accelerating, decelerating, changing grade and 
braking characterize both modes. 

Comparative power requirements are also affected 
by load factors and optimum cargo densities— which 
are higher for railroads than trucks. Other considera¬ 
tions are circuity, empty equipment movement, the re 
lationship between gross weight and payload and the 
horse|x>wer-to-weight ratios of the tractor and loco¬ 
motive. 

An ideal comparison between rail and truck would 
use engineering functions to relate differences in op¬ 
erational characteristics to energy usage. I nforta- 
luitcly, this approach is not |>ossible U'cause the nec¬ 
essary data are not available; the complexity of the 
issue lmsso far defied investigation. 

Electrification and Energy 

Railroads are the only surface mode of transport ft? 
which the substitution of other fuels for petrokoc* s 
technically feasible. Although the overall energy rS 
ciency of electric rail propulsion may be about the ^ 
as that of the modem diesel, the source of energy 
be coal, nuclear, hydroelectric, solar or other swirfl^ 
A study * has estimated that electrifying the 6^® 
of main line railroad with the highest density 
would cost almost $900 million ^ eX( 
plants) and would shift the movement of about 
lion net ton-miles (1973) of freight away from 
pendency. At 200 net ton-miles per gall° n ** }S 
save up to 1 billion gallons of fuel (1973)* or * ^ 

cent of all the diesel fuel used in 1973 by * ,3>v .j 

roads, 5 percent of all petroleum used f° r 

I 

• Pin-Technology Consulting Cnrpor* 1 * 00 - . ^nroaf I 

Rtvtnt of Railroad Electrification, prepared for » c ^ I 

lut rat Ion. Department of Tmn*|»oriAtlon. WMhlng a 
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fTvijrht transportation or 0.4 percent of total petroleum 

^nf^iunption in the l .S. 

TIm 1 electrification of a rail line requires 3 to 5 years. 
A minimum of 1 year is required to design the system, 
inctodiug safety and signal change requirements* * and 
itlwtf *2 years is required to construct and test the sys- 
jtftn, Const ruction of the electric transmission system 
[without interference to traffic is a further complica- 
[tioe. 

Th* major disadvantage of elect rificat ion has been its 
marginal economic return in view of the cost of capital, 
rInvestment of $125,000 to $200,000 per route mile (not 
ariodiog power stations or transmission facilities) 
ftwldbe required. 1 Moreover, the recent energy short¬ 
ly has tested the ability of the utilities in general to 
wet even existing demand, much less added demand. 
[Environnumwitnl concerns and the renewed demand for 
«tl may cause generating capacity and fuel supply 
problems in the short term. 

| Air Pollution 

Direct engine exhaust, emissions have been identi- 
W as a inujoi factor in the degnidation of the en- 
Ivimfuncot. The principal pollutants resulting from 
[Awl-fuel combust ion are carbon monoxide, unburned 
k partially burned hydrocarbons, oxides of pitrogen 
land sulfur* smoke* other particulates and odor. 

Comprehensive data on diesel-engine exhaust etnis- 
[sons are noi readily available. However, the Battelle 
ICoiumbus laboratories estimated that in 1970 Ameri- 
I r *n railroads generated 800,000 tons of gaseous emis- 
j 80 ^ (particulates excluded) and 26,000 tons of smoke 
Figure 2 puts this in |>crspectivc. 

I Fiprre Sshows Hattelle Columbus Lal>oratories esti* 

I mates of mir-pollutaut: emissions from all transportation 
IKwares in t recent year. 

^le^rly, light-duty gasoline engines Such as those 
I in automobiles ami panel trucks are the principal 
Pj^of emissions, but the significant comparison for 

lihmu 8Prv * << ^ lc ^ lc * that diesel trucks produce 
, half again as jniiny tons of emissions as do rail- 
I . j ^ile all trucks (both for hire and private, and 
L \ produce only a little more than half ns 
Lib to, vmilea of freight movement as rail- 

|t»% energy input and pollu- 

| t f " Ut * ml i# the game as the energy consnmp- 
l^i ! * * nr * n *rtvity freight movement by truck and 
lirib^t Ti ^° 1lr ,0 ° ne * ^ study for the year 1970* 
Kriitt trUr ^ carrying almost half as much 

Ifiruv] T * ,LS ra »b*oads, truck emissions were approx- 
thoso of the railroads. This finding 

°' r,rn " i 

hpirtui* lalwmtorit*, A Rtu4g of the Environmental 
■****1*71, in Inter ('U* Freight Trafflr, A AH. 


FIGURE 2 


LOCOMOTIVE GASEOUS EMISSIONS - 1970 


100 % 


LEGEND: 



HYDRO CARBON NITRIC SULFUR 

CARBONS MONOXIDE OXIDES OXIDES* 


LOCOMOTIVE EMISSION OF 


•0 35% SULFUR CONTENT OF FUEL ASSUMED 


SOURCE: Study by Southwest Research 
Institute for the U.S. Environmental 
Protection Agency. 

agreed with those of a study performed for the Depart¬ 
ment of Health* Education and Welfare in 1968.* 

• Sat Ion wide Inventor» of Air Pollutant Emiteionn, National 

Air Pollution Control Administration, DHJBW. Aujrutt 1970. 
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FIGURE 3 

PERCENT OF AIR POLLUTANT EMISSIONS FROM 
ALL TRANSPORTATION SOURCES - 1968 



SOURCE BATTELLE COLUMBUS LABORATORIES. 

A STUDY OF THE ENVIRONMENTAL IMPACT 
OF PROJECTED INCREASES IN INTERCITY 
FREIGHT TRAFFIC TO ASSOCIATION OF 
AMERICAN RAILROADS. AUGUST 1971. p 18 

A comparison of Tables 4 and 5 illustrates that en¬ 
ergy consumption and air |dilution output are directly 
proportional. I'se of n thousand gallons of fuel in a 
locomotive produces, on the average. 688.5 pounds of 
emissions. The comparable figure for trurks is 678 
|K>unds. Essentially, this one-to-one relationship yields 
the four-to-one modal pollution relationship. Although 
trains and trucks produce approximately the same 
amount of emissions per thousand gallons of fuel, the 
com]H>sition differs. The rail mode produces significant¬ 
ly more particulates, sulfur oxides and hydrocarbons, 
while truck emissions concentrate carbon monoxide. 
Whether one combination is more deleterious than the 
other is unknown. 

Two specific considerations are im|>osed upon the 
Final System Plan by Section 601(c)(1) of the Act 
with respect to air pollutant emissions. First, the emis¬ 
sions must meet the requirements of all State Imple¬ 
mentation Plans (SIPs), which set forth control strate¬ 
gies to achieve air quality standards between 1975 and 
1978. The SIPs include emission standards.for station¬ 
ary sources, such us power plants. In some air quality 
control regions (AQCRs) trans|K>rtution control plans 
call for reduction of highway traffic. Plans for main- 


Tabi.e 4 .— Attragu laeomotu* emiimion /adore boned on iKtfiM.j.l 

statistic* 


Pollutant 


Arenc* Emltfcar 




u:mw 

PortlcutaUat... .... 

Suitor otfdosj (80, os 80*). 

2$ 

57 

420 

94 

II | 

Carbon monax! da.. .. 

i» ] 

Hydrocarbons. 

8 

Nitrogen oil dm (NO, as NO») . . 

Aldehydes (as nCHOJ... .. 

Organic acids!. - - 

to 

15 

m 

U 

M 

id 


9 

m 

Total. .. . 




*B»Md on emission data contained In Table 12 and the break down tanoe* 
use by engine category In the United States In C. T. Hsre and K /. ^ 

hsust Emissions from Uncontrolled Vehicles and Related Equipment t 
Combustion Engines." 

tData based on highway diesel daU from T. C. Your*. I npubihM Dm la ] 
the Engine Manufacturers Amoriation, Chicago. HL, May llfTO 

! Based on a fuel sulfur content of 0 4 percent from G. P. Hanley, Kxk *%m t.nmrn 
Information on KtrdrtbAfoti re Railroad Jjxtmottrri and Dksrl f Rfrrvr. GtnralMaUi | 
Carp., Warren, Mich., October 1071. 

Source; C. T. Hare and K. J Springer, “Eshousi Emissions from 
Vehicles and Related Equipment Using Internal CumbusUcai Kngtrea" 

I ocomahtt Ditarl Knfinrt and Martnr CouuIrrpaHt, Final Keport, ScuUivwi lei 
search Institute, San Antonio, Ts*., prepared for the RsviratimenuA iTotrtks 
Agency, Resrarrh Triangle Park, N.C., under Contrsrt Nmclw E11A TWA] 
October 1072, as quoted in U.8- Environmental Protectioa Agency, Ctayfemf] 
Air PoUntum h'mitti&n Fadort , April 1073, p. 1.2.2-1. 


Table 5. —Emission factors for heavy-duly, thael-poutrrd 
vehicles* 


PollttUnt 



ib/w*gai 

U/lPfc* 

Particulate.... 

ii 


Sulfur oddest (80, as SO|).. 

27 

ill 

Carbon monoxide. 

235 

Z9\ 

Hydrocarbons..... 

27 

id 

Nttrogen oiMea (NO, as NO|). ... 

ro 

440 1 

Aldehydes (as UCHO).. .. 

2 

44] 

Organic adds.. 

2 

ll] 

Total ...... 

IN 

—.. 1 


•l>aia are based on weighting factors applied to actual testa conducted ai 1 
load and idle conditions wtfh an average gross vehicle weight d »tool &* | 

and fuel consumption of 5.0 ml,'gal (2.7 km/llter). 
t Data bosod on fuel with average sulfur content of 0.2 parent 
Source Young. T. C. Unpublished emission factor dais oo dined tefin* 
Manufactured Association EmtaMon Standards Committee, CWoiio. 1 

1971, at quoted In U.8. Environmental Protection Agency. CknpSsfws v - •' 

(ion Kntssktn Fadort, April 1971. p. 113-2. 

taining air quality at the standards for the next d«*^ 
are being evolved as part of the SIPs. 

SIPs require that emissions of sulfur dioxide^ 
t.irulates, carbon monoxide, nitrogen oxides find J 
carbons meet specified standards. When' j 

source emissions are now greater than the j 

amount, control devices or methods must be j 

to reduce the emissions. Plans for maintenanu o 
quality standards will restrict the introduction o | 
air pollution sources where the pollutant (X>nC,?D 
lions may violate standards. . 

The second consideration with respect 
that is relevant to the Final System Pl fln is* f 
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i Sudani calling for the reduction in air-pollutant emis- 
gona from no* diesel engines. For instance, exhaust 
«ooke opacity of model year 1973 diesel engines must 
ni* exceed 40 percent during the engine acceleration 
I aode ami 20 percent during engine lugging inode. As a 
La,)t of new engine performance standards such as 
objectionable aspects of both truck and locomo- 
tire diesel engines will decrease. Introduction of these 
| new engines will temper the adverse environmental im- 
of increases in use of lx>th transportation modes. 

Noiia Impact 

In recent years, there has been increasing aware- 
Itt^sof noise ns a significant factor in the quality of life. 
For the most part, concern has focused on occupational 
wise rather than community noise*, to which railroad 
operations contribute. According to the Commerce De¬ 
partment's Panel on Noise Abatement, ‘‘The various 
nodes of transportation, taken collectively, represent 
I the major cause of complaints about noise. Aircraft 
boisahas received the most publicity in recent years 
I and is unquestionably the major source of annoyance for 
millions of Americans who live near airports. Although 
the sound levels involved are much lower, many more 
Iptopl*are annoyed by surface transportation noise, es- 
jpm&Uv from trucks, buses, motorcycles, and sports 
[rar^ 

Xo mention is made of railroads, ami the Assoeia- 
jtton does not consider the noise produced by their op- 
Itfiiictts to be of significance except, perhaps, in a few 
!o c rircuinstnnce>. The proximity of t nicks and resi- 
jdential housing can produce unpleasant intermittent 
^ levels. Such conditions do exist, but they are 
I in terms of overall rail activity. Moreover, they 
na\ I* decreasing due to movement of Ixith popula- 
| ton l,u * high-density mil traffic away from central 

, ,r? *here these atypical circumstances ai*e usually 
I wind. 

The amount of noise produced by tmin operations 
jwprntB upon the following factors: * 

Ih<* location of rail lines relative to residential or 
other frequented areas. 

^ w *location of major highways and streets. 

• The type 0 f equipment in use. 

f nn tnber of grade crossings and state laws 

^ oncoming nudihle warnings. 

nni,, ^ r an d age of motor vehicles replacing 

ml 

of motor vehicle engine in use — diesel 


, the motor vehicles in use. 


^ f ^ ri " level of background noise. 

*r tr ,? ! n,,imimit y Action may be expected when 
»»f un intruding noise exceeds the resid¬ 


ual noise level. 10 The degree of reaction depends pri¬ 
marily' on the amount of the excess and, secondarily, 
on such additional factors as season, personal attitude 
and characteristics of the noise. A USRA consultant u 
concluded that widespread complaints generally may 
be expected when the energy equivalent levels exceed 
the residual level by approximately 17 decibels (dB), 
and vigorous community action is likely when the ex¬ 
cess is approximately 88 dB. Daytime outdoor residual 
noise levels vary widely, depending on the type of com¬ 
munity, and can be grouped into the following approxi¬ 
mate ranges: 

• Wilderness and rural 16-35 dB(A) 

• Suburban residential 36-45 dB(A) 

• Urban residential 46-55 dB(A) 

• Very noisy urban residential and 

downtown city 56-75 dB(A) 

Intermittent noises created by multiple single 
events—such as infrequent passage of a diesel locomo¬ 
tive, aircraft overflights and diesel trucks on the high¬ 
way—constitute an important source of noise pollution. 
Presumably, people, living in quiet rural communities 
are likely to lx* more affected and irritated bv these 
events than residents of cities. 

In addition to the noise generated by the freight cars 
and diesel locomotives, the siren or horn can produce 
high noise levels. Passage of trains across local streets 
and highways may produce additional noise if the cross¬ 
ing is protected with warning bells. Switching of freight 
cars can produce loud sounds during coupling opera¬ 
tions. and automatic car retarders in some classification 
yards produce an objectionable squeal. Normal freight 
opcrations cause a loud series of bangs when the drawbar 
slack is pulled out or contracted as the train accelerates 
or decelerates. Where continuous welded rail is not used 
(virtually all branch lines fall into this category), noise 
is emitted as car wheels cross the rail joints. On lightly 
used rail lines, these noise levels would only be bother¬ 
some to residents living or working in close proximity to 
the line. 

In communities where the rail line adjoins warehouses 
or other structures, trees and shrubbery, sound trans¬ 
mission may be blocked or effectively muffled. Interior 
noise levels are normally low*er as a result of the 
sound absorbing characteristics of buildings,, so the 
greatest impact is likely to lx? felt by those residents who 
spend the most time outdoors. 

In general, the sound levels from both trains and 
trucks can range from 75 to 100 dB, with values around 
80 to 90 dB being common for 50 feet away from a ve¬ 
hicle moving 50 m.p.h. Sound levels at the upper end of 
this range an* critical if there is extended exposure, 

Environment Protection A«#upy. Community Office of Noire 

Abatement nod Control, WH 71-17. Wothlnjrton, D.C., November 11171. 

11 Conrad Research Corporation. Ce*»m«nUy impact* Keentting From 
!.o»a of fluff Service, Vol. IV. p. 66 
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while sound levels at the lower end are characterized as 
“annoying” by many people. 

The Railroad Noise Emission Standards document 
published by the United States Environmental Protec¬ 
tion Agency in July 1974 deals primarily with noise 
from locomotives and flat wheels on rolling stock. Com¬ 
pliance with these requirements will reduce noise from 
railroads. The requirements for locomotive noise, for 
example, would have the effect of doubling the distance 
between the listener and the locomotive. 

Water Pollution 

Water quality can be affected by railway ojierations 
and maintenance as a result of accidental spills of chem¬ 
icals or other harmful sutatances from train wrecks, 
herbicide use, drainage disruption and leakage of oil 
and lubricating fluids. The seriousness of the situation is 
dependent u|>on ground water levels, proximity to water 
surface seepage and the biodegradability of the foreign 
sulwtances. 

Railroad causeways can interfere with normal water 
flow, thus affecting marshes and other ecologically sensi¬ 
tive areas. Any resulting artificial impoundment of 
water could lead to atrophieation and degradation of 
water quality. There is at present no systematic method 
by which such pollution can lie measured. 

A more serious threat to water quality is posed by the 
wide application of pesticides to railroad rights-of-way 
for weed and brush control. Railroad vegetation con¬ 
trol is usually performed on an 8-to-24-foot-wide strip 
centered on the rails. This control zone constitutes a 
firebreak to protect adjacent properties from sparks 
emitted during running or braking operations by the 
wheels of railroad cars. Normally, the faster a train 
travels through an area, the wider is the required weed- 
free area. 

Application of herbicides is not uniform. It is a func¬ 
tion of the terrain and vegetation, and loadings per acre 
are generally determined by the manufacturer’s specifi¬ 
cations. A detailed investigation of the environmental 
degradation caused by weed and brush control is not 
j)ossible owing to the indeterminate nature of potential 
runoff of chemicals into surface waters. 

Spillage of fuel—especially at railroad fueling sta¬ 
tions. shops and terminals— has environmental effects. 
However, the percentage of spillage in relation to the 
quantity used is infinitesimal. 1 * Railroads in general 
have introduced concrete and steel service platforms, 
with basins ami connected sewer systems, to minimize 
the principal problem associated with spillage—the 
generation of fuel-water emulsions and sludge. The 
IJSRA endorse this practice and anticipates its continu¬ 
ance by ConR&iL 

In 1973 all forms of transportation used about 0.7 to 
1.0 billion gallons of lubricating oil products. Of this 

“ Marwick and Mttchril. op. cit. 


amount, the rail loads used about 86 million 
local trucking 138 million and intercity trucking abooi I 
83 million—totalling 307 million gallons. 

About 15 to 25 percent of lubricating oils are coo-1 
sttmed by vehicles during operation, some of which« | 
tors the environment as air pollutants. The balance is I 
generally recovered and sold to reclaimers who mm\ 
undesirable suspensions and recycle the product. AW 
10 to 20 percent of waste oil is reclaimed as a lubricant 
Thirty percent is reduced to nonusable sludge, and th* 
balance is used in other oil products or sold as fuels. 

Freight Car Dismantling 

When a freight car is condemned, certain ratable I 
parts, sc rap iron and steel an* recycled. A visible ec* I 
vironmental impact of the recycling of freight ear amp I 
is the air pollution and aesthetic degradation causedbj 
the open burning of freight cars to remove wood. Son/ 
70,000 freight cars are dismantled each year and it b j 
estimated that half these cars contain three toseventon* I 
of wood each. 13 This translates to the burning of approx-1 
iinatelv 200,000 tons of wood per year. However, anti- 1 
pollution regulations have restricted this activity, and I 
the Region's railroads have largely switched to inechia- 1 
ical means of wood removal. 

The Environmental Protection Agency has been I 
studying environmentally superior substitutes for open I 
burning. These are said to include sem i-enclosed mcia* I 
orators and water jets. The Association endorses the de I 
velopmont of these alternate means and will .support I 
their application when development has progress to I 
the [>oint of practicability. 

Light-Density Lines 

Discontinuance of rail service on light density lines J 
will affect the physical and aesthetic environment 15 1 
well as produce the socioeconomic changes diseased # I 
Volume II. The specific impacts in each community ini I 
along rights-of-way depend upon the nature of rw | 
operations prior to discontinuance of service and tk I 
nature of substituted transportation operations. Tbt* I 
impacts are discussed below. 

Energy 

It is not possible to generate county-by-oount} **** I 
mates of the energy impact of light density lint ^ I 
ice discontinuance of the kind developed forenipaffj 
ment and income consequences in Appendix * 1 

change in the total energy requirement for the 
movement will be a function of the degree °^. SU ,^1 
tion of truck for rail — whether truck issuhstiM 
the entire light-density segment or only f° r 
from the nearest remaining rail head to the < tstw 

** Battcllc Coltsmbua I-aboratorli*. op. cit-, t>* 8*. I 
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Jo generalize, it appears that the shorter the trip 
diaunce and the lighter the load, the lesser the energy 
efficiency of rail compared to truck. Figure 4, which 
s based on assumptions that truck speed is 30 m.p.h., 
that train speed is 8 m.p.h. and that one rail car hauls 
twice the load of ana truck, shows this graphically. 

Tlim is no single break-even point at which rail 
service becomes more efficient. Depending on factors 
sachas vehicle speed, weight, route geometry, length of 
hml and idling time, the break-even point will change 
(or every situation. Figure 4 provides only two exam¬ 
ple drawn from an infinite number of inabilities. The 
ttient to which trucks employed in sulistitute service 
obtain a back-haul will affect the comparative outcome, 
too. 


FIGURE 4 

ESTIMATED FUEL USAGE 
FOR RAIL & MOTOR CARRIERS 
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Air Pollution 

Figure 3 indicated that rail and truck operations to¬ 
gether generate approximately 3 percent of pollutant 
emissions in transportation. Available statistics indi¬ 
cate that trucks produce approximately four times as 
much air pollution per ton-mile as trains in mainline 
service. Nevertheless, the effects on the atmosphere of 
service discontinuance are likely to be offsetting. 

Specific air pollutant emission rates for each affected 
area will depend on the type of equipment being used, 
fuel characteristics and the nature of load operations. 
Gross measurements of energy use and emissions must 
be viewed with particular caution since the overall ad¬ 
vantages of fuel efficiency and lower emission rates in¬ 
herent in the rail mode are reduced when routes are 
particularly circuitous and idling time is high. Also, 
the four-stroke switch engines commonly used in branch 
line operations arc particularly high in pollution 
emissions. 14 

Noise 

As {minted out in the discussion of noise pollution 
presented above, {>eak and average emanations from 
rail and motor carriers are similar. Nevertheless, motor- 
carrier operations can produce a greater level of noise 
impact on community residents because more trucks 
than rail cars are required to carry the same tonnage. 
A typical boxcar can carry from l.tt to 2.8 times the 
load handled by trailers, as shown in Figure 5. 

The problem of quantifying the magnitude of dif¬ 
ference in noise effects between the two modes is quite 
complicated. The important factor in determining the 
trade-off between rail and motor carriers is the location 
of the highways and rail lines involved in relation to 
population centers. 

With respect to the general effect of noise pollution, 
an estimated increase of 5 to 10 trucks per day in the 
use of adjacent highways should not be significant. 
Even if accurate methods were available for measur¬ 
ing the psychological distress caused bv noise pollu¬ 
tion, it is highly unlikely that such minimal increases 
in the general level of noise would cause measurable al¬ 
teration in the stress level of individuals. Consequently, 
no significant effect on noise pollution of rail line dis¬ 
continuance can be identified by the Association. 

Water Quality 

In general, nonuse of a rail line within a community 
may produce some minute improvement in local water 
quality through the elimination of herbicide leaching 
and runoff. As data on the extent of this runoff are 
presently unavailable, there is no method for estimat¬ 
ing its potential impact. Since the vast majority of 
branch lines have not had chemical weed and brush 
control application of herbicides, however, it is likely 

14 Wilbur Smith and Astoclatr*. op. tft. t p 55. 
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FIGURE 5 

COMPARISON OF TYPICAL BOXCAR 
AND TRAILER DIMENSIONS 


TYPICAL 

DIMEN¬ 

SIONS 

APPROXI¬ 

MATE 

CUBIC 

CAPACITY 

TYPICAL 

LOAD 

CAPACITY 

RATIO OF BOXCAR 
TO TRAILER 

CUBIC 

CAPACITY 

WEIGHT 
OF LOAD 

TRAILER 

8 ‘w x 8*6"h 
x 45 L 

BOX CAR 
10 'w x 10*h 
* 50'L 

3060 FT. 3 

5000 FT. 3 

25 TONS 

70 TONS 

\ 16 

2.8 




that, the overall environmental impact on water quality 
resulting from discontinuance of service on light den¬ 
sity lines is negligible. 

Land Use 

The discontinuance of a rail line has a number of 
land use implications for the surrounding area.** Rail¬ 
road branch lines generally occupy a narrow strip of 
land. 60 to 100 feet wide, which may extend for many 
miles. Because trains an* unable to climb steep grades, 


the slope of this land will be gentle, and in hilly or | 
mountainous areas the route is likely to lx* circuitoa.1 

Re-use possibilities for this land generally fall into 1 
two broad categories: those that take advantage of tla 
land's unique character as a right-of-way and thosetha! 
involve breaking up the railroad property and joining I 
its pieces to abutting parcels. Because rights^of-wiy. I 
when desired, are expensive to assemble, attention ria 
usually be given first to possibilities for maintaining^ 
right-of-way. 

In suburban areas, the right-of-way often will hivil 
substantial potential for mass transit use, either u »I 
part, of a rail or light-rail rapid transit system, win I 
exclusive use busway or perhaps for n** by dual mcdf I 
“rail-buses” which can run on both rails and rottkl 
Rights-of-way have been taken over for rail rapid I 
transit use in Boston, Chicago, New York and PUbl 
dciphia. Although rail rapid transit is most feasiblt I 
in high-densitv metropolitan areas such as that,I 
medium-density metropolitan areas could use abm-l 
doned rights-of-way for rail-buses or pave them for| 
exclusive bus use. 

The right-of-way may also have some potential fori 
conversion to a highway. Indeed, in some unusual cud 
it may lie necessary to convert a rail line into a highway I 
in order to preserve a means of freight access to in I 
isolated rail user such as a mine. The* narrow width I 
of the right-of-way. however, usually will limit invipn 
roads to two lanes. The circuity of many rail right*of-| 
way would limit their desirability as highway rout# 

Circuity, on the other hand, may be an asset forrw-1 
rent ional use as a hiking, bicycle, horseback, nvotorbtbj 
or snowmobile trail. For such purposes, those i 
of-way providing scenic routes (as many rail 
along river banks frequently do) would lie ideal. A -J 
cessibility to |>opul&tion centers is an important < 
sideration in evaluating a right-of-ways recn 
|>otential. The light grades on rail rights-of-way j 
likely to make them particularly appropriate ^ 
trails. A U.S. Department of Interior report tol SRA 
listed nearly 200 of the jxrtent ially excess lines as ha v 
some potential for recreational use. The Interior lM** j 
ment report also discussed possible use of this land to 
banco wildlife resources as an “edge effect habiUM 
inq>oumling area for the creation of small in * rs ' p!i 
an access road to or boundary for a game - 

area. Such adaptations presumably would 1^ ir, ’l I 
inented by interested state wildlife and ft* 
ments. 

Power transmission lines and pipeline puite? 
have been mentioned as candidates for .iltcrniite 
rights-of-way. However, the former arr nn i 1 
installed along any hut the atraightest <»f nil 


. iv:it:^| 




•• U.H. rvpArtmmt of thi* Interior. Rep* r * °* yfm 

e Sonhnut and Mtdtcest Region* of the Vmit'* « 


M Consnd Knarch Corporation. «p. cit j». 73. 


thr 

D.C., Aurunt 19, 1074. 
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because of the importance of minimizing: installation 
costa and transmission losses. Railroad rights-of-way 
mavbe wore suitable for pipelines, since the line-fric¬ 
tion losses and higher construction costa of a somewhat 
indirect but relatively flat route are in part offset by 
arings in pumping costs. These uses are expected to be 
limited since abandoned rail lines do not often corre¬ 
spond to a pipeline system distribution pattern. 

Eren if rights-of-way not needed for rail service have 
no present re-use potential, the Association is aware of 
the possibility that alternatives may arise in the future. 
For this reason, individual states may wish to place 
I restrictions on any future use of the right-of-way. 
•Land-banking’ could be a mechanism to this end. 

If i decision is made to obtain the right-of-way in- 
lurt, then the first step will be to determine whether 
the railroad has title to the land or only a right-of-way 
«einent. In the latter case, it still may be possible to 
retain the right-of-way for other transportation pur¬ 
poses, but this will vary from state to state and will 
depend upon legal precedent. Obviously, the strongest 
for retaining the right-of-way for transportation 
haw can be made when it is needed in order to provide 
I road access to a present rail user. It may even be pos- 
nfeto justify the maintenance of a railroad right-of- 
nyeasement for a bicycle or hiking trail, but the legal 
irpuwnt for doing so may be les 9 persuasive. 

I AtsHuHcs 

Discontinuance of service on marginal branch lines 
| family has a positive aesthetic impact on the sur- 
I rounding community or locality. In populated areas 
I wh lines frequently harbor an accumulation of litter, 
* n populated areas they may be overrun with 
A new use of the land which is identical to that 
the abutting uses, whether agricultural, residential 
I ^commercial, generally will assure that the land will 
I cleaner and blend more harmoniously with its sur¬ 
roundings. 

- ^J^^tional trail, if well-designed and well-main- 
L 1 Wou ^ b® a m ost pleasant re-use aesthetically. 
I J? 1 new transportation use for the right-of-way is 
I t i * V to yk m better sanitation and weed control 
L provided by the railroads in reorganiza- 

\yfa e ^^nination of grade-crossing protection de- 
ma > also be considered an aesthetic improvement. 

Diversion o» Rail Traffic to Truck 

tiu ' n Chapter 10, Congress intended for 

l d: 3 V lon ^ U( Jy the effects of a possible whole- 
tra ^ r from the bankrupt railroads to 
I ^ ^ l0se would be energy and pollu- 

The Associat i° n has not been able to 
SftiiH and \ n ^^ Ve but did commission Wilbur 
of if ****** *° con> M ftr these, impacts in their 
inativ© modes. Wilbur Smitli and Associa- 


ates 1T made estimates of energy use and air pollution for 
six states within the Region assuming diversion of all 
intraregional rail traffic on railroads in reorganization, 
which accounts for one-fifth of all rail operations in the 
Region. Those estimates arc that energy use would in¬ 
crease about 4 times and air pollution about 40 times 
over existing rail performance if trucks were the only 
alternate mode for these commodities. Air pollution 
findings are exceptionally tentative and difficult to in¬ 
terpret since they obviously depend upon the specific 
locale in which such air pollution would occur. 

Table 6 presents the Wilbur Smith findings on a 
state-by-state basis, comparing present rail energy con¬ 
sumption with estimated truck energy consumption. 
Such a comparison involves both ton-mile relationships, 
load factors and the ratio of gross vehicle ton-miles to 
net ton-miles for each mode. In developing these figures, 
Wilbur Smith and Associates estimated rail uses of 
energy at 600 Btus per ton-mile and truck use at 2,700 
Btus. 


Table 6 .—Approximations of energy and environmental costs of 
dtiers ion, by state 


6(*U 

Energy use (Btus In 
trillions) 

Air pollution 
(tons annually) 

All sis.. 

R*ii 


Rail 

Truck 

1ft. 31 

142.71 

19.1 

77ft 9 

New York. 

L74 

15.21 

zo 

82.fi 

New Jersey .. 

.flO 

5.2ft 

.7 

2X5 

Pennsylvania. 

a 71 

50.68 

7.9 

819.4 

Michigan. 

L2ft 

10.90 

1.5 

59.8 

Ohio. 

4.24 

r 10 

A0 

202.0 

Indiana. 

L 77 

15.51 

20.8 

84.4 


Source: Wilbur Smith and Associates, op rtf. 


The extent of new highway construction and bridge 
augmentation would depend on the degree of saturation 
of the existing highway system and congruency of the 
rail and highway networks. Load limits of existing 
bridges and pavement would require consideration as 
well. 

Conclusions 

The Association finds that, discontinuance of selected 
light density rail services constitutes little danger to the 
ecosystem. The Association believes that it is possible 
to trim some uneconomic light density rail services from 
the railroads in reorganization with a small penalty 
in energy consumption and environmental impact and 
a large saving of total economic resources. Such a redi¬ 
rection of resources would help foster continuance of 

XT Op. rtf. Kstlmates of the diversion from rail to truck of the Intro* 
ref tonal shipments of 11 commodities on the railroad* in reorganisation 
In ft atatea were prepared. These ft states accounted for four-fifths of the 
tntroreflona! shipments of these commodities on the railroads In 
reorfanlsatlon In the 17-state Region. These Intraregional shipments 
amounted to one-fifth of the total roll tonnage originating in the 
Region and one-half of the Intraregional shipments of these commodities 
tn the Region on atl railroads. 
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essential rail services and thus would make a substantial 
contribution to environmental quality. The greatest en¬ 
vironmental disaster from this standpoint would be for 
railroads as a whole to be unable to survive financially 
or to become grossly inefficient in doing what they do 
best—providing high density, mainline service. 

The Title IV subsidy provisions of the Act are in- 


/ 


tended to enable continuation of those services which 
aro not remunerative to railroads subject to the Act I* 
which are valuable from the broader perspectbwof 
income, employment, energy and environmental in. 
pacts. Such subsidies will obviate the Hobson's rKn^ 
between severe local impacts and burdening the Region, 
wide system with unsustainable deficits. 
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12 _ 

Manpower Requirements and 
Policies 


This chapter deals with plans to achieve a fair and efficient use of 
employees in the new system. It describes the employee protection features 
of the Regional Rail Reorganization Act of 1978 and emphasizes the need 
to assure that its provisions will be applied equitably to all employees. 

USRA’s efforts in the manpower area rely on communication with 
labor. The Association urges that the railroads in the Region to be reor¬ 
ganized as ConRail meet with labor representatives at the earliest possible 
date. These parties should discuss collective bargaining agreements and 
single implementing agreements consistent with industry practices. Under 
the latter, ConRail would enter into comprehensive system-wide agreements 
with labor, as opposed to individual agreements for each former railroad 
in the system . 
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Successful reorganization of the railroads in the 
Region requires a highly trained, fully utilized and 
skilled work force. The Association's planning activities 
seek to make the most efficient use of employees entitled 
to protection under the Act while holding manpower 
expenditures to necessary costa* * This chapter is not the 
final plan for manpower utilization and deployment 
in the new system. Much remains to be done. 

The Association cannot develop a detailed plan for 
manpower utilization and deployment in the new system 
at this point. The manpower plan for both contract 
and noncontract employees will lx^ refined when the 
final operating plan is adopted. The costs for protection 
of individuals from both groups will be projected 
at that time. The Association is also in the process of 
evaluating the practicability and manner in which an 
employee stock ownership plan could be used by Con- 
Rail. This is discussed more fully in Chapter 14. 

This chapter deals with: 

• Manpower planning goals established to guide 
decisionmaking affecting employees of the carriers 
under study, 

• Identification of the manpower available to the 
new system, both at the time of conveyance and 
for the succeeding decade, and 

• Nature of implementing agreements to provide 
for the orderly transition of employees to ConRail 
and the negotiation of single collective bargaining 
agreements. 

Railroad Employment and Labor Relations 

Railroad employment in the United States has de¬ 
clined sharply in the last quarter-century. In 1947 there 
were 1.3 million workers in the railway labor work 
force. This shrank to 520,000 in 1973, a reduction of 60 
percent. In 1947 the bankrupt carriers (not including 
the Erie Lackawanna) that are candidates for ConRail 
employed 335,000 people. This declined 73 percent to 
approximately 90,000 people by 1973. This total is 
nearly one-fifth of the workers employed in the industry. 

The downward trend was caused principally by a 
loss in competitive position of the rail industry in 
freight services, and a dramatic decline in passenger 
services. The reduced work force is also a result of in¬ 
creased productivity due to improvements in rail tech¬ 
nology. particularly the diesel-electric locomotive and 
mechanized track maintenance and mergers. 

The average age of employees on the 6 bankrupt 
railroads is high, averaging 47 years. Based on age 65 
retirement, it is estimated that 30,619 union employees 
of the roads will retire by 1985, 36.5 percent of the 
total. Recent changes in the Railroad Retirement Act 
now permit early retirement at age 60 with a supple¬ 
mental annuity available to those who retire between 
that age and age 65. It is worth noting that all employee 
protection under Title V ceases at age 65. If all em¬ 


ployees elect to retire at age 60,45,315, or 54 percent of 
the current force, would retire over the course of the 
next 11 years. (See Table 1). Thus, it is clear that 3^ 
percent to 54 percent of union employees of the bant 
nipt railroads will retire during the next 11 j^eai^ be¬ 
fore the rehabilitation program is completed. Norm*] 
attrition due to death and illness will cause total attri¬ 
tion to exceed these figures. 

The railroad industry has long been the subject of 
special federal legislation affecting the conduct of its 
business and the welfare of its employees. Congir® 
acted to safeguard the welfare of railroad labor as fir 
Irnck as tho 1880 s. In 1916, the .Adamson Act «tab- 
lished an 8-hour day for railroad workers covered by 
labor contracts. During the period of federal operation 
of the railroads from 1918-20, the U.S. Railroad Ad¬ 
ministration issued a number of General Orders estab¬ 
lishing various work rules, many of which remain in 
existence today. In 1969, Congress revised the Hours of 
Sendee Act to lower the permissible hours on duty of 
operating employees from 16 to 12 hours. 

The Railroad Retirement Act, the industry's counter¬ 
part to social security, was enacted prior to the Social 
Security Act in the 1930's. Railroad workers have hid 
their own statute governing unemployment and sickness 
benefits for many years. Certain provisions of the 
Interstate Commerce Act mitigate the potential adverse 
effect on rail personnel of mergers or abandonments. 

The cornerstone of collective bargaining in the ml 
industry is the Railway Labor Act, originally enacted 
in 1926 and subsequently amended. The Railway Labor 
Act provides for freedom in the choice of representation, 
for the orderly settlement of disputes concerning rates 
of pay. rules and working conditions and for the han¬ 
dling of grievances arising out of such settlements. 

Twenty-six individual unions represent the employ** 
on one or more of the six railroads in reorganization 
(See Figure 1). The complexity of labor relations is 
illustrated by the fact that 140 individual collective 


Table 1. — Union-represented employees of the ratlwdt 
reorganization 1 reaching age 60 and 65, 1975 to 1965 


Year 

Af»65 

Cumulative 

1975. 

1,738 


197*. 

1. *3 

17» 

1977 . 

2,251 

1*0 

197#. 

1489 

1429 

1979..... 

18* 

11.125 

1980. 

1040 

14.974 

1*1. 

1214 

17.268 

1*3. 

1250 


1963.. 

1410 

*21948 

1*4. 

1170 

27.115 

1*5.. 

1501 

30.819 


AffftO 


* 14.074 

a»* 

i*» 
a 430 

ana 
a so* 

14a 
1341 
10* 

zoa 

13* 




r?,* 

»» 

a* 

ris 

aw 

K04J 

A* 


30,010 48 . 1 U 'CV* 


1 F.ichkfttttc th<- Eric Lackawanna. 

* lnrlodtf employ*** bom 1910-1915. 

• Percent of total union represented force—83.7* 

Source: Employe* Dot* Sheet*. 1/2/74, U J. Railway Ai**4 Btlon- 
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FIGURE I 


EMPLOYEES OF RAILROADS IN REORGANIZATION, 1 
BY UNION REPRESENTATION 


Figure 1 



SOURCE t Veto YE E DATA SHEETS, 1/2/74 
U. S RAILWAY ASSOCIATION 


NOTE SEE KEY TO ABBREVIATIONS FOLLOWING 
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Tasle 2 .—Employee eye and years of service, by union—Railroads in reorganization, 1 1915 
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KfY TO AIMIVIATIONS—FIGURE l AND TABLE 2 


RLE 

rtr(E) 

nr <c> (T) 

ETA 

CTC (IBM) 
1IDA 

mr 


Brotherhood of Locomotive Engineers 
I'nlted Transportation Union lEngtnemen) 
(tilted Transportation Union (Conductors) 
(Trainmen) 

Railroad Yardmastere of America 
United Transportation Union (Yard Masters) 
American Train Dispatchers Association 
Brotherhood of Railway, Airline and Steamship 
Clerks Freight Handlers. Express and Station 


Employee® 

TC DtV Transportation-Communication Dlv. of BRAC 

,i8ti Allied Services Division of BRAC 

HU International Brotherhood of Teamsters 

Ai*M Aaaociation of Statlou Masters and Assistant 

Station Masters 

BMWE Brotherhood of Maintenance of Way Employees 

m Brotherhood of Railroad Signulmen 

AB5A American Railway Supervisors Association 

AFT2 Syuteui Federation 72, Railway Employees De¬ 

partment 

$F 100 System Federation 100. Railway Employees De- 


imw 

IBB 


IBEW 

J8F0 

mw 

a?/ 

tvr 

KC? 

ERE 

iOMMP 

sir 

IU 

SET 

verba 


pertinent 

International Association of Machinists and 
Aerospace Workers 

International Brotherhood of Boilermakers, 
Iron Ship Builders, Blacksmiths. Forgers and 

Helpers 

Intermit Iona 1 Brotherhood of Electrical Work¬ 
ers 

International Brotherhood of Firemen and Oil¬ 
ers 

Sheet Metal Workers’ International Association 

Brotherhood of Railway Carmen of the United 
States and Canada 

Transport Workers Union of America 

Brotherhood of Bleeping Car Porters 

Hotel and Restaurant Employees and Bartend¬ 
ers International Union 

International Organization of Masters, Mates 
and Pilots 

Seafarers* International Union of North Amer¬ 
ica 

International Ixmgshoremen’s Association 

National Maritime Union of America 

National Marine Engineers’ Beneficial Asso¬ 
ciation 


wrung agreements exist between these 26 unions 
U * These agreements cover employees 

Jl seniority rights on more than 3,000 basic rosters. 
* N profusion of collective bargaining agreements and 
^i^ritation (joses :t difficult problem for those who 
* ni P^ e,ne, dinja: agreements required 
>f Kogional Rail Reorganization Act and the 
* rf) bargaining agreements. 

*Wower Planning Goals 

| ^ ^ pliuuuiifr process will result in the con- 

I' 'hV ^ ro P crt * es f fon i the bankrupt railroads to 
j * ? r P n> btahle railroads. The man|>ower plan- 
i , Ul | v ^ rtlon process is a complex undertaking 

‘‘f T u tra Bsfer of employees as the properties 
[ *m v r ' e#> 7*’ ^ livelihood and material security of 
• are affected by decisions that I7SRA will 


make and ConRail or other railroads will implement. 
It is important, therefore, to state the specific goals 
which are being used in making decisions about man¬ 
power in the new system. These goals are: 

• To achieve and maintain an optimal system man¬ 
ning level 

• To minimize expenditure for employee protection 
costs (given a particular level of employment) 

• To minimize the effect of unemployment on termi¬ 
nated and displaced employees 

• To consolidate labor agreements 

• To establish communication with and maintain 
understanding of organized labor about manpower 
planning process 

The purpose of these particular goals and the impor¬ 
tance of achieving each are discussed below. 

• Achieve and maintain optimal system manning 
level 

For ConRail to achieve financial success, it must use 
all its resources, including labor, as efficiently as pos¬ 
sible. Thus, the first goal of manpower planning activi¬ 
ties in USRA is to define an optimal system manning 
level for the new railroad. 

However, there arc some constraints on ConRail in 
attaining such an optimal manning level. Most impor¬ 
tant is the fact that the new carrier is required by 
statute to become a party to existing collective bargain¬ 
ing agreements until new’ contracts can be negotiated. 
For this reason, the present agreements arc used in cal¬ 
culating manpower requirements for the new system. 
The consolidation of facilities should nevertheless allow 
some economies of scale to be achieved. This increased 
labor productivity will help achieve the Act’s goal of 
creating a financially self-sustaining rail company. 

• Minimize expenditure for employee protection 

costs ** 

After determination of the optimal level of man¬ 
power resources needed in the consolidated rail system, 
the Association will program and ConRail will imple¬ 
ment the manpower plan, utilizing the employee pro¬ 
tection options provided by the Act to reduce future 
protection costs. Under the following provisions of 
Title V of the Act, employee protection funds will be 
used for: 

Monthly displacement allowances for any protected 
employee deprived of employment or adversely af¬ 
fected with respect to earnings as a result of imple¬ 
menting the Final System Plan. Such allowances 
continue to age 65 for employees with more than 5 
years of railroad service as of the effective date of 
the Act. (Sections 505(b), (c.)) 

Separation allowances , if offered, in a lump sum at 
the option of a protected employee who elects not to 
continue employment with ConRail. Such allow¬ 
ances are based on a formula involving age and 
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length of service and are subject to a $20,000 maxi¬ 
mum. (Sect ion 505 (e)) 

Termination allowance* of up to 180 days* pay are 
provided for protected employees with less than 3 
years of service as of the effective date of the Act. 
These allowances are payable should ConKail choose 
to terminate such employees. (Section 505(f)) 
Moving expense benefit* for employees required to 
change residence due to a transfer occasioned by the 
Final System Plan. (Section 505(g)) 

Because the cost of compensating employees under 
these provisions will van’ substantially according to 
the age and sendee of the railroad employee involved, 
it is important to devise a plan that will hold protec¬ 
tion costs to a minimum and at the same time be equi¬ 
table to the employees involved. 

• Minimize the effect of unemployment on termi¬ 
nated and displaced employees 

In keeping with responsible corporate practice as 
well as congressional intent, USRA intends to investi¬ 
gate the possibility of developing programs to assist, 
employees who are displaced in the process of restruc¬ 
turing and reorganizing the bankrupt carriers. Such 
programs (Wild provide, among other things, for the 
relocation and retraining of individuals to help place 
them in either rail or nonrail jobs. 

USRA does not have the resources to undertake this 
kind of retraining activity. Instead, the Association 
will initiate discussions with interested parties, includ¬ 
ing rail labor organizations, the Department of Labor, 
other federal government agencies and appropriate state 
and local authorities, to foster creation of programs that 
will achieve this goal. 

• Consolidate labor agreements 

Labor agreements on the railroads in reorganization 
are more complicated than need be, largely because of 
the multiplicity of lal>or agreements in force. For ex¬ 
ample, there are several collective bargaining agree¬ 
ments for identical classes and crafts of employees on 
the Penn Central alone. USRA urges both ConRail 
and the various unions to work expeditiously to develop 
a single agreement for each class and craft of employees 
as soon as possible. 

This can be accomplished by consolidating existing 
agreements and reconciling conflicting provisions on 
similar issues. If this is done, it should bring needed 
clarity to the overly complex railroad labor relations 
environment. USRA personnel are analyzing the vari¬ 
ous existing labor agreements to assure that the man¬ 
power plan conforms to current labor agreement re¬ 
quirements. This analysis will be available for use by 
the negotiators. 

• Establish communication and maintain under- 
standing with organised labor about the manpower 
planning proce** 


It is important for ConRail to develop and min- 
tain confidence among its employees that Title V of thi 
Act will be fairly and impartially implemented. React 
it is necessary and desirable to keep labor informed 
about USRA manpower planning activities and to re¬ 
ceive labor inputs to the process of reorganization. 

This information exchange should create an atm<*. 
phere of mutual understanding between the Associa¬ 
tion and labor that will be conducive to a successful 
ConRail startup in 1976. 

Manpower Plan 

Until establishment of the Final System Plan, in¬ 
cluding acquisitions by viable carriers, it is not possiblf 
to develop a detailed manpower plan for placement of 
labor in the right place at the right time. Once an op¬ 
erating plan is established, it will be possible to create 
a more definitive manpower plan for both contract and 
noncontract employees and to estimate the employe# 
protection costs involved in such a plan. 

The first, step in the development of the manpower 
plan for the new’ railroad system has been to collect a 
data bank of basic information covering the employees 
of the six railroads in reorganization. This is a large 
and complex task involving a considerable amount of 
manual and computer effort. Basic personnel inform*- 
tion such as age, class and craft, geographic location 
where possible, length of service, seniority district and 
certain payroll data will \ie gathered for each employe*. 

The data hank also will contain information on tl* 
composition of the work force as a means of assuring 
tliat equal employment opportunity rights are re¬ 
spected. The program will serve as a basis for determin¬ 
ing present manpower availability and. given historical 
attrition rates, will make passible a projection of nun- 
power availability for the future. 

The second step will be to generate the manpower re¬ 
quirements of the new’ ConRail system under the pro¬ 
posed operating plan. These manpower levels will 
consistent with existing collective bargaining 
ments. When the two tasks are completed. USRA ** 
be able to project, for given areas, cither a surplus orl j 
shortage of employees of a particular craft and cis. 

ConRail will need more employees than currently** 
employed by the bankrupt carriers in certain classi 
tions. particularly those affected by the extensivej 
luibilitation program. On the other hand, over a P*. 
of time fewer employees will he needed in certain 
skills. 1 1 

As provided in the Regional Rml Reorgan^s^ 0 {0 
Art, imbalances in labor forces will be ' vv t 'hm j 
the extent possible, by transferring einplo)*** I 
the railroad system. Such transfers will be p nl 
job loss in the now company. 

Seniority . — The historic practice on «• 1 ^ 0 f 

been to defer to seniority within the clns'- • in ' 
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represented employees. USRA’s manpower plan will re¬ 
ject this practice. Consequently, in the course of com¬ 
piling employee data from all of the bankrupt railroads, 
it unecessary to identify their seniority position on the 
arenl thousand rosters and the location or district 
revered by each roster. 

This task requires the coding of all seniority rosters of 
the individual railroads and is necessary to preserve the 
seniority concept when accounting for addition or loss 
of work within crafts and classes of employees. Changes 
m existing operations or facilities that may be pro¬ 
pped by USRA in the Final System Plan will in all 
likelihood necessitate changes in existing seniority 
districts. 

The Association is developing a method whereby the 
ualysis of current seniority rosters on all bankrupt 
railroads may be assisted by computer in one or more 
of the following ways: 

• Consolidation of two or more seniority rosters 

• Partial consolidation of two or more seniority ros¬ 
ters 

• Expansion of an established seniority roster(s) on 
one railroad to include employees from one or more 
seniority rasters of another railroad. 

Iaiddition to compiling the personnel information of 
employees represented by labor organizations, similar 
informal ion is being developed of all noncontract cm- 
pkwes, identifying them by departments, title, and 
v'Tk location. It has beeu necessary to acquire such in- 
fonnation as employee identification number, social 
^rarity number, birth date, title, department, employ¬ 
er.! date and the status of the employee on the effec¬ 
tive date of the Act. This information has been pre¬ 
pared for computer assisted analysis and a uniform code 
been established to identify departmental responsi* 
itybv railroad and to classify all management em- 
I'opes. regardless of their present railroad affiliation. 

computer assisted analysis of payroll data and the 
nu.ijxurer inventory data will complete the emplovee 
walvjis. 

of tabor protection payment*. —In sec- 
Sw *^ Ct < ^ rects that one goal of the Final 

j *? Inn would include not only the development 

• financially self-sustaining system, but also be the 
miration of job losses and associated increases in 

, P °\n>ent and community benefit costs in areas in 
Jisof« ° n presPnt ^ v ^nred bv rail service. These losses. 

■> r as most employees are concerned, are offset by 
r$R\ pn,tective fea |»res of the Act. Under Title V, 
m IJ*t *’ ave available computerized data on aver- 
r ,, (i 1 > cot.tponsation. To accomplish this, it is 

•odirnt ^ bankrupt railroads will retain 

ig to USRA detailed payroll tapes for 

‘ u,mw bately preceding conveyance of the 
be <i^,t U rc< l Uf,ste ^* the data thus developed 
" to Pennine, for each employee, the aver¬ 


age monthly compensation and average monthly time 
paid for as a basis for computation of his monthly dis¬ 
placement allowance. This will be combined with the 
seniority roster data. 

Employees with less than 3 years’ service as of Jan¬ 
uary 2,1974, who are subject to tennination under Sec¬ 
tion 505(f) of the Act, will be identified, as well as em¬ 
ployees who may be offered severance payments because 
of age. Using this data, a forecast will be made of the 
year that all present employees are eligible for retire¬ 
ment, and this information can be made available by job 
classification as well as by union. (See Table 2.) 

This information will be of significant value to those 
responsible for negotiating implementing agreements 
and negotiating the new collective bargaining agree¬ 
ments required by the Act. / 

Implementing Agreements 

One of the most important steps in activating Con- 
Rail is the transfer of employees from the bankrupt 
carriers to the new railroad. The process will be accom¬ 
plished through implementing agreements to be nego¬ 
tiated by representatives of ConRail and the represen¬ 
tatives of the various classes and crafts of employees 
of the railroads in reorganization. 

Section 504(b) of the Act stipulates that negotiations 
for a single implementing agreement for each class and 
craft of employee will begin on or before the date of 
adoption of the Final System Plan by the Hoard of Di¬ 
rectors of l SRA. The Act requires that five specific 
items lie included in the implementing agreement: 

/. The identification of the specific employeet of the 
railroad in reorganization to whom, the Corporation 
offer* employment-. 

The Act requires under Section 502(b) that each em¬ 
ployee of a railroad in reorganization who has not ac¬ 
cepted employment with USRA or with an acquiring 
railroad be offered employment with ConRail. As de¬ 
fined in Section 501(2). an employee of a railroad in re¬ 
organization is a person who is employed by a railroad 
in reorganization as of the date of conveyance of the rail 
property. Exceptions are made for certain officers of the 
carriers. Thus, virtually all of the employees of the rail¬ 
roads in reorganization will be offered employment with 
ConRail and will then be subject to the employee pro¬ 
tection provision of Title V of the Act. Because of con¬ 
tinuing employment changes, the identification of em¬ 
ployees who qualify for the offer of employment is an 
ongoing process. 

2. The procedure by which those employee* of the 
railroad in reorganization may elect to accept employ¬ 
ment with the Corporation. 

This requires that a procedure be defined for the ac¬ 
ceptance of an offer of employment. Because virtually 
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all of the contract employees on the railroads in reor¬ 
ganization will receive the employment offer, it is an¬ 
ticipated that they will be considered as having accepted 
the offer unless they specifically decline, 

3. The procedure for acceptance of such employees 
into the Corporation'* employment and their assign¬ 
ment to positions on the Corporation's system . 

This provides for the assignment of employee© to 
positions to assure smooth continuity of operation sub¬ 
sequent to conveyance. It is anticipated that each em¬ 
ployee who joins ConRail will remain in the same posi¬ 
tion on the day of conveyance that he held immediately 
prior to conveyance. 

Exceptions will be those positions that are not in 
existence after conveyance because of sendee discon¬ 
tinuance, properties not included in the Plan, properties 
conveyed to an acquiring carrier where the employees 
may not have followed the work or immediate consoli¬ 
dation of facilities of former carriers. Employees in 
these categories will be subject to the exercise of senior¬ 
ity under seniority rules applicable at the time of 
conveyance. 

As the consolidations of facilities occur over a period 
of time, the number and location of positions on the 
railroad will change. The reassignment of employees 
as these changes take place will be accomplished in the 
following ways: 

• By the employee exercising seniority (seniority on 
the Con Rail system will be provided for in the 
implementing agreement ) 

• By the transfer of employees under the provisions 
of Section 505(d) of the Act 

• By subsequent agreements, permitted by Section 
505(d) (4) (C) of tlie Act, providing for the trans¬ 
fer of employees. 

This procedure will assure a smooth transition, with 
continuity of operation, while at the same time provid¬ 
ing for subsequent changes in operation and facilities 
a* the operating plan is placed into effect. 

4- The procedure for determining the seniority of 
such employees in their respective crafts or dosses on 
the Corporation's system which shall, to the extent 
possible . preserve their prior seniority rights . 

This is designed to provide for the orderly transition 
of employees and to protect acquired rights to work 
positions of their choice in their craft or class on the 
new system. In many cases, employees now hold se¬ 
niority in very narrowly defined areas, such as in one 
office of a railroad. This restricts management's flexi¬ 
bility in the use of employees and the employees 1 ability 
to take advantage of new’ or better jobs. • 

To the extent possible, the narrowly defined areas 
will be consolidated and new’ seniority boundaries de¬ 
veloped. In some instances, new boundaries may oover 


the entire ConRail system. This will provide forgrmiei 
flexibility in the use of employees and at the same time 
provide employees with more job opport unities. 

Senority rosters covering the craft and class in He 
newly defined boundaries will be consolidated *ni 
where possible, dovetailed. This entails ranking all in¬ 
volved employees solely by their earliest retained senior- 
ity date regardless of their prior employer or prior 
seniority district. In this way prior seniority will be pit- 
served and, at the same time, employees will be per¬ 
mitted a wider choice of assignment The approach to 
be taken in determining revised seniority districts and 
the method of establishing the employees* seniority 
therein may differ through negotiation for each craft 
and class of employee. 

5. The procedure for determining equitable adjust¬ 
ment in rates of comparable positions. 

Rates of pay for operating crafts generally are stand¬ 
ardized, but the need for equitable adjustments in rates 
of comparable positions may arise where the work of 
nonoperating employees is consolidated. The imple¬ 
menting agreement should provide for uniformity to 
the extent practicable so that employees doing essen¬ 
tially the same work would receive the same pay. 

Collective Bargaining Agreements 

Section 504(d) of the Act requires that, no laterthan 
60 days after the effective date of any conveyance, the 
representatives of the various classes or crafts and rep¬ 
resentatives of ConRail commence negotiations of new 
collective bargaining agreements for each class and 
craft of employee. Adoption of a single collective bar¬ 
gaining agreement for each class and craft will: 

• Provide equal treatment of all employees in tk* 
particular class and craft on the system 

• Assure greater understanding on the part of trans¬ 
ferred workers, both supervisory and craft em¬ 
ployees, of their rights and obligations 

• Result in fewer contract violations because <> 
greater familiarity with agreement provision* ? 
supervisory and craft employees. 

The aggregate effect of these advantages should bet 
foster a higher level of efficiency in Con Rail* bj 
ing a more stable and clarified labor relations en 
ment. 

Conclusions 

ConRail is responsible for negotiating both 
plementing agreements and the single *° ^ 

gaining agreements described in Section 
(d) of the Act. There is no statutory bar to an • 
start of these negotiations. The A** 5 ®^** possible 
that ConRail should appoint, at the 1 ~ 
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jite.representatives empowered to negotiate the imple- on the new single collective bargaining agreements for 
' t i,, g agreements. This will assure completion of each craft or class should commence as soon as possible 
tia required agreements prior to the date of convey* so that the benefits to be obtained can be achieved at 
it*. The Association also concludes that negotiation an early date. 
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Passenger Service in the Region 

Most of the Region's intercity rail passenger transportation is pro¬ 
vided by Amtrak over lines of the railroads in reorganization. Cities in 
the Northeast Corridor receive frequent, high-speed service, while service 
outside the Corridor remains slower and less frequent. Suburban services 
also are provided extensively by carriers in reorganization, usually with 
the sponsorship of state and local governments. 

Very high speed service should be limited to the Northeast Corridor in 
the near future, although 16 additional corridors were identified as 
candidates for new or improved service in the Region. Service on these 
16 corridors should be limited to speeds compatible with upgraded freight 
services, since the proposed passenger network by and large would use the 
same rights-of-way used by freight trains. 

.4s a general policy, facilities control and management of right-of-way 
should rest with the predominant user. Both freight and passenger 
services should pay proportionate shares of all costs directly attributable 
to their respective operations. 

Potential conflicts between the priorities of intercity and suburban 
passenger and freight operators in the Northeast Corridor represent a 
special situation. To minimize freight-passenger conflict, ConRail 
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through-freight service in the Corridor should be moved, insofar at 
possible, to a separate right-of-way. Management and financial responsi¬ 
bility for the Corridor should not be vested in ConRail. 


The revival of railroad passenger service is receiving 
substantial popular and political support in the United 
States. One decade ago, the outlook for improved rail 
passenger service was exceedingly grim. Today, the 
prospects for more and better service are brighter than 
they have been at any time since the immediate post war 
period. This improved outlook may be traced directly 
to two causes: growing concern for the social costs asso¬ 
ciated with expanded use of the private automobile, and 
establishment of a single institution, Amtrak, to pro¬ 
vide substantially all of the intercity rail passenger 
service in the Nation. 

The Act in Section 202(b)(3) directs the Associa¬ 
tion to “prepare a study of rail passenger services in 
the region, in terms of scope and quality.” Among the 
mandatory goals of the Final System Plan listed in 
Section 206 of the Act are: 

• Establishment of improved high-speed rail pas¬ 
senger service in the Northeast Corridor (Boston- 
Washington, D.C.), consonant with the recom¬ 
mendations of the Secretary of Transportation in 
his report of September 1971. 

• Efficient movement of both passengers and freight 
in the Region in a manner consistent with safe 
operations. 

• Efficient and safe commuter rail service as well 
as intercity service. 

• Coordination with the National Railroad Pas¬ 
senger Corporation and similar entities. 

• Identification of all short-to-medium distance 
corridors in densely populated areas in which major 
upgrading of rail lines for high-speed passenger 
operation would return substantial public benefits. 

USRA’s role is to analyze future prospects for rail 
passenger services and to make certain that rail facili¬ 
ties required for a proper development of rail passenger 
sendee arc taken into account. The responsibilities for 
operation of passenger service reside with the National 
Railroad Passenger Corporation (Amtrak). As a rule, 
state and local agencies have the responsibility for de¬ 
velopment of rail commuter services. 

Since the inception of Amtrak, Congress and the 
Department of Transportation have determined the 
level and extent of rail passenger sendee to be provided 
in this country. Amtrak assumed responsibility for vir¬ 
tually all rail passenger services on May 1, 1971. The 
legislation which created the National Railroad Pas¬ 
senger Corporation had three apparent goals: (1) to 
create a nationwide system which could achieve im¬ 


proved service and cost savings through economies of 
equipment utilization, reservations and ticketing, 
maintenance, advertising and management; (2) to pre¬ 
serve essential rail passenger services in the face of 
accelerated discontinuances; and (3) to relieve the 
freight-oriented railroad industry’ of the manageriil 
and cost burdens of operating passenger trains. It b 
fair to conclude that the second and third of these goal- 
have been substantially accomplished; progress toward 
the first goal has been mixed—good in some areas and 
fair or poor in others. 

Amtrak was conceived as a for-profit corporation, a 
goal that has not been met. Amtrok's annual deficit now 
runs about $300 million, and a deep controversy exists 
over whether operating subsidies to rail passenger serv¬ 
ice ought to be continued, expanded or eliminated. On 
the one side are those who decry the large federal sub¬ 
sidy per passenger mile for Amtrak service in compun- 
son with ai r, bus or auto. On the other side are those who 
believe in the essentiality of a core rail passenger net¬ 
work because of rail’s advantages in fuel consumption- 
pollution effects and ability to expand capacity rapidly 
in the future. 

Since the establishment of Amtrak, Congress gen¬ 
erally lias placed less emphasis upon immediate finan¬ 
cial success and more emphasis on the rrestablishmen- 
of an integrated network of rail services. All of Am 
tank’s original routes have been preserved. Amtrakwa* 
required to initiate additional experimental routes fn® 
time to time, and states may ask for rail passenp* 
sendee if they are willing to provide partial funding- 
The Association has prepared its preliminary recom¬ 
mendations for rail passenger service in the cont< ‘ xt “! 
continued public interest and financial support or 
passenger service. , 

Public involvement in suburban services p 
Congressional action on intercity services. Faced 
abandonment and general deterioration of servl1 *^ ^ 
major cities in the Region mover! at either a or 
state level to stop this process through infusion » r 
lie monies for equipment and/or operating su 
Ultimately a federal responsibility was crc * t ^ 
passage of the Urban Mass Transportation AU > ^ ^ 
That legislation, as amended, provides sigmhean ^ 
eral funding for capital improvement program--^ ^ 
sitions of assets nnd now operating subsides- 
this major federal involvement, however, e PI 
responsibility has remained with state and 
ment. 
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lole of Rail Passenger Service 

Mast intercity t ravelers have a choice of private auto, 
bo, air and, in a small but growing number of cases, 
nil service. In certain markets passenger trains offer 
ti»opportunity to carry travelers at lower total resource 
oststh.n any other mode. Energy efficiencies for yar¬ 
ns modes of transportation are shown in Table 1. 


Table 1 Energy efficiency for various modes of 
passenger transportation 


V'ehkU 


Statmiln 
ptr p*lion 


Bd; U.8. current, includes Allowances for engine 
idling between run*: 

2,000 hp locomotive, turbocharged, 0.5 mpg, 9 
catches per locomotive, 00 to 80 aeaU each (Am- 
tnkdtta). Relatively new Amtrak locomotives... 270-360 


Rid turbine train, 0.33 mpg, 320 seat* (290 plus 24 
nuck bar) (Amtrak data) (Aratrak's French 

RTG). Delivery test at 80 mph average_ 110 

.ktotrain, 0.37 mpg, 3,600 hp locomotive, 18 cars 
per locomotive, 30 automobile mile#* per gallon, at 5 

witi per auto. 150 

Bus: UA current. 


latercity, 8.0 mpg (Greyhound), 47 scaU (TSC 
adust/y avmgc). Ovcr-thc-road tret of Grey- 
hfiimd and Trailways buare by TSC indicated 8.8 


B Pt it SO mph, 8.1 mpg at fiO mph__ 282 

iWomcMc: FHW'A data. 

Intercity wbcorapact, 4 scats, 30 mpg..120 

fc'tfdty compact , 6 seats, 22.5 mpg_ 112. 5 

litacitT standard, 8 seam, 18.0 mpg. 108 

htcrerty luxury, 7 seats, 12.0 mpg.... 72 

lit: NASA data. 


*** “S'* turbofan, 68 to 106 seats, 50Q mile 

•t***, 0.44 to 0.54 mpg_„ 37-47 

engine turbofan, 131 to 200 seats, 500 mile 

. 0 21 1« 0.29 mpg. 35-41 

* wV^* i ° e ,urbof “* widebody, 266 to 385 seats. 

"ide-bodv jets use new high bypass turbofan 
wptw* with low specific fuel consumption. 500 
■“'rtige, 0.11 to 0.19 mpg. 44-51 

***** to the Con/reu o a Ik* RaU Ptutnttr Strriu .Act. 

J™" 38 cann °l capitalize on their potential resource 

bsafoi/ T^ 0Ut - r ?^ era ^P* f f riderehip is light, train 
.j ,* ottnimal. If intercity rail passenger serv- 
! , fi< * att cact substantially more riders in the 

*w.Amtr«k sdeficits will continue. 

^ tble^*^ IV;itei sbare °f the market, rail service must 
Inred °. com l ,c,e "'tli other modes with respect to 
fit! slrv? 0rt an< ^ reliabi,it y- Although it is clear that 
travel thn * • ' >n T iuni ' i ^ ewer resources for heavy volume 
r WorJW( . n . rUa m<x l e8 - that is not the reason any single 
IV*. The 1 .° ,)8e8 , " a 'l ov er travel by automobile. air or 
T * | l ha* p '| ,! e env2ronm «ntal efficiency of the rail- 
PX'atinl i" V° " ‘ tb tbe choice of mode by the 

Rid - ‘^veler. 

etull S 1° * a - v 38 Umited and able to attract only a 
, travp l market. There are several 
|*°d to*dlw>.i- US 9epv ' ce > firs*, both equipment 

I ^ with low *- j °**. an< * expensive to maintain. Sec- 
, rsb ’p, equipment utilization is poor, 
v 


Third, the railroads which operate train services have 
lutd little incentive to economize because of “cost-plus” 
contracts which Amtrak is now negotiating to provide 
performance standards, together with appropriate pen¬ 
alties and incentives. 

In the future, rail cost patterns should be favorable 
for the rail mode in point-to-point markets (“corri¬ 
dors ) which have a substantial traffic volume. If pas¬ 
senger trains can become competitive with the private 
automobile in cost and sendee, they will attract more 
riders and unit costs will drop. Should future national 
policy require a significant shift away from highway or 
air travel, quality rail passenger sendee will provide an 
acceptable travel alternative. Furthermore, with prop- 
, orly controlled right-of-way and flexible train size, 
rail capacity can be expanded without the level of ex¬ 
pense. disruption and public resistance characteristic 
of nr lain highway and airport construction. 

There are many ways in which train travel can be¬ 
come more competitive with other modes. Current tech- 
nology offers near-term potential for improved speed 
and comfort compared to the private automobile. In 
contrast, automobile travel is expected to encounter 
higher costs and deteriorating service patterns as con¬ 
gestion occurs in certain corridors. Although train 
speeds will never approach those of aircraft, high speed 
rail service can be directly competitive with the air¬ 
plane for distances of up to approximately 250 miles. 
For example, if rail travel time on Washington-New 
York trips can be cut from 3 to 2^ hours, the total 
realized door-to-door travel time begins to compare 
favorably with the airplane and the cost to the passenger 
would be substantially less, particularly when total 
cost of travel, including taxi fares, is included. 

Rail passenger service outside the high speed corridor 
area also holds the potential for significant growth if 
performance with respect to speed, ride quality and 
safety is improved. As track conditions are improved in 
the Region, passenger service will lienefit from in¬ 
creased operating speeds and reliability. 

Service in the Region 

Rail passenger service in the 17-state Region ean best 
I* described by dividing the Region into two areas: 
Northeast Corridor and non-Northeast Corridor (Fig¬ 
ure 1). The Northeast Corridor, extending from Boston 
through New York City to Washington, D.C., covers 
less than 2 percent of the total land area of the U.S., 
but contains about 20 |>crcent. of the population. Be¬ 
cause of this heavy |>opnlation concentration, the char¬ 
acter of rail operations in the Corridor differs signif¬ 
icantly from operations in the remainder of the Region 
and the rest of the country. 

The primary difference lies in the high frequency of 
passenger trains, l>oth intercity and suburban, which 
on principal arteries share track with numerous freight 
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trains. The mix of rail operations in the Corridor— 
frequent intercity and suburban passenger services, 
combined with frequent freight movements—is dis¬ 
played in Table 2. Intercity passenger operations an* 
handled by Amtrak, and suburban operations arc 
carried out by railroads under contract to various com¬ 
muter authorities. Additionally, most Northeast Corri¬ 
dor passenger sendees are provided by carriers in re¬ 
organization. 1 

Amtrak's Corridor sen-ice is primarily short-haul. 
Table 3 shows average daily riderehip between various 


* PAStcngcr *<*rrlrc* art provided by the following carriers In reor¬ 
ganisation IVtm Central, Reading and Central of New Jrreey Pa*»en« 
gef •enrleea are also provided by the Erie Lackawanna, which at the 
time of this writing has requested It be included In the restructured 
system, but authorising legislation la (tending. 


points in the corridor during 1973. It is notewort J I 
the highest average daily ridership between *n> I 
cities was on trains operating between New o 
Philadelphia, a distance ofonly 90 miles- . ij 

Operations consist of high-speed, premium P^| 
express service as well as conventional semci- ^ ^ j 
liners run between Washington and -' ,0 " 0 ^^j. t j 

1-hour intervals during the heavily travrr* • J 
hours. Although capable of top speeds 1,1 ' ^^1 
m.p.h.. right-of-way problems have limit * £;«« ^ 1 
liners to a current maximum of 105 ni -P- J * ioB in I 
these trains offer the fastest ground tnuispo 
the Corridor, making the trip from midtown. 
to midtown Washington in 3 hours- servKM 

In addition to its premium Metro me 
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Table 2. —Daily traffic density on Northeast Corridor segments 


Do* segment 

Number 

of 

miles 

Number of 
main 
tracks 

Number of Lndm 

Intercity 

Suburban 

Freight 

Total 

Metro 1 

Conventional 

XsMN«wT«rt: 








BuantaProvManca..* 

44 

2-3 

4 

18 

29 

2-6 

36 

fjfrtfcoetto N’pw Harm -- 

1IS 

2 

4 

18 

2 

4 

28 

!C#» Him to Stamford.—. 

99 

4 

6 

24 

60 

6 

96 

ffcnferd to Now Rochelle.. ..... 

16 

4 

6 

24 

162 

4 

198 

Si* Bxballt to Ntw York.. 

20 

2-4 

6 

24 

420 

4 

430 

jmlrfSfV York: 








Snr Tort to Ntwvk. 

10 

2 

90 

33 

120 



Newt to Bah way... 

11 

4-6 

30 

38 

196 

34 

208 

318 

Babwy to Trenton..— .—--—.. 

r 

4 

30 

M 

76 

36 

200 

Tfctont© Philadelphia.. 

33 

4 

30 

11 

>41 

> 18 

100 

nfrttpfala to Wilmington. 

27 

4 

90 

31 

>48 

> 18 

117 

ID-hftofl to PerryvtU#. 

32 

9-3 

90 

21 




NrryrflWto BitUnvoct.—.. 

36 

4-2 

90 

24 


M 

28 

71 

82 

Bilflacct to Washington. 

40 

3 

90 

90 

4 

22 

86 

VtftfPfcilidilptti 








PMIidtL^itoBrrnMawr.. 

T 

4 


30 

til 



1 

1 

1 

10 

4 


90 

til 

n 

16 

137 

Pad to Downlugtown. 

12 

4 


90 

it 

2 

16 

118 

Dmisftovn to Harrisburg. 

71 

4 


30 


40 

40-16 

72 
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MarfcxJM turborratn* north of Now York. Source: Current freight. Amtrak and nuburban timetables 

•rret«fet and mb urban trains on separate tracks through Philadelphia. 


Table 3. —Average daily rider ship in 
the Northeast Corridor 


tod-points: 

PModdphia to New York - 

Beaton to Washington.._ 

N*w York to Washington.. 
Philadelphia to Boston.... 
Springfield to Washington. 

Stw York to Boston_ 

New Haven to W ashington 
New Haven to Hartford... 
N*w Haven to Springfield. 


At<r*9< 

daily 

rtdrrsKip 


9, 675 
7, 030 
6, 700 
085 
755 
560 
530 
265 
210 


Total, Northeast Corridor..... 26, 710 

•Iwo* ^ Dambef 0f sesrsd h y trains operating between noted 

•LLlT* i ^T* rr - D0T - *•* *"*» i« tu MUmt and NtrUtaM Rif,on. 
m f««cy 1J74, p, j, 

Amtrik provides turbotrain and conventional train 
* rnce in the Corridor at somewhat lower fares. Be- 
*’ ew ^ or k and Boston, limited-stop service is 
>d by turbotrains. Limitations caused by poor 
. . ^ equipment failures have reduced the 

| i miini speed of these trains well below their design 

[ilttli ,rave l time from New York to Boston 
i jf sm ° Urs ‘ ^ ° nven tional trains, which provide the bulk 
"w-hJr T™" a * *°b s P eet i 8 °t 80 m.p.h. on four and 
I t0 ,lve ^ our schedules between New York and 

l r^Jorar» 8j ° ! raetro P°lit*n areas in the Northeast Cor- 
«n4 r * >ro ' surburban sendees by railroads 

M^fkacd rtC \ ,0 vnr ‘ ous commuter authorities. New 
k ifeth ° 0lthern Jersey, Philadelphia and Bos- 

^f-thoi r ter80f s,l ^ ,ir * )an ra il activity in the Cor- 
't'^orno additional suburban traffic is gen¬ 


erated at other locations. Table 4 summarizes operations 
in each city. 

Commuter trains are operated in large numbers and 
in strict, adherence to schedules. At some points, train 
headways are as short as 90 seconds. Suburban opera- 


Table 4. — Daily Northeast Corridor suburban operations 


City 

Contracting 

authority 

Operating 

railroad 

Number 
of route* 

Number 
of dally 
trains 1 

1973 

weekday 

pamen- 

Boston.. 

MBTA. 

PC. 

ft 

74 

14,600 


MBTA. 

DM. 


7}Q 

20, GOO 

New York. 

S.J. DOT _ 

CNJ... 

1 

65 

13 600 


NJ. DOT. 

RDO. 

1 

4 

400 


N.J. DOT_ 

NYLB 

1 

34 

23,000 



(CNJ, 






PC). 





N J. DOT/ 

EL. 

7 

340 

72.000 


MTA. 






NJ. DOT. 

PC. 

8 

134 

40.000 


MTA. 

PC .... 

a 

267 

76,000 


MTA/CTA. 

PC_ 

4 

160 

59 000 


MTA. 

LI. 

$ 

363 

243,000 

Philadelphia.. 

SEPTA_ .... 

RDO. 

g 

853 

46,000 


SEPTA.... 

PC.. 

6 

394 

67,000 


NJ. DOT. 

PRSL_ 

3 

9 

300 

Washington. D.C. 


PC 

1 

4 

arm 


t 

BO. 

. 2 

16 

2.700 


1 Rum of 2 dJrectlon>-deadh*ad moves not Included. 

1 Secretary, DOT R*U Strict In th* Hklut* and Sorihtntt Rtf ion, rot 1 , p. SC 


Source: Current suburban timetables 

tions in the Corridor are expected to increase in the 
future. Operating larger numbers of comnuiter trains, 
Amtrak trains and freight trains over the same facili¬ 
ties will cause some congestion and scheduling conflicts 
unless sufficient t rack capacity is provided. Figure 2 pro¬ 
vides a summary of rail operations in the Northeast 
Corridor: daily Amtrak, suburban and freight densities 
are displayed for segments of the Corridor. 
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FIGURE 7 

AVERAGE DAILY TRAIN DENSITY ON NORTHEAST CORRIDOR SEGMENTS 


4S4 



z 


ORIGIN - DESTINATION SEGMENT 

SOURCE CURRENT FREIGHT. AMTRAK AND SUBURBAN TIMETABLES 
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THE AUTO-TRAIN 


Another Intercity service that operates into the Re- 
£3011 and deserve* some note is provided by Auto-Train, 
i privmto corporation which lieg&n operations in De¬ 
cember, 1971 1 seven months after the inception of Ain- 
tmk. This apparently profitable service without gov¬ 
ernment aid carries passengers and their automobiles 
on tiro routes between I»rton, Va., (a suburb of Wash¬ 
ington, D.C.) and Sanford, Fla. (near Disney World), 
iixl between Louumlle, Ky. and Sanford. It involves 
m new technology; it simply adds enclosed bi-level 
nilroad auto carrying cars to conventional long-haul 
pLWiger equipment. 

Auto-Train operates two trains a day, one in each 
direction, between Washington and Florida. Trains 


have lieen expanded to a typical consist of 39 cars* Often 
the demand for reservations exceeds available capacity, 
and some dates are sold out almost a year in advance. 

It is not difficult to understand the reasons for the 
popularity of this new mode of travel: it offers an at¬ 
tractive compromise between the alternatives of air/ 
car rental and auto for the traveler who needs a cur at 
the other end of the journey. Jet aircraft coupled with 
rental cars at destination offers the quickest and most 
convenient method of travel for long distances, but it 
is relatively expensive. At the other extreme, travelers 
may choose to drive because it is cheaper, but in so do¬ 
ing endure long travel times and highway dangers or 
inconveniences. 


Tlw* area outside the Northeast Corridor is charac- 
terized by significantly lower population densities, met¬ 
ropolitan areas outside the Corridor Indng both smaller 
and farther apart than those in the Northeast Corri¬ 
dor. Associated with the lower population density is a 
different market for both intercity and suburban pub- 

T\*w h—InUrrijy paxfinger smite in the Region outside the 
Kortheast Corridor 


A&tak 

York-Xtnsfts City. 

JjJ York-Chirago. 

-d nd naan -Cfc Jcagfo 

C^Ucl*vm*-Florida_.’ 

^T<A.nortd*_;;r.. 

Vork-Albtny. 

Xw Y«k-8yneu*- 

Nw Y«rk.BufUio 
^Ycrk-Wr^v.;;;;™;;’ 

. 

J^luu-CiimbertaDd. 

OrWiinj 
Looii 

^l"** 0 * Unrocj.... 

Crb4iu. 

va *®i^Cchaiii 3 *> 
>«)Bwr ... 

SSJMWd. 

it4 ^-Tonrtn_. 


Number 
of miles 

Number 
of dally 
trains 

Operating 

railroad 


2 

PC/MP. 

007 

3 

PC. 

oca 

2 

Chwsto. 1 


2 

PC/LN/8CL. 1 

070 

2 

PC/BM/CV. 

1.733 

6 

PC/RFP/SCL. 

141 

6 

PC. 

286 

2 

PC. 

436 

4 

PC. 

381 

2 

PC. DU. 

238 

2 

PC. 

270 

4 

PC. 

146 

2 

Cbwrfe. 

924 

2 

ICO. 

284 

6 

ICO. 

310 

2 

PCfOTW. 

130 

2 

ICO. 

310 

2 

ICO. 

182 

2 

ICO. 

262 

2 

BN. 

68 

14 

MILW. 

1.184 

>♦ 

SOU. 

172 

2 

SOU. 

161 

2 

CRIP. 

161 

2 

CRIP. 

650 

3 

Auto-Train.* 

1.003 

<0 

Auto-Train. 

102 

2 

PC/TIIB/CP. 


•^ ***I? ?C Wwt « r ‘**i«naU. 

*1 jwwnt, routing U PC rik Lokiiu 
*** "**Wwtoa and Birmingham with triweekly srrv 
* b o-r^T Nwr ° rk * nK 

lT *»b fl L ^ ^ U> ' Train r °U>. orer the RFP arut 8CL. 

^ " wUy *Y Auto-Train Cnrp. over LN and SCL. 

cyafea, UmftUbU, November 1974, 


lie transportation. Amtrak's service outside the North¬ 
east Corridor is typified by long-distance trains. Some 
corridor-type traffic exists in this area, but train serv¬ 
ice is primarily long-haul. Through trains may pass 
over several short "corridors 1 in the course of one trip. 

1 able 5 lists Amtrak's sendee between various cities. 
In all cases the level of service is lower than in the 
Northeast Corridor. Schedules are slower, and some 
cities receive service only in the middle of the night. 
All operations are provided by conventional trains ex¬ 
cept between Chicago and St. Louis where French-built 
turboliners capable of high speeds are utilized. 

The bulk of Amtrak’s oj>eration outside the Corri¬ 
dor is operated by the Penn Central. Most suburban 
service outside the Northeast Corridor is provided by 
solvent railroads in four cities: Chicago, Detroit, Cleve¬ 
land and Pittsburgh. Table 6 lists these services by city. 
Chicago's suburban operations have the same character¬ 
istics as those in the Corridor—high volume service 
peaking during morning and evening rush hours. 

The three other cities have only skeletal, rush-hour 
services. Since Amtrak's intercity service has a much 
lower frequency of operation in these areas, conflicts 
between the two services are minimal. Interference be¬ 
tween passengers and freight operations can lx* a prob¬ 
lem, however. 

Most non-Corridor suburban sendees use conven¬ 
tional locomotive-hauled trains. Cleveland and Detroit 
trains consist of converted long-haul equipment; Pitts¬ 
burgh trains use long-haul equipment plus rail diesel 
cars. Cars used in Chicago are of special design for 
suburban service. Those on Burlington Northern, Chi¬ 
cago & Northwestern and the Milwaukee road are high 
density bi-level units pulled by new or recently recondi¬ 
tioned locomotives. On the Illinois Central Gulf and 
South Shore lines, electric self-propelled cars are used 
exclusively. 
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Table 6. —Daily suburban operations outside the Northeast Corridor 


City 

Contracting 

authority 

Operating 

railroad 

Number 

or 

rout* 

Number 

of 

daily 
trains 1 

1071 

weekday 

Tp,T 

Pittsburgh.— 

PAT»....~™ 

Chraric 

I 

14 

1,000 



PLF. 

1 

2 

400 

Detroit. -....._ 

BEMTA.. 

OTW 

1 

8 

2,000 


Mich. DOT 

PC 

1 

2 

300 

CloTolonrl.--- 


KL 

1 

2 

»X) 

Chicago 

RTA.__ 

BN 

1 

82 

43.000 


RTA.-. ... 

ICO 

4 

306 

60.000 


RTA.. 

MILW 

2 

75 

29.500 


RTA_.„. 

XW 

1 

2 

1.600 


RTA. 

CNW 

4 

133 

85,000 



PC 

1 

4 

1,300 


RTA_ 

CRIP 

2 

63 

36.000 



C888B 

1 

80 

10.600 


i Sum of two directions—deadhead more* not Included. 

» Secretary, DOT. in tKt MU*** and Soriheatt Rrgion. vot, I, p. 84. 

• Scheduled to become rflecilTe Feb. 1, JUTS. 

• Amtrak 403(b) suburban sendee. 


Sourer- Current suburban timetable*. 


Qualify of Service 

During the late 195(Vs and throughout the lOGO’s, the 
image of rail passenger service suffered continuous de¬ 
terioration in the eyes of the traveling public. Service 
became characterized by faulty equipment, poor on-time 
performance and records, inadequate reservations serv¬ 
ices. out-moded terminal facilities and unresponsive 
personnel. At the same time, airlines were, winning a 
larger share of the passenger market by providing an 
attractive service which became a standard for the 
traveling public. 

As the number of rail passengers was declining 
rapidly during the 1980*8 and 1960V, many Americans 
were traveling in Europe and Japan where they found 
high-quality rail sendees. This small but articulate and 
influential segment of the public increasingly became 
aware that good rail transportation could be provided 
by existing technology. 

Congress passed the National Rail Passenger Act in 
October, 1970, establishing the National Railroad Pas¬ 
senger Corporation, better known as Amtrak, in the 
hope that, a completely new organization, free from the 
encumbrances of operating both freight and passenger 
sendees, would he able to provide a sendee commensu¬ 
rate with public desires. One of the major advantages 
of the Amtrak concept was that a single entity would 
have centralized control of passenger operations and 
could set uniform sendee standards thereby creating a 
better image for rail sendee. It was hoped that with 
improved service, the traveling public would find rail 
transportation an increasingly attractive alternative for 
intercity travel. 

The history of suburban service in the Region is much 
the same. Railroads first provided suburban sendees be¬ 
cause they could move large volumes of passengers at a 
profit. As other inodes of transportat ion developed, how¬ 
ever, ridership declined, costs increased and profits be¬ 


came losses. As the operating losses increased and 
equipment became older, railroads began to seek aban¬ 
donment of these sendees. Metropolitan areas, already 
faced with increasing vehicular congestion, had the 
alternative of losing rail transportation or of subsi¬ 
dizing it, and many areas chose the latter. As a result, 
most suburban service now offered in the Region is 
subsidized at various levels by some government entity. 

Quality of Amtrak Service 

The Act in Section 202(b)(3) requires USRA to 
study the quality as well as the scope of rail passenger 
service in the Region. The Amtrak Annual Report for 
1973 indicates considerable public dissatisfaction with 
the service. Table 7 lists the number of favorable and 
unfavorable passenger comments Amtrak received con¬ 
cerning each service between August and December 
1973. Ridership volumes affect the number of comments 
concerning particular trains, but the ratio of unfavor¬ 
able to favorable comments provides a meaningful in¬ 
dication of the relative levels of satisfaction with 
particular services. 

From inspection of Table 7, it is apparent that, in 
spite of high ridership levels, the traveling public is far 
less satisfied with sendees within the Northeast Cor* j 
ridor than outside the Corridor. Table 8 shows that tie 
major areas of dissatisfaction are heating and air con 
ditioning, equipment condition, on-time performance, 
reservation systems and station facilities. Tabic 8 sum¬ 
marizes more recent complaints to the Interstate Com¬ 
merce Commission and indicates that the same problems 
continue to trouble Amtrak customers. 


Table 7, —Consumer comments receiver! by Amtrak hit fsua, 
August-December 1973, 


Route* 

Criticism 

Pmiw 

Northeast Corridor: 


m 

Conventional... 

tsy 

Met roll nonCt urbos. 

173 

a 

H arris burg-Pbllode) phla.. 

14 

» 

Non-Northeast Corridor: 



ChicagoNew Orleans.... 

116 

24 

Washington-Cl ndnnati-Chicago.... 

106 

80 

Washington-Cumberland .. 

6 

2 

New York-Florida. 

846 

» 

New York-Chlcago. 

821 

IH 

Chicago-St. Loui.*.. 

73 


Chicago-Florida.. 

346 

ui 

Washington -Montreal. 

1« 

104 

New York-Buffalo_ _.... 

51 

* 

Chlrago-Detrott. 

47 

* 

New York-Kansas City. 

110 

V* 



[ J 


Kittt'CV 


Source: 1771 Amtrak annual report. 

Several factors underlie Amtrak’s service 
The first is equipment failures. The corpora* km 
efforts were commendable but limited by , i, “ I 

it inherited from the mil industry. Andrak < 
the best one-third of the equipment fleet ^ 

from member railroads. Thu Corpora tion ^ ^ 

coordinated marketing program cncompasitV 
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Tail* &—Number of consumer complainte, by category, Augusi- 
December 1973 i*i. April-August 1974 



Aujjuat-Docrmbcr 1973 • 

April-August 
1974» 

Criticism 

Cmijr 

Criticism 

jiariaiMiwTi—IT -... 

717 

20 

1575 

C^pvat condition.. 

712 

315 

578 

0*ttat perform an«».. . 

m 

W 

406 

Baind -• ....— 

m 

749 

(*> 

fcwnttana —... 

m 

It 

581 

... 

457 

IM 

r 

. 

206 

401 

151 

CflB^L- --* 

266 

57 

} « 

tmAoi - --- 

254 

0 

•aliam rrvlm ... 

230 

AS 

§4 

fwaandlkkramr . . 

182 

44 

0) 

Otar surfoluc -. —. 

173 

54 

<*> 

Qatari imrto* -- 

167 

4M 

240 

Italtri . . 

m 

16 

<») 

1 krtnl iNfpp ■ im— riniw 

100 

15 

14 

Mhcframl. .\. 

w> 

21 

P) 

tattoo . .. 

75 

It 

56 


$wcr VKl AmtXftk nitnual nr port. 

(ntmUl<* <'»:urome Commisnioii. 

’XtflVtfbblr. 


lerioriuul exterior color schemes on the cars and promo¬ 
tion of the "Trucks are Hack" slogan. Unfortunately, 
nujor overhaul work was uot done, and the passenger 
•nreeoakl not lie operated with full reliability. As air 
milts accumulated under Amtrnk’s operation, equip¬ 
ment failures Uvame an increasing problem. Passengers 
often ww* afflicted with ino|>erative heat in winter and 
i^mtive uir-nuiditioning in summer. 

EquijHnont problems an* attributable to two major 
h'lars; age and inadequate refurbishing. The average 
of the* active fleet is 25 years, and even though the 
*•** available ears were selected for Amtrak service, 
r! * v wrlv ,lf>t in good condition, and Amtrak did not 
' ^ihuul the mechanical, structural and electrical sys- 
most of the cars. 


high rate of equipment failure not only causes 
linger discomfort and train delays, but also results 
hiIhoinI equipment supply and thus shortages localise 
""cr utilization. In ninny cases, the need for cat’s to 

* soi' i p e requirements has become so acute that even 
^ 1 order cars (those in need of repairs) are returned 
|. sr 'i' ^ ori% f Imy can he repaired fully or properly, 
fvi ‘T i|miem * ,, PI ,I . V problem is compounded by the 

1 Amtrak originally purchased too few cars, 
1,1 Wiring its | >ot on tin I market. 

ftroH^ mm * n l° n £’distance trains such as the 
‘ft i, i f ,fnu/€ 'l und National Limited lias, because 

* r,l,l,, * n ^ r linies, lH*en a particular problem 

„ . n, ° rv ^b^mhle to failure than the equipment 

^ tot! S * * ° rr idor service. Passengers also liecome 

^ r * , 8 coln f or t ns they travel longer dis- 
' 11 l5 baa niade great efforts to increase the 
Tmbty of its repair and refurbishment work. 


but with such old equipment, no program can produce 
entirely satisfactory results. Aintraks marketing pro¬ 
gram has l>cen impeded accordingly. 

Utilization rates are a fairly good measure of equip¬ 
ment availability. The rate of utilization is defined as 
the ratio of hours of revenue producing service in a week 
to total hours in a week (168). Table 9 shows utilization 
rates for four different tyj^jp of equipment. In the 
Northeast Corridor, the low utilization rate on conven¬ 
tional coaches is especially noteworthy. 

Although Amtrak s newest equipment is operated in 
the Corridor, the vast majority of seat miles in the Cor¬ 
ridor is provided by conventional equipment. Most of 
this equipment was downgraded from long-haul service 
after deteriorating with age. In addition, controversy 
at Amtrak’s inception as to whether Penn Central or 
Amtrak was responsible for 200 and 600 Series (New 
York-Philadelphia and Philadelphia-Harrisburg re- 
8peetively) conventional train service delayed inclusion 
of this equipment in a refurbishment program. 


Tabu: 9. Amtrak equipment utilisation, 197ft 


Type 

Number of 
cam 

Average ace 

(yean) 

Utilization 

factor 

(percent) 

Sleeper*. . 

550 

25 

44 

Coaches. 

no 

24 

» 

Mncn, Jounces, pork**.. 

500 

27 

30 

Hujapiffe and <lormJtory .^. 

215 

23 

40 

Artier fleet . .. 

1.845 

25 

54 


Source: Secretary POT. “Report to roi«r«a'* iJuly IU74, p. 28). 

Another indication of equipment problems is shown 
in Figure 3. At present levels of service, approximately 


rnuai i 

DON KMIMD fOU1«<€NT RtOUlOf WIITO 


t 

V 


Wcr«t«ry «•< rr«u|N’«M< 

.^lOUBMMa -VJtrtot 

1,000 cars are needed. Amtrak owns approximately 
1,800 cars but 800 art* in need of repairs, out of service 
for other reasons or held as backup equipment. 
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FIGURE 4 

DEFECTIVE EQUIPMENT (BAD ORDER) RATIOS: 
POWERED EQUIPMENT 



DIESEL- ELECTRIC METRO- RAIL TURBOTRAINS 

ELECTRIC LINERS DIESEL 

CARS 


TYPE OF EQUIPMENT 


SOURCE: Secretary DOT, Report To Congress 
On The Rail Passenger Service Act (July, 
1974) p. 31 * 


Aintr&k litis also cxjierienced high failure* rates with 
the two newer ty|>es of equipment used in the Corridor* 
Figure 4 shows bad-order ratios for each type of 
powered equipment* the highest, applying to turbo!rains 
(50%) and Metrolinere (25%). In contrast. electrie 
locomotives, wliich |>ower conventional trains, the most 
recent of which was built in 194*1, have a bad-order ratio 
of approximately 11 jierceiit. 

After heating and air conditioning failures and |>oor 
condit ion of equipment, the most frequent complaint of 
Amtrak passengers was oti-fimr performance. System¬ 
wide. Amtrnk's on-time performance record declined 
from 1971 through 197.3. Table 10 summarizes the per¬ 
formance records for the railroads over which Amt rak 
operates. On-time performance records for the major 
carriers in the Region Penn Central and the Chessie 
System—have deteriorated over the three-year period. 
Furthermore, IVrin Centrals figure is considered to la* 
lower than shown in the table due to reporting trains 
on time even though they were more than five minutes 


late. 3 Recent changes in reporting procedure require 
by the ICC affect the statistics; Amt rak formerly t* 
ported all trains over five minutes tardy as late train*, 
but the new ICC rules permit leeway up to thirty min- 
utes — depending on distance of the trip. 


Taiilk 10,— Summary of on-time performance— hi; rWrivad 
tin percent) 



urn 

1973 

m 

Santa Fe. 

ax 7 

HI 

Cl 

Bariinjrnm Northern.. .... 

ot 

7L8 

a; 

Ctim|v«kf4 Ohio 1 Baltimore & Ohio... 

MO. 2 

ru t 

Cl 

IlUnohi Central doll ... 

54.0 

57.7 

ai 

LouUrllk St Na»hv111e ......... 

57.6 

(IS I 

Hi 

Milarouke* Road____ ...... 

0.4 

¥7.6 

*i 

MIsmwI I'arl Ac *_______ 

85.0 

041 

*t 

Penn Central_... ____ 

oo.« 


a: 

Richmond, Fmlrrickatntnt A Potomac. 

81.1 

nx7 

at 

Stebocin) Const line... 

6*0 

717 

ai 

Southern PortAc... . __ 

00.2 

K.O 

at 

Union Poriflc__—^ 

92.1 

*7.4 

7*1 


Source: Secretory DOT, “Report toCon*rw»’* <July 1*74! t ^ 


Amtrnk's long-haul trains generally haw a perform¬ 
ance record inferior to t lmt of short-haul I mins, Thr* 
trains must traverse more miles at speeds restricted 1> 
cause of track conditions. For example* rite Broadway 
Limited must operate at 30 in.p.h. over some portion 
of its route where better tmek maintenance permitted 
speeds up to 90 m.p.h. in the past. Even with schedule* 
lengthened, as shown on Table 11, poor track condition 
and delays in removing defective equipment haw 
caused on-time performance to deteriorate. Fable *- 
summarizes on-time |>erformance for Anitrak tram* 
operating in the Region between May anti Ootol*r 1**. 1 
Figure 5 illustrates the decline in Anitrak ss\>twn«Ju 
on-time performance for liotli long-haul and short h*.i! 
trains* 

Deteriorated track condition systemwide necoinitcl 
for 82 percent of all Anitrak delays during 1^. 
most of the deteriorated track over which Anitrak °p 
e ini tea is in the East, these slow orders would be rvsp 01 
sihle for far more than 82 |x*m*nt of the delays t (,frnir ^ 
0|>erating in the Region, The exact numher of nui^ * 1 
ferted by slow orders varies from day to dn\ ,l> 
sections of track arc repaired and others IxsntiK di e 
tive, but the problem is widespread and ,n 

Region, especially outside the Northeast ( omdei. ^ 
toriornted track and structures often reduce tmia®! 
to as low as 10 m.p.h. . ^ ^ 

Conditions became so serious in Indiana dun ^ 
that the Federal Railroad Administrati‘*n ' ^ 

closed down t»7 miles of track, deeming • an * l 
speed. Two Anitrak trains— the Jaws' H ' ' 

and the Floridian —had to Ik? moved a uU . v 


*U.S. lK|mrtm<nt of Trnn*|«»rtiitln*i. Ncpnri 1 

pa**tnper Service Art. (July, 1074). V 2S. 
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«ri* r imil routes to alternative routes to avoid the worst 
'trvtt'he* of track. Major cities thereby lost service, 
further ininplicHting Amtraks planning efforts. 


FIGURE 5 
AMTRAK 

SYSTEM ON-TIME PERFORMANCE 



SHORT HAUL 



Tahi.k 11 . (\ftnpannon of rail travel times between selected major 

city pain, t&+9 veraua 197 J, 


CUy pair 

RUpewd travel lirrt* 

Percent 

inerrav* 

(drcrcaaej 

1949-74 

1 Mil 

1974 

New Vofk-CliKTitfo . 

16*00" 

17*00" 

6 

New York-8t. Loui* . 

-xrocr 

21*15" 

6 

WaalilttiUon-Chirftro. . . 

IlDO" 

wvr 

g 

W art UttffUxi* Cincinnati ___ 

U'OO" 

12*25** 

(4) 

CtUrairo-CliMiitnatl .. 

STB" 

w 

50 

Chl<w«-Loul«rllto... 

V4&" 

Ylh" 

61 

W«.<!»! tviSmi Montrml. ... 

i xvr 

16*30" 

7 

New York-Alhanv ...._ 

Xur 

2*50" 

10 

Nrw Yock-Mocitrval . . 

10w* 

10*20" 

2 

Ortmit-Chlraco .. 

5W* 

5*45" 

15 

i hicaifo-Car!»on<lale..... 

4*25" 

ywr 

21 

Clibufo-Sc Ltrnla. 

5 r IO" 

5*00'* 

r%\ 

Chicago-Port Huron ... 

M r 06 rf 

g*10" 

W 

1 

Chlnu:«vMllwauk«» ... 

ri y 

1*20** 

» 


Souror: “OinciiU Railway Uul<W Srpimilxr 1910; Arntrak #yrti*m Unstable* 
November 1*74. 


Tabu. 12. On-time performance summary' for selected Arntrak 
service . Map-Odolfr iO?t 


Service 

Olrtanro 

(miles) 

Number o i 
trains 

Percent 
on-time 

Nnrtheart Corridor.,... . 


20. OKI 

K2.5 

Metmllnh- . .. 

22$ 

Turbot rain . ...._ 

232 

5.2U2 

70.« 

Conventional.. . 

hi 156 

11.016 

64. $ 

Non Northnttt Corridor_ 


1,016 

62.0 

New Vork'KaiiMii City _ 

l f X?» 

360 

L4 

N«*w Yofk(’li|co#o 

•MK 

366 

IX § 

Waaluiurtoti Clnriimatl/C ’hkaco 


36g 

2X1 

Wartiiuplotr Montreal. . 

670 

260 

79.6 

New York 'Uurtalo.. . 

426 

I.H36 

7X7 

t’hlcucn, IMrolt_ __ 

27V 

726 

6X5 


1 ttHlrct* U>r thatw* in on-tiui" r.^rtinv' prorrdurra which twvauic elfrrUvr 
Jait. I, l'#7l. 


fMium* Monthly Aniirak rrparu tor rlitorahlp and on-time p**rfamuuuv. 

The slow order problem makes late arrivals almost 
inevitable, because many .schedules are based upon past 
performance when passenger trains were operated at 
faster speeds. While the recommended track program 
will eventually correct the slow-order problem, imple¬ 
mentation will require 3 to 7years. 

Equipment failures also affect on-time performance. 
Power unit failures may reduce acceleration rates and 
maximum spetods and. under some conditions, can immo¬ 
bilize a train. Mechanical, electrical or structural 
failures on passenger cars are likely to necessitate un¬ 
scheduled sto|>s or excessive waits in terminals while 
defective equipment is repaired or removed. Even 
though passenger service has priority over freight serv¬ 
ice, rail passengers frequently find their train held up 
in order togiye a freight the right-of-way. 

Renervation yritvancen, although decreasing in num¬ 
ber, are still high on the list of complaints. The improve¬ 
ment is due largely to the introduction of ARTS (Am* 
trade Reservations and Ticketing System). Since April, 
1971, this computerized system has provided toll-free 
reservations service through five regional centers. Never* 
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tlicless, mil passengers still face mi antiquated system at 
the ticket counters. 

Insufficient numbers of*reservation clerks and slow 
ticketing procedures produce long waits. Often clerks 
arc unfamiliar with the complexities of tariff regula¬ 
tions, causing confusion. Also it is not uncommon for a 
boarding passenger to line! a reserved seat or sleeping 
accommodation already occupied. Lack of coordination 
between reservations and operating |>ersonnel and 
changes of originally assigned equipment are to blame. 

Many # tat Ions are in a distressing state of disrepair, 
and massive renovation is necessary. Stations are dark, 
dirty and lacking in even such sendees as telephones. 
Restrooms am often out of order or non-existent, and 
train information is not always readily available. 
Typically, stations are located in the older sections of 
cities, often near industrial areas. Crime may be n prob¬ 
lem. and satisfactory parking and access to mass trans- 
|>ortation often are not available. The negative impres¬ 
sion provided by the stations may be a significant factor 
in marketing rail passenger services even when other 
services are improved. 

Quality of Suburban Service 

Commuters* too. seek frequent, prompt and comfort¬ 
able rail transportation, but they have a different set of 
priorities. Suburban trains move large numbers of peo¬ 
ple over relatively short distances between their resi¬ 
dences and places of business. Because suburban service 
takes place within limited morning and afternoon time 
periods and arrival at a specific time is essential, the 
traveling public is most concerned about schedule fre¬ 
quency and on-time performance and is more tolerant 
of some discomfort. 

The uniquely high population density of the North¬ 
east Corridor has favorably influenced the quality of 
suburban services. For example, ridership volume has 
justified electrification of most of the rights-of-way 
serving the New York and Philadelphia areas. Electri¬ 
fication permits the use of self-propelled multiple unit 
(MU) electric trains, which possess greater acceleration 
capabilities than conventional locomotive powered 
trains. In service requiring frequent stops, MIT trains 
can travel at higher average speeds. 

On-time performance for suburban sendee in the 
Northeast Corridor is more satisfactory tltfin for inter¬ 
city service. As shown in Table 13, between May and 
October 1974, all services except some of those provided 
in New Jersey met their schedules more than 80 percent 
of the time. Duringvthe period analyzed, these New Jer¬ 
sey services were adversely affected by poor track condi¬ 
tions which are being remedied through an improve¬ 
ment program of the New Jersey Department of Trans¬ 
portation. 


Equipment quality and passenger comfort on 
widely. Table 14 summarizes the age of equipment uM 
in suburban service in the Corridor by each r*ilr®,| 
Equipment ranges from ne w to Cm years of age, Manvof 
the older self-propelled and locomotive hauled can hit* 
outlived their usefulness and are being replaced win 
new equipment purchased under the sponsorship ol 
agencies such as the Southeastern Pennsylvania Trim, 
port at ion Authority (SEPTA), New Jersey Depart¬ 
ment of Transportation (NJ DOT), New Yorks 
Metropolitan Transj>ortation Authority (MTA) me! 
the Connecticut Transportation Authority |('T.V). 


T wn.t: 13 .—Summary of on-time performanee for telecM S/triiad 
Corridor suburban seri'ice* 


Cltyfroutr 

Prrrrnt orMlmr, Msy'Vtobw lf?4 

May 

Janr 

July 1 

Au- 

ftm 

,X 

0d* 

bo 


Boston, PC ...... 

*V8 

97.2 

0*8 1 

9ft. 1 

•A3 

a: 

N*w York: 







PC—lUrlrtn Division ... 

9*9 

92.8 

92.4 

9L8 

no 

at 

PC-Hudson DivtSon.. 

H3.6 

*4.8 


*44 

sm 

at 

PC— NrwHavrii Division 

wot 

W.2 

8*8 

«L5 

I «r 

at 

PC—Nrw Jmey Main Li nr. 

8*7 

91.2 

91,9 

M I 

| M.T 

in 

PC-NYLB. 

72.9 

74.1 

€1.8 

AJL0 

i 6*1 

i a \ 

CNJ—Main Unr 

77.1 

77.(1 


mo 

6*4 

1 HI 

CNJ—Buyonnr Unr _ 

79.(1 

72.* 

74.0 j 

67.1 

ms 

S4l 

CNJ-NYLB __ 

M.3 

MIA 

K* : 

ttl 

5A4 

ftl 

Philadelphia: 







PC. 

VI. 6 

91. A 

91.9 

n.i 

9L6 

«« 

RDO _..._ 

94.0 

94.4 

<0.9 

940 

Hi 

f) 


• Not available. 

Sourtr: Railroads* suburban oprmtin# statistic* (Dcrrrnb** 1974). 


For example, in Philadelphia SEPTA is acquiring 
24 new electric cars, in New York MTA and CTA haw 
acquired 144 new cars, and in Northern New Jersey. 
NJ DOT has acquired 70 cars for use on the Erie* 
Lackawanna. The new equipment offers more 
heating and air conditioning, better riding qualities 
and superior sound insulation. 

Outside the Corridor, suburban services are provide 
in the Pittsburgh, Cleveland, Detroit and C hicag 0 
areas. Table 14 lists the number of cars and locomoti"> 
in the active fleets used in each city, along with t 
average ages where available. Service in nil four cltu ^ 
is provided by diesel-powered train?, except 1 
Illinois Central Gulf and Chicago South Shore* ^ 1 
Bend services in the Chicago area which u*’ cletri 
multiple unit cars. Much of the dieeel-i*™* ^ 
equipment is former long distance equipment*« 1|0U ^ 
an attempt has been made—most notably in 
to replace older equipment with newer bi-fe™ 04 

Beginning in the early 1950 s, the Burlington 
ern and Chicago & Northwestern began to 

suburban coaches with bi-level air conditioned cars 
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Tablk 14.— Type and aye of equipment used in nuburban nervier 


CHyYaHrcwJ r.riwr 


BWBM .. ~- 

POTC. ..~. 

$*t V«rtL 

PCiTC .— 

rc/KTA. — 

fCATTA. . —- 

PCPASYANI.^ . 

KUO ___—— 

CKJINJ _._ 

UKTA .. 

BM4YC . 

WIU~ -- 

WSJ __ 

fttdrtplU*. 

PC^YC...—. ^ 

PCtVWy <4 PKibwIrlphla. _ 

PCflim. 

UDO'RPO . ... 

IDO/THC ._.. 

HDOi-CUy of Philadelphia.. 

WMmPTA . 

rwuNj . 

lahUfton, D.C.: BAO HAO. 
bftrott; 

K)K .... 

I2TWOTW _ _ 


UO.'MO _ 

PLRTLK 

CVwfcntKLEI. 

c*m 


Total 
Number 
of unit* 


M 

HI 

282 

2*4 

124 

107 

193 

155 

I.W7 

32 

247 

135 

310 

M 

10 

140 

12 

17 

14 

10 

21 

1 

17 

4 

5 
3 


Klrctrto nfUpropHlwl 


Narnia 
of unit* 


HI 

210 

124 

107 

124 

‘ M*7 

su 

at 


310 

30 

10 

130 


Percent 
Un.Vr 
10 yr 


100 


30 

100 


loo 


Percent 
HV-20 yr 


VS 


100 


Percent 
20+yt 


ino 

21 

42 

32 

10 


100 


100 


Diesel self-profiled 


Numlwr 
of units 


M 


16 


10 


Percent 
under 
10 yr 


Percent 
10 20 yr 


Priwm 
20+yr 


100 

100 


100 


too 


100 

100 


100 

100 


100 


Conventional coach** 


Number 
of unit* 


74 


185 

48 


58 
143 
*310 

16 

153 


17 


Percent 
under 
10 yr 


100 


Percent 
10-20 yr 


Percent 

20 + yr 


100 


too 

100 


100 

‘.<3 


100 


too 


too 


too 


100 

100 


CVtX’NW 

ica/ioc . 

BS.RN _ 

CRfP.CRlP .. 
kriw,nii,w 
wwmr _ 

PC'TC _ 

<*WB,'C89SH_ 


***** in afr from „• to 25 yt , 

1 R«fn In *r» front 12 to 65 yr. 

*Avenc«ace 12>r 
J***** m Iyr-tretadr* (1 MO repilpinent. 

Am + a«, | yrir _ niA>0f "irtWLnt prt*mm in 1074. 

- |>Ihs [mi. angers. Tlie Chicago .1 Northwestern 

| ,im uisetl more than 280 of these suburban honchos and. 

the service showed a small profit, the railroad 
*■**aNp t n finance these purchases. 

"J? 197o i wjuipmenl purehaaoi on all the Chicago 
lfn ll,UN Hwwrally have been made with ITMTA 
^ n J‘ s * ^ilwads provide the local share by donut- 
u * depreciated equipment to a Suburban Transit Dis- 

i, UM ^ ^strict then arranges to rehabilitate the 
^^ipment. 

^° n,mnce f° p the major suburban services 
^ a ^ 0t r *^ Dr *® wm ^what bet ter than that within 
of M ^hle1*5 summarizes on-t ime performance 
1 m< 8 <:,,r ying 85 percent of the riders in the 
it*.* 3 ?** ,or Ma . v through October 1974. The on- 
° naance for most of these railrxxids was 
^ in * ^ non ^ a * evc l of service that meets the 
I^fl irit requirement for suburban services. 



• Average age33 yr. 

1 Average **• 13 yr—does not Include 41 new earn delivered In late 1974. 
1 Awk|(i age 34 yr. 


Source: Owner statistic*. 

Table 15 .—Summary of on-time performance for nctcctcd Chi¬ 
cago nuburban nervier*' 

^ .. . Percent 

Ha II road: on-time 

IVnn Central______ 113.3 

Burlington Northern_ 01.5 

Milwaukee Hoad___ 07.4 

Illinois Central Gulf_ 97 . 5 

('h lea go Jk Northwestern_ 03. 0 

Rock Island_ as, 0 

1 Source: Commuter Railroad* (Jan. 1975). Data cover* either all of 
1974, or aample 2-month period*. In cn*e of duplicate route* for one 
railroad. data tvprc*catK average of all route*. Hating allow* for a 
T> minute achedule deviation, except BN which allow* but S-mlnute devia¬ 
tion during rush hour*. Milwaukee which allow* 3 minute* at all time*, 
nml C. A N.W. with a minute allowance. 

Identification of Corridors 

Section 206(a) (7) of the Act, directs the Association 
to include in the Preliminary System Plan “the identi¬ 
fication of all short-to-rnedhirn distance corridors in 
densely populated areas in which the major upgrading 
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of rail lines for high-speed passenger operation would 
return substant ial public benefits.” 

Two general strategies arc possible for the develop¬ 
ment of rail |KU«enger services. Funds can be con¬ 
centrated in a small number of corridors so that major 
improvements can be made in speed, thus substantially 
improving the competitive position of rail service with 
both the automobile and the airplane. This strategy is 
recommended in the Amtrak Five Year Plan released 
in August 1974. The reasons underlying this strategy 
are that only a major increase in speed, such ns planned 
for the Northeast Corridor, will attract passengers from 
the other modes and that the only fair test of the long 
term potential of passenger trains would be through 
major upgrading. The counter-argument is that invest¬ 
ments of the magnitude required for very high-speed, 
high-frequency service are justified at this time only in 
the Northeast Corridor, which is unique and already has 
a heavy proven ridership base. Concentrating major 
expenditures on a limited route structure where the re¬ 
sults are uncertain, and at the same time leaving other 
equally promising routes without sendee altogether, 
seems in USRA’s opinion an imprudent policy. 

The Association recommends the second approach. It 
contemplates a broad-based program of service improve¬ 
ments graduated over time according to public need, os 
demonstrated by uctual ridership. This has two impor¬ 
tant advantages. First, it offers to a broad cross-section 
of the public an opportunity to demonstrate, through 
actual usage, the extent to which passenger sendee 
really is desired. Second, it minimizes the risk that largo 
sums of money will In* s|>ont on services for which de¬ 
mand may never develop. If and when demand becomes 
sufficient, service can l>o upgraded as appropriate. If 
demand does not materialize, service can !>o discontinued 
l>cfore a major loss of public funds ensues. 

Critics of this strategy argue that moderate service 
improvements might not Ik* sufficient to develop the full 
j>otential use fid ness of the passenger train. USKA has 
adopted this second strategy, nevertheless, in the belief 
that costly public commitments for high-speed service 
cannot Ik* justified at this time. There an* too many 
markets which have either no service or unsatisfactory 
service at present. It would Ik* letter public policy to 
support development of a basic system of rail services 
between major population areas so that expansion can 
Ik* implemented when and if it is required. 

In CSKA's opinion, proven demand Ixith present and 
past is the lM»st indicator of usefulness. Provision of 
service where then* is none now and upgraded service 
where some presently exists will provide a sufficient 
basis for im plementat ior\,of a logical and efficient pas¬ 
senger service improvement program. 

Approach. IJSUA’sapproach to identifying |>otentiu! 
corridors was find to survey the opinion of interested 


parties, such ns state and local governments, Amtrak, the 
United States Department of Transmutation andtr* 
National Association of Kailroad Passengers, for their 
judgment on which areas had potential for fliccessfa) 
rail passenger service. These areas were matched agtiist 
the criteria used by the U.S. Department of Tninspor 
tation in developing recommendations for tin* origin*] 
Amtrak route structure. These wen;: 

• end point cities with Standard Metropoljfcui Sta¬ 
tistical Area (SMSA) population of one million 
persons or more, 

• distance of 300 miles or less between end points. 

• railroad right-of-way connecting the end points 
which could presently or potentially !*■ utilized for 
passenger trains with average speeds competitive 
with those* of highway transportation. 

Through this process, 18 city pairs qualified as poten¬ 
tial corridors. 

Each potential corridor thou was considered for tiro 
possible levels of rail passenger service. Ixwel I corri¬ 
dors were defined as those where heavy demand for nil 
passenger service already exists and major liencfits from 
service improvement could !>e expected. Such corridocs 
would receive service essentially comparable to that pro- 
posed for the Northeast Corridor in the report of the 
Secretary of Trans|>ortation. The report recommend? 
80 m.p.h. average speeds with maximum speeds up to 
150 m.p.h. Included are departures every 30 minutes 
during heavily t raveled times of day. 

Level II corridors were defined as those where the 
demand for rail passenger service is less ami whereswh- 
stantially less public benefit can be forecast Such cor 
ridors would qualify for developmental serviceilesigm*<l 
to measure public use. It is recommended that this sen 
ice utilize either new rolling stock specifically designed 
for this service, or existing equipment refurbished an i 
modernized to the greatest extent practical. Tram? 
would operate at maximum speeds in the 80 to IW 
m.p.h. range primarily over rights-of-way 
for freight service. Implementation of new or 
passenger service would dej>end upon the existence n 
this improved right-of-way, and therefore corridor 
already |w>ssossing passenger service would recent i® 
provoments before those without existing service- 

Two factors underlie the consideration of tvro _ 
of service improvements for potential corridors, * 
Amtmk's experience lias demonstrated that, ^ 
proper marketing, people will ride trains. Intc 
level improvements ns described for I^vel II ^ rn . 
will provide a useful tool for analyzing ^ 

Secondly, previous studies have indicated that 
expenses associated with passenger operation ^ er 
in the 120 m.p.h. range are two to four fim« 
tlian for S|K*eds in the 80 in.p.h. range but do p 


improve 

improved 
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.mujKirabk* inctvaaes in ridership.* Therefore. limiting 
.]^v<I innnt^ mi these routes to the MO in.p.li. range 
n<M| |j | u ,|p to conserve capital while still offering the 
ji.iUii* sal stuntmlly improved service* 

TIk» H*kvtion of individual corridors for various 
Irfebof serviev improvement utilized a combination of 
Matisticnl datu and intuitive reasoning. As a starting 
pint, a melht*lology developed for TSKA by Ilar- 
brulgi' House was used to estimate the relative magni¬ 
tude of wm-economic public benefits to be derived from 
service improvements in several of the jwten- 
tul corridors. It did not attempt to assess the value of 
a change or addition in service in an absolute sense, but 
the mine of one service expansion in relation to alterna¬ 
tives or in relation to current service. As a result. it pro¬ 
duced relative rankings of alternatives. Projected non- 
•vnfiomu benefits we it? estimated in terms of the relative 
rtfM of the service with respect to congestion, air qual¬ 
ity ami energy • unsumpt ion. 

There were two basic steps in estimating the non* 
Mmomic lienefits of pnssenger service. First, present 
an«l projected ridendlip in terms of revenue passenger 
miles vjLsdevcIo|Kil. For existing services, 1974 Amtrok 
•Utt was used. For services a I ready planned for upgrad- 
iagby Amtmk, ridership projections prepared by Am- 
Ink were adopted. 4 For proposed new routes, 1979 rid- 
rrship tv*a estimated, using a mathematical model 
•Wgned to forecast travel demand based on city pair 
populations and the distance hetween those two cities. 
TU- model was calibrated using ridership over existing 
routes. 


The second step was to apply present or projected 
ri»lership figures to certain factors reflecting the impact 
rail, air and highway transportation upon air quality, 
consumption and congestion to produce an index 
°f aorial lienefit of each category. The indices produced 
by this analysis were used to rank selected existing serv- 
llfSM VVl *H those planned and proposed for upgrad- 
,n ?- Although these indices were not designed to lie use- 
^ «n •stahliHliing absolute benefit levels, they did 
lrmulta picture of the illative bimefits of the services. 

bsts the IS potential intercity passenger 
‘rri lui-s which were identified for the study. Many of 
l MI * r ^ have :i numlior of characteristics in com- 
| Tjpirnlly. they cover ail area 25 to 50 miles wide 
y' 1lo ,,0m WiiloK long. Population density is often 
throughout the corridor, congestion in the trails* 
™""**** * san important concern and air |h>Uu* 
seri(, Us problem in many of these areas. In 
JI ^H ^aivas tit the general description of places 
tin i i ' 1 r,l, ^ht make an ii«|>ortant ©ontribu- 

_ h ( t tu> ^ty of life. In each of these* corridors the 

W /'* * w oluejit of Transportation. Surrey to Octet mine 
‘ x *U*ui HhU nnoNcrrf Vrhtcte Service, 4al> 1973. 

Oivrratl,., Corporation. “Five Year Financial I*i 

* * K AcriiiUltlon*. FUcnl \>ar« 11#7,*V- 10T0.*• 


l*ru- 


end point cities are connected by one or more rail rights- 
of-way which could I** used to provide some level of pas¬ 
senger train service. 

Table 17 summarizes, for the corridors studied, the 
social lieiicfii indices develojiod with the Harbridgo 
House methodology. The indices atv divided between 
existing liigli speed service, that which is planned for 
upgrading in AmtrnkV Five Year Plan and proposed 
new service. The index totals fall into two groups: that 


Tahlk 10 .—Potential intercity passenger corridor* 


Corridor 

Rail 

tulles 

11*73 popt 
itan suit 

First 

8 MSA 

ilatlon for 
stical area 

Knd 

SMSA 

standard l 
(8MSA) < 

Inter* 
i... db6a 
BMHA's 

tneiropot- 

(mtlllons) 

Total 

8M8A 

popula¬ 

tion 

served 

Northeast Corridor: 






(a) New York-Washington. 

22S 

3,117 

2 91 

9.92 

22.80 

(b) New York-Boston... . 

m 

4L97 

2.90 

ZS4 

15.41 

Sew Yark’BufTtUo (vtu Albany). . 

437 

U- 07 

1.36 

272 

14.04 

Chicago- Detroit.. 

»« 

7.61 

4.43 

.81 

12 85 

Clrvdand-Chlcago.. .. 

340 

2. GO 

7.61 

1.04 

10.71 

Chlcnfo-Clnctnnatl (via Indianap¬ 






olis).... 

3TW 

7.61 

1.38 

1.11 

m to 

Cht<w*o-8t. Louis (via Sprintfield). 

2 M 

7.61 

2. 41 

.27 

10 06 

Chlcuco-Milwaukor ...... 

US 

7.61 

1.40 


9.01 

Philadelphia-Pittsburgh.. . 

3iH 

4.62 

<■; 

1 12 

8.34 

Detroit-Cincinnati.. 

2*2 

4.43 

1 .38 

1 61 

7.42 

iMrolt-Bulfslo. 

231 

4.43 

1.36 


5.78 

ratstiurfh-Indlanapolif (via Co* 




Iambus).. . 

371 

2.40 

1.11 

1.86 

5.37 

Waslilnclon-PlttsbuTfh (via Cum- 






beriand). . 

‘m 

191 

2.40 


5. SI 

Ckvoland-Plttsburgh (via Youngs* 




town). .. 

131 

2.06 

2.40 

.64 

A 00 

Washington Norfolk-Newport News 






(▼In Richmond). 

1*8 

2.91 

1.02 

.54 

4.47 

Cleveland-Cincinnati (via Colum¬ 






bus).*..... 

2*0 

2.06 

1.38 

L 01 

4.46 

Indlauapotls-St. Louis... 

240 

1.11 

2.41 

.16 

3.70 

Clcveland-BuiTalo. . ... 

134 

106 

l.XS 

.20 

267 


T 


Soarcf: Bureau of theCensus, “Rankin*of U.8.StandardMetropolitanStatistical 
Areas,** Ihc World Almanac and Book of Farts: IV74. Newspaper Enterprise As¬ 
sociation, N*w York City 1973, p. 156. 


Table 17. — Public benefit index for selected service improvements 
based on Har bridge House analysis 



C-on- 

Pabllc benefit 
Index 


Corridor 


Eueary 

con¬ 

sump¬ 

tion 

Air 

tjuality 

Total 

EUstinc hlgh-sfieed service: NortlwaAt 
C««rt<lor . . 

1.00 

l. 00 

1.00 

1.00 

I*lam»rd for trpgradliiK by Amtrak * 
Chh*aaoto Milwaukee. 

. 17 j 

.16 | 

.31 

.29 

New York to Huttalo i via Allamy), 

.16 ; 

.60 : 

.09 

,11 

Chleago to St. Louis. . 

• 17 

,24 

.07 

11 

<*hlrogn to Detroit 

.17 

.26 

.07 

.It 

Proposed services: 

Detroit lo Cliirinnatl . .. 

.08 


. tn 

,06 

Pltt'dmrgh to IndiiUiapoUs 

07 

.04 

.06 

.06 

Chteago to Cincinnati 

06 

.no 

.01 

.09 

C’leveland to Pltul ninth .. _ 

.03 

.uu 

.IS 

,W 

Cleveland to Rnefunati . 

.01 

.05 

.tn 

.02 

Ih'trolt to Buffalo ... . 

to 

.03 

.00 

.01 


1 1 1 utiers represent total bone flu from eiistlug and Improved services. 
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which is extremely high, i.e., New York-Wnshington, 
and t Iiom* which are moderately high or so low as to 
lx* insignificant by comparison. Clearly, where public 
I mu ir fits most heavily justify high s|H*e<l corridor serv¬ 
ice. it already exists. In corridore other than the North¬ 
east Corridor, benefit indices are so minimal by com¬ 
parison that further analysis would Ik* needed before 
implementation of high s|>eed service is undertaken. 


Recommendations for Corridor Service 

The following recommendations are in accord with 
USRA’s position flint expenditures of the magnitude 
required for high-speed Northeast Corridor-type serv¬ 
ice la* made only where clearly justified hv potential 
public benefits. Amtnik is free to supplement, reduce or 
modify the concept of future service improvements as 
its studies indicate necessary, hut it is urged to consider 
thoroughly the following approach. It is recommended 
that high sj>eed service I** established only in the North¬ 
east Corridor. All other corridors classified ns Ix*vel II 
should receive new or improved service ns outlined. 

The proposed service improvements for each corridor 
are shown in Tnhle IS. The concept underlying these im¬ 
provements calls for an integrated network of corridor 
services which will provide a minimum frequency of 
t wo trains in each direction in each corridor. Appendix 

Taiilk IV Summitry nf tTrow Mended wrvire impnivunwhl* 



Prcjtrnt service level 

Rccornmrtidrd 
•rrvlcc level 

Corr1«lrrr 

Trnn- 

alt 

| tunc* 

NuniU-r 
of daily 
round 
trtpa» 

High¬ 
way 
travel 
times 1 

Tnui* 1 
all 
Umr 

Nutn- 
la»r of 
dally 
round 
trip* 

Unt I: 

Northeast Corridor: 

New York io Washington 

m" 

90 


r»r 


New York to ItafUm 

00" 

II 

VC0" 

aw' 

C) 

U-tvl 11: 

Chicago to Milwaukee 

11 0" 

7 

r\ir 

riv* 

l( 

New York to Buffalo 

VJO" 

3 

low* 


i 9 ) 

Chicago to 8t. tatdx 

vr 

3 

ri‘3tr 

V30' < 

i 

Chicago to Detroit ....... 

race 

2 

*tW’ 

i 5'00" 

i 

IX trtilt to Onritmall . 

Mona 

0 

cy oo" ! 

! i*»" 


IMUsUurgh to lodiaiuiputl* 

fr'XY' 

> 1 

*'00" 

1 r*r 


Chicago to Cincinnati 

IW' 

« l 

AW* 

6*1 h” 

1 

Cleveland tu intbdmrgli. 

Notir 

A 

1 15 M 

JW' 

1 

Cleveland to CJoetunatl 

Non# 

0 

S'45" 


1 

OvrlaiHl to Buffalo 

None 

0 

vi sr 

3'IV 


Philadelphia lo lltuiiunrh 

n tr 

• 2 


r<xr 


Washington to Pltlabunrh 


<>•> 

tt'00" 

6 f <kY' 


Washington to Norfolk. 

1 Now 

0 

5'00*' 

W i 

i 

Detroit to Buffalo 

w 

1 

r43° 

voir 

I 

(’lewtaud to 1 ’h Inigo 

None 

0 

H'00" 



Indianapolis to Si fwnuis 

C.VY' 

M 

*.*i*r' 

4'00" 



• H«w| on rairrrnl Amtrak Umelaldr. 

1 VlorUlu-fl Itrvi.fJ Mr Nall) trip tirurn which reflect IW* mph *pre<l limit. 

1 By I'jCIA frv<tu« -y •bould Im* »,t»ourl> Now York to Washington. a»’«1 ty-hourly 
Near York to Bouton. by Ittc? fmjtwnry should Ik* tf-huufty NVw York lo W»M»- 
infton. and Ikrnirly \\-a York to Boaton 

• 3 routid ij\\* Rtiffiiifl to Syracuse; 4 fraud trip* Syrwuw to Allany; 7 round trips 
Atlony to NVw York 

1 liony dJ«tt»n<• Inline operating In propos'd rorrbtocv 

• t dally round trip plus I firidllioofU rmuut inp tnwrrkty vta Ilorrldairr. Al«o I 
«lully found trip Washington to Cumlwrlatid. 


G contains recommended rail routings for these serv¬ 
ices. Coordinated bus service should be considered to 
establish the network prior to completion of neccauv 
track upgrading and could ultimately serve to feed 
passengers to rail routes. Adjacent corridors would be 
linked, either through direct or convenient • onnectiog 
services, to provide schedule availability between major 
cities. Downtown-to-downtown transit times would be 
competitive with auto,and, in some cases, airline trawl, 
and the service would be directed at ntt racting primarily 
nonbusiness and. to a lesser extent, business traveled 

To minimize operating and capital costs, equipment 
assigned to Level II corridors would Ik* standardized and 
schedules tailored to obtain maximum ridership and 
equipment utilization. In this manner, it is estimate 
that train service in the Region ('an be increased by 
almost 187 percent while additional equipment neejuire- 
ments will increase 100 percent. The integrated corridor 
concept is discussed in detail in Appendix (j. 

Rosjamsibility for detailed planning and implemen¬ 
tation of improved services will He with Amtnik. The 
planning and marketing studies required will consume 
considerable time, and even if planning wen* complete 
today mid i i quipim*nt available, the present deteriorated 
condition of track in the corridors would preclude tlx* 
running times suggested. Upgrading of nil corridot? 
in question will require ait least 5 to 10 years. It 
recommended that, due to the lead time required for 
implementation. Amtnik immediately lx*gin [dunning 
servi(*e for the identified corridors. The alternative of 
waiting for a crisis similar to the 1973-74 energycrush 
and then attempting to establish quickly a patchwork 
of uncoordinated service must Im» avoided if the Raw 
is to have a rational, coordinated passenger service 
net work. 

Amtrak may also wish to consider introducing 
ice between additional cities which did not qualify* 5 
corridors according to ITSRA's selection criteria. F"i 
example, some non qualifying areas suggested in 1 * 
original corridor identification proce^ include Ihiston 
Portland and New York-Binghamton. If detai 
marketing studies produce evidence of sufficient P** 
senger demand. Amtrak could initiate service iu an ' ^ 
all of these areas. If demand is sufficient only 
level interest in initiating service, a combination o 
state and federal funds could Ik* used under t ( 
visions of Section 403(b) of the Rail Passenger * n * 
Act of 1970. A number of cities in Illinois. . 
and New York area presently receiving service w* 
this type of arrangement. 

Passenger Policy Considerations 

The l«*vel of passenger service, ljoth iuttniO 

1 . i f'nrurrte*** 

suburban, will undoubtedly increase, ami ** , 

iiects that the quality of service will I# n,i b '' » 

lmprove passenger service, the it t »w>i » 
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AUTO-FERRY SERVICE 

The Association also recommends that Amtrak in¬ 
vestigate an auto-ferry sendee similar to that presently 
provided by Auto-Train. The overwhelming demand 
for Auto-Train service and the fact that Auto-Train 
stockholders receive a significant return on investment 
sights that some type of auto-ferry service operated 
by Amtrak may prove to lx* financially rewarding. Ad¬ 
mittedly, the Florida mute is a lucrative one for Auto- 
Tnin sendee because of the magnitude and nature of 
Mtomobile travel l>ctween these two markets. Whether 
the }*me concepts could be profitable on other Amtrak 
routes is another question, and the answer would re¬ 
quire detailed marketing and operating studies. 

One area in which the auto-ferry sendee may be justi¬ 
fied in the Region is between Harrisburg, Pa. and a 
location in the Chicago metropolitan area as shown in 
Figure fi. A schedule between these two points similar 
to the current Broadway Limited schedule would pro¬ 
ride overnight transportation for passengers and their 
automobiles 1 n’t ween strategically located terminals. 

The major east mast cities of Boston, New York, Phila¬ 
delphia, Baltimore and Washington would be served 
through a relatively short drive to Harrisburg, while 
the Chicago terminal would serve not only that city 
but also the midwostem cities of St, Louis, Milwaukee 
ukI Minneapolis, providing a gateway to the western 
Tailed States. 

For these lessons, 17SRA recommends that Amtrak 
perform detailed marketing and operating studies to 
determine the feasibility of operating an auto-ferry 

ween these two j>oints. The concept of carrying auto¬ 


mobiles and their passengers on the sAme train offers 
travelers an opportunity to combine the flexibility and 
convenience of the automobile with the comfort, and 
economic^s of the train. While A mtrak's service attempts 
to divert passengers from their automobiles, the auto¬ 
ferry concept attracts passengers and their automobiles. 
The technology is available now, and it would utilize 
excess rail capacity. 


AtftO M**vtt*VK* 

H3* TKAMPO*1rt«G ••ASMfcCJt’WS AM} Ac-roNumji 
Wl I AT? O04S1 MO W»MI 



If such a service does prove successful in attracting 
sufficient ridership, Amtrak may want to consider pro¬ 
viding a second service between Albany, X.Y. and Chi¬ 
cago in order to attract the overflow from the New York 
and New England area. A further consideration, if 
demand warrants, could Ik? the extension of auto-ferry 
sendee from Chicago to Denver, thereby providing this 
unique service to Western cities. 


* . ^° r SWT ^ ce quality and track which also could have 
•significant impart on ConRail. For these reasons, pol- 
|!' lotions of facilities control, operations control and 
faring must r>c considered by USRA to implement 
,rn proved passenger services. 

t ^ control .—Responsibility for facilities in- 

^°^ C ‘ Vnift king authority over all functions j>er- 
i&^n^ *° physical condition of the railroad. This 
f 1 08 proper maintenance of track, signals, struc- 
j B an r lu addition, policies concero- 

apitn improvements such as grade crossing elimi- 
^ U ^ on curvature and various types of 
•cro an ^ **nictiiral modifications must be set 
f ° th ° ^ n icc fo P» vi< W- When facilities 
^■inr ( ° f m0rc ^ ian ono ^P° °f operation, policies on 
•ccour m^ in< * improvements must take into 

Fop / f) ^ cn conflicting needs of each user. 

the standards of track geometry and 
vJ f ^ 0r speed passenger train oper- 

tiomj f,X>m rw l u * I ‘ e ^ for conven- 

" l! Jin ^ passenger trains. Similarly, the wear 


caused by freight trains with heavy wheel loadings tends 
to be more severe than that caused by passenger trains. 
Both of these variations will dictate different levels and 
typos of maintenance effort which must lie reconciled if 
the two services are operated together. A more clear-cut 
condition exists for allocating responsibilities where fa¬ 
cilities required for one type of service could Ik* elimi¬ 
nated completely if the service were not provided. Ob¬ 
vious examples are classification yards for freight trains 
and passenger terminals and support yards for pnssen- 
gertruins. 

It is r.SRA’s recommendation, therefore, that when 
the facility exists for the exclusive use of passenger 
services, the passenger entity involved must bear the 
full responsibility for facility decisions. If more than 
one passenger ent ity is involved, obviously arrangements 
for dividing these responsibilities must lx* worked out 
by the parties involved. 

Where a mix of passenger and freight services exist 
and passenger services predominate, the passenger serv¬ 
ice entity should have primary responsibility for facil- 
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ity decisions. Con Kail should be responsible for any 
additional facilities required for its operation, such as 
indust rial sidings, as well as an appropriate share of the 
cost for use of the passenger facility. This is similar to 
an arrangement which presently exists between Penn 
Central ami MBTA in Boston. 

Conversely, where freight services predominate, Con- 
ltail should have primary responsibility for facility 
decisions. Passenger users should be responsible for 
additional facilities required for their operation plus an 
appropriate share of the cost for use of the facilities. An 
example of this type of arrangement would be a main 
line rated 60 m.p.h. for freight and 80 m.p.h. for pas¬ 
senger service. To upgrade this facility for higher pas¬ 
senger train speeds would be the responsibility of the 
passenger user. Similarly, any signalling or other con¬ 
trol system required to upgrade a freight secondary line 
for passenger use would be the responsibility of the 
passenger user. 

Opcwtion# control. —Operations control responsi¬ 
bility presents similar conflicts whether one or more 
service is provided. The greatest potential for problems 
exists where traffic volumes approach the capacity of the 
fixed plant. In such cases, interference between trains 
tends to cause delays, and priorities for train dispatch¬ 
ing can have an important effect upon service quality as 
well as the operating expenses of Individual users. Com¬ 
pounding the problem, priorities significantly reduce 
opacity of the system as compared to a system orga¬ 
nized on a first-come, first-served basis. 

Where intercity passenger, suburban and freight op¬ 
erations arc intermingled, the diverse operating char¬ 
acteristics and service requirements of each create a 
complex and often conflicting traffic mix. Intercity pas¬ 
senger trains are generally limited-stop, high-speed op¬ 
erations; suburban trains have mixed characteristics 
ranging from high-speed, limited stops to frequent 
stops with moderate overall speed, and freight trains 
are moderate to slow-speed ojjerations making relatively 
few stops. Although it is apparent thut certain rail op¬ 
erations are becoming increasingly time-limited, when 
combined on the same right-of-way, the operation of 
each can hinder the operation of the others. If one of 
iho users holds resj>on.sibility for operational control, 
preferential treatment is likely. 

One potential problem with ConRail ownership and 
contml is that there is u general public belief that rail¬ 
roads do not give high priority to the movement of pas¬ 
senger trains. There may Ik* some validity to this public 
criticism, as often railroads do not maintain definitive 
l>olicies enforced down to the line supervisory level. 
'Phis can result in an indifferent attitude toward the 
movement of passenger trains. 

It is also rSKA's recommended policy that passenger 
trains he allowed to operate at the maximum speed con¬ 
sistent with track conditions and should be given prefer¬ 


ence over freight operations. While operating conflict* 
between freight, and passenger service exist, ConRail 
should identify necessary operational anil facility 
changes to reduce or eliminate these conflicts and see to 
it that these changes are executed properly at the operat¬ 
ing level. To maximize the degree of coofxuation be¬ 
tween the two entities, it is recommended that ConRail 
and Amtrak agree upon a financial incentive program 
which will reward superior performance nnd penalii* 
inferior operations. 

Financial responsibility .—With the creation of 
Amtrak and the various commuter authorities, tlie bank¬ 
rupts have been relieved of a significant portion of their 
passenger deficits. Certain substantial co^ts still, how¬ 
ever, are incurred by the freight operator^); for the 
most part, these relate to fixed plant ownership and 
maintenance costs. 

The USRA recommends ConRail freight operations 
not be used to subsidize passenger service. Therefore 
ConRail should not continue to carry the cost burden 
of passenger services operated over ConRail facilities in 
any form. It is therefore the Associations re<*ommenda- 
tion that all costs directly attributable to passenger 
service be l>ome by the responsible passenger entity, 
whether Amtrak or the commuter authority. 

The determination of this cost responsibility is often 
quite difficult. The simplest situations to resolve are 
those instances where the asset is entirely employed for 
passenger operations, e.g., cars, track used exclusively 


for passenger o|»erations, shops used exclusively for 
the maintenance of passenger service equipment, sta¬ 
tions and in the case of electrified services (where there 
is no electrified freight service), the related catenary 
and power sul^ystems. 

For such exclusive use, the passenger entity shouW 
l>enr the full cost of ownership nnd maintenance of 
the asset. This could be accomplished through various 
methods, including renegotiation (to nn extent not al¬ 
ready contemplated) of present contracts, negotiation 
of leases which reflect this cost, or a direct transfer 
tlie asset from ConRail. The Final System I Inn 
contain standards for that negotiation. Where there » 
joint use, but passenger operations dominate, it w 1 
policy of USRA that the passenger operators) l*^re¬ 
sponsible for ownership and maintenance costs am j 
ConRail pay all costs directly attributable to rei). 


service. 

On those facilities where ConRail freight 
will represent the dominant user. ConRail *'i 
tain responsibility for both ownership and nmintl 
of the assets. ConRail should negotiate 
contractual arrangements with the passenger e 
passenger operntor(s) to assure that f ^ ^ 

lit able to the passenger service are lH,rm 


operator (s). 
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For example where a line is required for freight 
^rvice that will not be operated at speeds al>ove 80 to 
in ,„iles an hour, the passenger entity should pay the 
related additional costs for maintenance of track sig¬ 
nalling, structures* etc., to higher standards. 

In the ease* of suburban service, many commuter 
agencies have purchased or loused all or a significant 
portion of equipment and facilities used* relieving Con- 
Rail of that responsibility. For example, MBTA in 
Rotfoii has an operating agreement under which Penn 
Central provides stainless steel coaches to the extent 
possible for a specified cost per coach per month. In 
addition. Penn Central agreed to sell to MBTA certain 
agments of track* retaining an easement to operate 
freight and Arntrak serv ice over as much of the sold 
property as is needed. MBTA has the option to pur¬ 
chase additional segments of Penn Central track in 
Mittachusetts and Rhode Island. 

In Connecticut, CTA leases from Penn Central those 
sections of track (plus the power generation and dis¬ 
tribution system) over which suburban service to New 
York is operated. MTA has a similar agreement with 
Penn Central in New York to lease track and power 
md lias purchased a segment of the old New Haven line 
from Woodlawn, X.Y. to the Connecticut state line. 
Similar agreements exist between the commuter au¬ 
thorities and the operating railroad for purchase or 
Woptions for track* power and terminal facilities. 

Finally, consideration must be given to those passen- 
P r services presently operated by bankrupt carriers 
*hieh receive no support from area authorities. 

Such services operated on rail properties designated 
the Final System Plan for transfer to ConRail may 
discontinued provided that no state, local or regional 
transportation authority offers to purchase or subsidize 
1 iem *They may not he discontinued if precluded by the 
tfrms of leases and agreements with such authorities 
which financial support was being provided, at 
* f time of the Acts enactment, for the continuance of 
ftn passenger service. 

{ amount of the subsidy to lx* offered by the oon- 
tvtmg transportation authority should cover the 
i ervnee between the revenue and the cost of providing 
service plus a reasonable return on the value of the 
1 projifrtiea used. An offer of purchase shall be ac- 
i|>aniHl by an offer of a subsidy which shall be paid 
' * w purchase transaction is completed, 
then * i88UniGS responsibility for these* services* 

muhh n *** * 8 l,n< ^ er no °bligation to continue them, 
tb * UUs * ees °f *he bankrupts need only comply with 
m i u . ftn( j ,»j V(% date provision of the Act in 

Vnjf dl8COntixiue services. 

lPr f ar * or ^ he considered in implementing pas- 
aqiijf riM T ^provemente is the method of financing 
fx l^ny*Vf ,n ^ )rov<irne, d °f passenger facilities and 
operations. The Act provides for several 


levels of funding which range from operating subsidies 
to outright acquisition of property. Section 211(a) of 
the Act provides for USRA loans to Arntrak to achieve 
the goals in the Final System Plan relating to improve¬ 
ments in passenger services, and Section 001(d)(1) 
specifically refers to the Northeast Corridor, stating 
that these loans may be for either lease or purchase* by 
Arntrak of Corridor property. 

While the purpose of Section 601 (d)(1) is to insure 
that necessary passenger services arc not lost in the 
course of dealing a profitable freight system, funds 
provided by Section 211(a) must lx* used for other pur¬ 
poses ns well and the use of these funds for acquisition, 
modernization and improvement of passenger facilities 
should be minimized. It is USIiA’a policy that pas¬ 
senger entities should make their own arrangements 
for financing insofar as possible. 

Northeast Corridor Policy Considerations 

Because of the nature of rail services in the North¬ 
east Corridor and the special emphasis given to it by 
Congress, additional specific recommendations must be 
made for dealing with this complex area in terms of 
operations, ownership and managerial control. 

Passenger and freight traffic coexists satisfactorily 
from a capacity standpoint everywhere in the Region 
except in the Northeast Corridor. Congestion is sub¬ 
stantial today and promises to get much worse with 
the expanded development of truly high speed services. 
Most of the approximately 1,100 trains oj>emting daily 
on the Penn Central main line between Washington and 
Boston are passenger trains* cither intercity or subur¬ 
ban. The heaviest traffic is between New York and "Wash¬ 
ington, where heavy freight traffic competes for space 
on a limited number of tracks with high speed Metro- 
liners. conventional intercity passenger service and fre¬ 
quent suburban operations. Tracks on this congested 
segment will be increasingly hard-pressed to meet the 
needs of both the passenger and freight systems. Be¬ 
tween New York and Boston the problem is not so seri¬ 
ous because alternate freight routes exist in that area 
on the Penn Central. 

In the past, particularly during "World War II. the 
New York-Washington corridor ex|x*rienced higher 
volumes of traffic than are now handled. Tn the last 
three decades, institutional and operational changes 
have resulted in a reduction of track capacity. First, 
and most important, rail freight traffic in the past was 
not subject to today's intensive level of truck competi¬ 
tion, and freight trains could be operated on slower, 
less precise schedules. Under present-day conditions, 
shipper demands for more efficient freight service have 
mandated greater reliability and higher speeds. Second* 
average passenger train speeds have increased with the 
introduction of Metroliners. Third, commuter services 
have increased significantly. 
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The prrsont situation seriously impinpos on freight 
operations. Iligh-spwd Metrolinere »re operated hourly 
in both directions between 0 n.m. and 8 p.m., inter- 
sjicrspil with conventional passenger trains. South of 
Wilmington, Pel., where the route is largely double- 
tracked. this pattern of passenger service restricts 
freight movements even without adding the factor of 
suhurbun trains. Should the high-speed service lie in¬ 
creased to half hourly and quarter-hourly frequency, ns 
now projected, for 1982 and 1990 respectively, it will lx* 
difficult to operate reliable through freight train serv¬ 
ices during passenger service hours. 

Through freight train services would deteriorate 
significantly if operations were limited to off-jieak pas¬ 
senger jieriods lietween 10 p.m. and f> a.m. Yard conges¬ 
tion would become acute, and a substantial percentage 
of traffic would lie delayed. The quality of freight 
service today is impaired to some degree by restricting 
some through freight trains to late night and early 
morning hours. During September 1974. through 
scheduled freight trains between New York and Wash¬ 
ington averaged n 3.2 hour delay J>er trip. 

Table 19 shows the growth that lx>th passenger and 
freight services are expected to realize in the next 15 
years. Passenger ridership is expected to grow between 
159 percent and 282 percent; freight traffic could in¬ 
crease between 35 percent and 100 percent. 


TaBI.K 19. — Northeast Corridor, traffic growth projections 
A. PA8SKNOER TRAFFIC—SELECTED SEGMENTS 
| Passenger volumes exprteaed In thousand*) 


Market scgmimL 

1973 

volume 

1990 projected volume 

Low 

potenUol 

Percent 

growth 

High 

potential 

Percent 

growth 

New Yoek-Boston.. . 

1,037 

ft. 400 

430 

9,400 

HA 

New York-Washington.... 

0.571 

17,000 

159 

25,100 

232 

Through New York ... 

m 

1.300 

3S0 

2.300 

736 

Tola) corridor- 

7.380 

23.700 

200 

36,300 

367 


». PRKIOHT VOLUME PROJECTIONS 


Commodity group 

Percent growth (1973-90) 

High 

potential 

Low 

potential 

Bulk -- . .. 

60 

25 

Intermodel . . 

2 SO 

100 

General freight.. . 

130 

40 

Composite ..... 

100 

35 


Sort: Another study of traffic growth performed by Temple, Barker and Sloan* 
for U8RA projects a 30 percent Increase In general tonnage for the Region as a whole 
between 1973 and 1W5. This would appear to support Hechters low potential esti¬ 
mate for growth through 1990. 

Source: Bechtel, Inc Report to Federal Railroad Administration Sept. 19,1974. 

If train speeds and frequencies desired by Congress 
are to be approached in the Northeast Corridor, at least 


tw o tracks will have to be devoted exclusively to inter¬ 
city passenger services. Although two or more tints 
have lieon upgraded for a spccul of 110 ni.pJi, for most 
of the distance between New York and Washington.it 
present all trackage is used by the various services oo* 
tnore-or-lcss random basis as traffic demands. 


Consideration has been given to upgrading North¬ 
east Corridor facilities for continued joint freight uk! 
passenger operations, but this approach has some major 
disadvantages. First, constant freight use of traoksover 
which high-speed passenger trains are operated would 
require either exorbitant maintenance costs or force i 
reduction in average passenger speeds lower than de¬ 
sired for the Northeast Corridor. To operate at high 
speeds with satisfactory passenger comfort, passenger 
trains must utilize roadbeds which meet strict stand¬ 
ards of piugo and alignment. Passenger trains, which 
have relatively light weights on each wheel, causeless 
pounding on track than freight trains with heavy wheel 
loadings. Therefore, as freight train use increases, the 
track structure tends to deteriorate more rapidly, and 
either the riding quality becomes less sat isfaetorjr or 
more money must be expended for maintenance. 

A second problem is that, given the present state of 
the art. it is doubtful that freight operations could be 
conducted with the necessary degree of precision to 
prevent substantial delays of many high-speed pas¬ 
senger trains. As more trains are operated, the prob¬ 
ability of delay would automatically increase. In addi¬ 
tion. freight trains are inherently more prone to delay 
than passenger trains. They tend to be longer and 
heavier, placing substantially more stress upon mechan¬ 
ical components and making failure more likely. ^ hen 
a failure does occur, correction of the problem is corre¬ 
spondingly more difficult and time-consuming. 

More important, however, than the problems created 
by mixed freight and passenger operations is the con¬ 
sideration that this plan would not solve the problem, 
only postpone it. If traffic grows as expected, new in 
vestment in fixed plant will be necessary since a more 
extensive program for the separation of passenger 
freight traffic ultimately will be required. The fa 
plant investment which will have been made for mi 
proved freight yards and connections under this a ter 


native will become obsolete. 

Working in concert with DOT and various co 
ants, USRA staff has studied the Northeast ( ™ r '' ^ 
problem at length to determine the best tnrn<* ^ 
providing separate rail facilities for both 
traffic. There are two basic alternatives for so un ** 
congestion problems of the New YorkA\ ashtn#°&^ 
ment. One of the alternatives would utilize t e - 
Penn Central right-of-way for passong r * U1 ' 
operations on separate tracks. The second -» 
would introduce a parallel route for the* 
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plgBen g er and freight traffic. This parallel route would 
k composed of segments of the IhfcO, Reading, Central 
of New Jersey and Lehigh Valley lines. The two alter¬ 
natives an* as follows : 

1. Inttalf additional trackage on the PC right-of-way 
*, ncrmovy to permit separate passenger and freight 
trim operations. Continuation of both passenger and 
freight service on the Penn Central right-of-way offers 
i number of advantages: freight service would remain 
on the Penn Central with its electrification and superior 
right-of-way and with proximity of industries and 
virth to trunk freight routes: separation of passenger 
ind freight tracks would also avoid congestion and rc- 
Airothe need for tight scheduling, high horse|)Ower 
to weight ratios on freight trains and a rough ride for 
finger trains operating on tracks used by freight. 

hut thr concept is also accompanied by major dis- 
idvantag**. Foremost is the high expenditure for fixed 
plant required to implement the project. Widening the 
right-of-way would be required, which presents for¬ 
midable problems between Wilmington, Del. and New¬ 
ark, XJ, There would also be a negative environmen¬ 
tal impact for the required widening through large 
urban areas such as Philadelphia. Even if the environ* 
mental objections could be overcome, the cost of fixed- 
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plant improvements for the entire New York-Washing¬ 
ton segment is estimated at $1. 4 2 billion.® 

Concern has been expressed over passenger safety 
if high-speed passenger and freight operations are con¬ 
ducted on the same right-of-way. It has been recom¬ 
mended that high-speed passenger and freight trains 
l»e separated to avoid the possibility of sidoswiping ac¬ 
cidents caused by shifting loads, protruding doors, etc., 
as well ns to eliminate the possible risk from freight 
derailments. That there is u certain risk is not denied, 
and the potential damage from an accident could be 
more extensive as speeds are increased. There is, how¬ 
ever, no precise evidence available to quantify the risk 
factor in a meaningful way. Through passenger and 
freight services always have shared the same trackage, 
to separate the services on different rights-of-way would 
remove whatever element of risk does exist. 

2. Remove most of the freight traffic from the PC 
right-of-way by upgrading parallel routes and provid¬ 
ing cross connections to industrial and yard locations. 
This solution, shown in Figure 7, would utilize the 
H&O-RDG-LV route as the main line for freight move¬ 
ment between Washington and Newark, N.J. and the 
RDG-LV route (through Allentown, Pennsylvania) 

* Preliminary estimate furnished by Bechtel. Inc., for the Federal 

Railroad Admin tut ration. 


FIGURE 7 

ALTERNATE ROUTING FOR NORTHEAST CORRIDOR 
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for the movement of freight between Harrisburg and 
Newark. This would free the Penn Central main line 
for almost exclusive use by Aintrak and suburban opera¬ 
tions. The principal exceptions would be local switching 
of freight cars to and from industries located on the cor¬ 
ridor which would continue ns at present. The physically 
separated lines also provide emergency detour possibili¬ 
ties in the event one line is blocked by a serious derail¬ 
ment. The physical separation of trackage provides 
easier access for track and roadway maintenance which 
is of considerable importance where rail lines arc* oper- 
ating at or near capacity. Dispatching and line super¬ 
vision functions for freight and passenger can Ik? read¬ 
ily segregated when the lines are physically separated, 
resulting in fewer conflicts between two essentially dis¬ 
parate enterprises. 

The disadvantages of this alternative are that imple¬ 
mentation would require the restoration of double track 
on the Baltimore & Ohio Railrod between Baltimore 
and Philadelphia, and a number of connections at inter¬ 
mediate points would have to lx* constructed to provide 
access to existing Penn Central yards and industries. 
The fixed-plant improvements required to achieve the 
basic objectives of this plan are estimated to cost $300 
million.* 

USRA believes this alternative offers the most rea¬ 
sonable solution for improved passenger and freight 
operations. It alone can be accomplished with a reason¬ 
able fixed-plant investment, and yet it avoids spending 
large* sums to upgrade an existing facility only to have 
it outlive its economic usefulness in a few years, as is 
the case with alternative 1. The existing Penn Central 
route can be released and upgraded for high-speed pas¬ 
senger service, and the parallel route can be upgraded 
specifically for efficient freight operation thereby accom¬ 
plishing the maximum practical separation of freight 
and passenger traffic. 

USRA strongly recommends this operating alter¬ 
native and to this end has entered into discussions with 
the Chessic System to determine the best institutional 
and operating struct ure for use of the B&O line between 
Washington and Philadelphia. 

Northeast Corridor Management and Financing 

A number of options for ownership and management 
of Northeast Corridor facilities have been studied. Some 
will not fulfill the purpose of providing improved pas¬ 
senger service while allocating full responsibility for 
freight and passenger costs to the appropriate entities. 
For example, private sector ownership was rejected 
Ixx’AUSe of the magnitude of investments required, the 
financial uncertainties, and the desirability of pursuing 
service objectives rather than profit. The history of the 
Act suggests a legislative interest in Aintrak ownership 

• Prrllmlnnry tKilmalcn forrtlhltrd b> istciitH. Inc., for the Federal 

Kali road Administration. 


or control through lease, or otherwise, of Corridor 
properties. 

Should ConRail retain Corridor properties acquired 
under the Final System Plan, Amtr&k and the various 
commuter service authorities would pay ConRail oo 
a lease or user-charge basis. Because the projierty in¬ 
volved would saddle Con It ail's capital structure with 
an unnecessary burden (as the Corridor will not l* used 
as a through freight route) this option was rejected 
Furthermore passenger service costs might be hidden 
in the corridor freight operation to the ultimate detri¬ 
ment of ConRail's function. This left three major op- 
tions for ownership and management of pa^ngerserv¬ 
ice in the Corridor: a federal corporntion regional in* 
thority, Amtrak. and a fixed plant entity. 

Federal Corporation/Regional Authority . This op¬ 
tion would place the ownership, management, wd 
operation of the Northeast Corridor under a new fed¬ 
eral corporation acting as a regional authority with 
state participation. This arrangement would be con¬ 
sistent with Section 200(c)(1)(D) of the Act, which 
states that the Final System Plan shall designate which 
rail properties may lx* purchased or leased from Coo- 
Rail by a state, local or regional transportation author¬ 
ity to meet the needs of commuter and intercity nil 
passenger service. 

Under this option the authority would acquire control 
of the Northeast Corridor through purchase or lew 
from ConRail and would assume responsibility fortrom 
operations, control functions now performed by PfM 
Central, management of needed construction and for 
maintenances! way programs. Acquisition and mainte- 
ance of passenger rolling stock would fall to the organi¬ 
zation responsible for providing the service. After a 
period of federal control and supervision of the au¬ 
thority's activities, individual Corridor states otwld 
gradually assume an owning and controlling role. IIti- 
matcly, a Board of Directors composed of representa¬ 
tives of the U.S. Treasury, the U.S. Department o 
Transportation, Aintrak and the Corridor states* 011 
oversee the authority. 

Corridor states’ incentives to join the authority 
include control of the Corridor and influence over 
timing and extent of improvements, improved coow** 
tivity ami coordination with other public transport! 
services, and participation in long range inanagenw.it 0 
the Northeast Corridor. 

Penn Central properties which are primarily ccm 
muter related could lx? includtxl with intercity 
ties. The inclusion offers the advantage of estabb lin ? 
single entity responsible for all Northeast 
functions, with passenger service as its primary 0 ^ 
five. However, each state would continue to to 
enuea and subsidize its own commuter services an 
be billed by the authority for actual kOSts 
Aintrak and ConRail would contract with -he! 
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for intercity passenger and local freight services and/or 
operating rights with charges based on an allocation of 

§ 

irntrak. The Northeast Corridor is a major Amtrak 
rtvrnue source at present. Amtrak ownership would 
proride the most direct channel to upgrading the Cor¬ 
ner because Amtrak is an existing organization and 
kisasourceof federal funds. 

Amtrak acquisition of the Northeast Corridor is pro- 
rided for as an alternative under Section 601(d) of the 
Regional Rail Reorganization Act. This option provides 
for Amtrak to own the right-of-way, (except the por- 
! fat*owned by MTA/CTA/MBTA and similar local or 
regional organizations). Amtrak would assume respon¬ 
sibility for control functions and provision of train serv¬ 
ice but could, if desired, contract with ConRail for this 
»ork. A separate Northeast Corridor Division might be 
I established within Amtrak to maintain right-of-way 
and Amtrak rolling stock and manage needed construc¬ 
tion. Commuter requirements could be contracted with 
titter Amtrak or ConRail. An independent review board 
night be established to resolve operational disputes, pro- 
ride t forum for local participation, and to arbitrate 
duuiges in agreements. 

Amtrak would acquire the Northeast Corridor from 
ConRail concurrent with conveyance to ConRail of the 
Corridor. The i nuisjx)rtation and maintenance of way 
functions could lie assumed by ConRail at conveyance 
toease the integration of activities between the Corridor 
wd the rest of the Region. This also would provide 
flexibility in assigning ConRail personnel and is con¬ 
sent with the relationship on the rest of the Amtrak 
wvtes, 

fixed plat 1 / 1 txiity . This proposal envisions a facilities 


corporation or a separate fixed plant entity which would 
purchase the Northeast Corridor properties from Con¬ 
Rail. Such a proposal would separate ownership and 
associated capital burdens from the operating function. 

The entity could l>e passive or active. In neither case 
would it assume responsibility for train operations, or 
maintenance of equipment. As a passive owner, it would 
lease the properties to Arntrak or another operating 
organisation. 

If it were to assume this role Amtrak or another 
operating organization would be responsible for mainte¬ 
nance and dispatch control. As described below, how- * 
ever, the fixed plant entity assumes an active role. It 
would lease operating rights to Amtrak, ConRail and 
the commuter agencies but would retain responsibility 
for control functions, maintenance of way and neces¬ 
sary construction. 

The lease agreement bet ween the users and the entity 
would be similar to the existing agreements between 
Penn Central, Amtrak and the commuter agencies. This 
alternative is similar to the Federal Corporation/Re¬ 
gional Authority option except that the fixed plant en¬ 
tity |>erforinsnoon-board transportation functions. Be¬ 
cause the entity would not operate any trains and would 
have no special interests to protect; it would be neutral 
and capable of reconciling conflicting operating 
interests. 

The Department of Transportation is preparing a de¬ 
tailed plan for specific improvements to the Northeast 
Corridor and these improvements are intended to pro¬ 
vide the improved rail passenger sendee required by the 
Act. Specific engineering requirements and cost analy¬ 
ses will be available at the time of the Final System 
Plan. 
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Financial Analysis of the 
Preliminary System Plan 

The creation in the Region of a financially self-sustaining system 
operated by a private corporation ( ConRail ) is mandated by the Regional 
Rail Reorganization Act of 1973. The Act also contemplates that creditors 
of the bankrupt estates mil be compensated for the properties conveyed to 
ConRail through stock and other securities in the new corporation. 
Con Rail’8 projected and actual performance will determine the ultimate 
value of these securities. 

The central concern in Congressional hearings, the courts and pro¬ 
ceedings before the Interstate Commerce Commission has been the ability 
of ConRail to create a fair value for the securities issued to the creditors 
of the bankrupts in exchange for the assets acquired. 

This chapter presents the Association's financial projections (or pro 
formas) for ConRail from 1976 to 1985 on an accounting basis consistent 
with other railroads (except for track rehabilitation, which has been 
capitalized and not depreciated). 

In preparing the pro formas, the Association used sound historical 
and empirical data to project a reliable estimate of ConRail’s revenues 
and expenses. A myriad of complex assumptions were considered in 
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detail } including alternative sources of federal and non-federal finandy I 
traffic growth potential , the impact of inflation , management capabilifawR 
accounting policies and the relationship between rehabilitation amjl 
operating performance . I 

Although the projections call for Con Rail to achieve sizeable 
lional economies , experience positive market growth and thus attain I 
profit margins equivalent to industry averages , the cost of canning d&l 
incurred in upgrading the facilities reduces these gains , and the uncertain I 
future of the economy demands caution in reviewing the precise accumm 


of the estimates . 


The question of whether a financially self-sustaining 
system can be achieved is central to every decision made 
by the Association, the Interstate Commerce Commis¬ 
sion, Congress and the courts. Consequently, the devel¬ 
opment of the pro forma projections received the As¬ 
sociation's careful attention, with much effort given to 
designing the best approach .to the preparation of the 
pro forma financial projections. 

The first section of this chapter presents the results 
of the pro forma projections and compares projected re¬ 
sults of Con Rail with expense ratios of other railroads. 
The second section describes the methodology used to 
derive the projections. As explained in earlier chapters, 
the pro forma statements included in this Preliminary 
System Plan should he viewed as tentative and subject 
to revision for the Final System Plan. 

FINANCIAL PROJECTIONS 

Using the methods described in the second half of 
this chapter, income statements, balance sheets and 
statements of required financing were prepared for 
ConRail both on an uninflated and inflated basis. With 
the economy in its present state of flux, however, the 
Association is studying the manner in which the pro¬ 
jections should be adjusted for inflation. So that the 
potential effect that inflation might have on ConRaiPs 
funding requirements can b© appreciated, an inflated 
balance sheet is presented with the set of uninflated 
pro forma statements (Tables 8-11). 

The Association projects that ConRaiPs earnings in 
1973 dollars will improve from a net loss of $91.4 mil¬ 
lion in 1976 to a net profit of $381.7 million by 1985. 
It is expected that ConRail will break even and begin 
earning a positive net income by the third year (1978). 

Such an improvement in net income represents a dra¬ 
matic turn-around in view of recent trends in the North¬ 
east's railroads, and the present state of the U.S. econ¬ 
omy compounds the uncertainties of the future and 
suggests some caution in reviewing the precise accuracy 


of the forecasts. Yet, the improvement should be paM 
sible because ConRail is not intended to be a composite I 
of the bankrupt carriers but a revitalized, restructured] 
railroad serving the same territory now served by the I 
bankrupt carriers. The opportunity to repair and refaa-1 
biiitate track and facilities, acquire new equipment,im¬ 
plement modern technical developments and cousolidtta I 
the operating organizations, yards and facilities of sill 
railroads is unique in the railroad industry. 

All of the financial information and projections con* I 
tained in this chapter reflect the industry structure re-1 
ferred to ns ConRail I, which is discussed in Chapteri I 
This railroad configuration does not contain the Erie 
Lackawanna, which requested to be included in l SRAf 
planning process in mid-January, 1975, Because of the 
late timing of this request, detailed operating expanses, 
revenues and related financial projections could not 
developed for a system that includes the Erie Urb 
wanna within the time allowed for the Preliminiryl 
System Plan. The examination made to date of such* 
ConRail system indicates that only a modest difference I 
in net income relative to the ConRail 1 alternative I 
should result. The financial projections contained M* I 
in can therefore be viewed as representative of the r* 
system structure identified as the preferred structure!* I 
Chapter 3. 

Cause of Change Analysis 

The 1973 consolidated loss of the lwinkropt 
was $221 million. The difference between this 
the Association's projections of ConRads ih* 
on an uninflated basis represents the nnnmi 
improvement in net income. To evaluate the 
ness of ConRaiPs improved earnings, tlu • ^ ^j f 
prepared a “Cause of Change Analyst t0 ^^1 

projected income with historical income ( •* .J 
2). The variety of factors responsible for the ^ 
change can be traced by reviewing the me - 
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^ 4J11 . j —ConRail, Cause of change analysis, dencaUon of increase in revenues, due to changes in volume/mix and other factors 

(Millions of dollar*, 1073 twur| 


rectus* (to T*bU* 2)_ 

to voicing: 

ifrcun ttir loerrsv*.— 

I 4 fcl Bor »bet«l)r... . 

rmrerr dffldl rr^ovrry....- 

Otfcr ipmtir^ rortR*---- 


ico? 1/xtraH Jt>" to Toiuroo/mii-— 

T*m plo ta oprrtliof rrvenues... —. 


1976 

1977 

1978 

1979 

I960 

1981 

1982 

1983 

1981 

1985 

♦48.7 

♦229.1 

♦ 185-8 

1224.0 

♦237.8 

♦290.0 

8318.0 

8357.9 

83962 

♦44a 5 

8.7 

63.5 

635 

637 

04.4 

64.4 

64.4 

64.4 

64.4 

64.4 

27.7 

77.7 

0 

0 

0 

0 

0 

0 

0 

0 

530 

51.9 

43.9 

45.8 

41.8 

41.5 

31.8 

31.8 

31.8 

31.8 

11.8 

04.6) 

(14.9) 

(18.4) 

(17.6) 

(130) 

(20.2) 

(30l 2) 

(26 2) 

(2a 3) 

101.2 

128.5 

V7.5 

931 

91.6 

88.9 

730 

76 0 

760 

760 

(54.5) 

ioa6 

83.3 

130.9 

186.2 

203.1 

242.6 

281.9 

222.2 

364.5 

848.7 

8229.1 

1135.8 

♦224.0 

1257.8 

1290.0 

8318.0 

♦357.9 

83962 

♦440.5 


Son -JU1 smsants ihw Incrraw or 


Tabu 2 — CcnRail^ Cause of change analysis, reconciliation of ConRail income statement irt/A bankrupt carriers (t97X dollars) 

(Millions of dollars, 1973 bas«) 


lore 


| Otapwiwn ct nn tacomc: 

pnv>] m piuicrtod for ConRail).. 

!/l-«inpcrtrtxvd bv i-«nkrapt carriers.. 

[Gmltbott 

Ttfdoprollnff rmnu^ increase (from Tahir 1).. 

19pr»t«i npuisf* 

TtttliuliUnwv'r U way.. . . 

M*toMort or fQdp'wnl---- 

j ..- . . ,« ,«»»»>« mm m —i 

^«WiI,a3inSniitn»»irr a ml other__ 

Tf **«t*Titlnj fipnues.. tf *„ , r l , w _ 

MttllftiriC . 

|hNh«i. . 

I ... 

__ 

I total** anil r;..villaneous income anti rsperjsra» 

[■•"taprnw 

J5“* 4h “"wl l .... 

f«l«nl mm..... 

*“• ml*»:Ui»ooi InUnM._....._ 

Tculouar.. ._• _ , • . 

TcUldttn^u^ _ . 


♦01-4) 

mi.o) 


_ 8129.0 


40.7 


02 . 8 ) 


967 


f 133.8 


1977 


1(77.4) 

(221.0) 


♦193.8 


229.1 


(215) 
(114) 
(44. a) 

mi) 


0oa») 


85.3 


♦ 193.8 


Cfcu ** Prtaiarily (tor u* n^or* miration 


and mtrocturti* of bankrupt roods. 


1978 


831 M 

(221.0) 


21X4 

a 5) 
( 10.0 
(17.9) 


(24.8) 


01.8 


8252. ft 


1970 


|U8.1 
( 221 . 0 ) 

8358.2 


224.0 


18.0 

(1A.0) 

(61) 

<16J» 


08.2) 


lMX 4 


8358.2 


1960 


♦1ML8 

( 221 . 0 ) 


♦381.8 


257. 8 


(1L7) 


135.7 


8391b 


1981 


8218.1 

( 221 . 0 ) 


1439.1 


29ft 0 


18.8 

(213) 

13.8 

(119) 

(4.8) 


153.7 


♦439.1 


1983 


8253.0 
-‘-•I •• 


♦174.0 


318.8 


L2 


154.2 


♦1710 


1983 


tts&o 

(221.0) 


1984 


83 W. 7 

CBUD 


3A.2 


181.3 


♦MM. 9 


184.9 


1985 


8381.7 

( 221 . 0 ) 


8580.7 18017 


mi 


(0.3) (1314) 


07.1) 


179.3 


3180.7 3002.7 


NOTH- All amcwnU show Increase or (decrease) net Income, l.e., positive vaIuts 
I ncrease net Income and nefative value* ( ) deermae Income. 


I f’ L ln ^ huso of Change Analysis." A discussion 
I tnon? significant factors follows. 


I tatenuei 

[ irrri grating revenues are anticipated to 

. J° nie million over the consolidated 107M 
I ft'KaHiV * ^knipt carriers. The majority of the gain 
^ t0 * nc,vns °d freight revenues, apprnxi* 

It* bviflcV ,liUi0n in lm - T,1 <* includes $50 mil- 
a result of diversion. These diversions 


result from ConRaiPa ability to pick up direct routings 
from originations now interchanged with other rail¬ 
roads. 

Other sources of revenue gains are not related to 
volmno growth. These sources are: 

Selective rate increases amount to nearly $65 million 
by 1-5. Both freight rate increases und switching serv¬ 
ice • 1 iges are included. Ffright rates increase $56 mil¬ 
lion u\ switching $0 million. The freight rates in* 
civ: reflect the results of a program to selectively in- 

ctvu tariff rates on non-compensatory movements. 
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Light density tine subsidy to ConRail is estimated at 
$28 million 1 in 197(1 and 1977. This amount assumes 
that ConRail will receive subsidies on u fully allocated 
cost basis for operating lines otherwise scheduled to lx* 
abandoned. A fair return on investment was not incor¬ 
porated into the calculation as the Association does not 
anticipate that ConRail will assume ownership of these 
light density lines. To reflect the abandonment after 
1977 of these lines unable to cover their costs of nitra¬ 
tions, operating expenses were reduced by $106 million 
and revenues by $78 million from 1978 through 1985, in 
t he pro formas. 

Passenger deficit recowry represents the amount of 
direct subsidy required of Amtrak and the regional 
commuter authorities to more fully compensate Con- 
Rnil for operating these passenger services. A fair re¬ 
turn on investment was not incorporated into the deficit 
as the Association did not find it possible at the time 
of this writing to determine the underlying value of the 
subject passenger assets, or to set its final strategy re¬ 
garding conveyance of passenger properties. 

Each regional passenger contract was analyzed sepa¬ 
rately. and the results were then aggregated to ascertain 
the total amount of subsidy ConRail should receive for 
passenger service at 1973 o|x»rating levels. Costs were 
developed on a long-term, fully-allocated cost basis sim¬ 
ilar to the recently negotiated, but not implemented, 
Amtrak contract with the Penn Central. 

Revenues were based on tlie amount of conductor and 
agent receipts and subsidy payments actually received 
by the carriers in 1973. The total annual costs and rev¬ 
enues were then adjusted to reflect the gradual declining 
usage and reimbursement for maintenance expenses of 
the Northeast Corridor by ConRail as indicated by the 
deficit repayment decline to $32 million by 1985. To 
implement the assumption of full cost reimbursement, 
ConRail will have to negotiate a revision to most of the 
existing contracts with the passenger authorities. 

Other operating revenue includes mail, joint facility, 
switching and demurrage revenues and passenger sub¬ 
sidy reimbursements projected on a declining basis con¬ 
sistent with the gradual removal of Con Rail’s operations 
from the Northeast Corridor. 

Expenses 

Maintenance-of-way expenses reflect the outlay re¬ 
quired to maintain Con Rail’s mad and structure facili¬ 
ties at a level consistent with design specifications. 
Initially, the amount of maintenance-of-way expenses 
is less than that incurred bv the bankrupts clue to the 
rationalization of the system size and the adoption of 

• Tbf Kubhtrty raqtitird to o^ratr thw IIum on a long-tirm tm»l« 
would mi in rally Iw cr*af<*r. Thr $28 mil Hon »nb»My In th<* pro forma* 
do*-* not Include a of return factor, a rehabilitation program nor 
n bUrhcr level of normal maintenance. In calculating the amount of 
Kubutdy needed to operate these lines over a Ion* period, such costa 

would have to be Included. 


modified betterment accounting which lpitalfcrc t|:,, 
substantial expenditures for maintetinn* , “f-wny n** ta . 
bilitntioii instead of excusing them. On i rmi,| , , 
basis, however, ConRail will incur maintenance-ofinu] 
expenses some 60 percent greater over the 10-year period! 
than the bankrupt railroads realized in 1973. 

Maintenance of Kquipvunt expenses are slightly 
greater in 197fi and approximately 9 percent greatertr 
1985 than the consolidated level reported bv the bank- 
nipt carriers in 1973. The increased costs iosult fmmtbr 
extensive repair program developed for ConRail to 
reduce the high bad-order ratio of the bankrupt car-j 
riers. The bad-order ratio is 10.7 percent currently; 
proper fleet maintenance should produce n ratio of ip 
proximately 5 percent. 

Transportation expenses are approximately equal in 
1973 and 1976. By 1985, they are projected to show a 
2*£ percent improvement over 1973. Since Con Rail* 
largest operating expense category is the Transporta¬ 
tion Account, however, this improvement repiwntv 
savings of $27.3 million over the 1973 level despite in 
increase in traffic handled. The gradual decrease in 
transportation expenses occurs from the implementatien' 
of improved car handling procedures and systems 
merger effects and the impact of rehabilitation of 
facilities. 

Net car hite paid is composed of net |>er diem and 
mileage payments and car leases. Over the planum 
period, this account is anticipated to decrease $28.51 
million in 1976 and $80 million by 198S relative to the 
level of the consolidated bankrupt carriers in lf>73. Thej 
favorable change principally results from use of an 
improved car distribution management -vstem. the im¬ 
pact of rehabilitation on transit speeds and thcassunf-j 
tion that ConRail will acquire cars through purrh 
rather than lease, reducing the amount of tense pay 
merits over time. L 

Other rents % interest and miscellaneous income 
expenses are initially projected to lx* higher than t 
were in 1973 because ConRail will not have th 
opportunity to offset the expenses with income " 
nonoperating real estate properties. 1 his initio osfo j 
miscellaneous income is diminished in later >* an? 
income is generated from ConRail's short term in v I 
ments. The build up of short-term investment- 1 
significant, however, when inflation is 
account. • . 

Defaulted interest is $84.5 million I - wa ^ L 
curved, by the bankrupts since ConRail U1 ^ 1 f ^ \ 
suming the bankrupt carriers' outstanding 
rently in default. n LiMm 

Interest expense for federnt nab « i> 311,11,1 ’ ^ 
than in 1973 since tlie bankrupt carrier- infl if 
debt. Its level is dependent upon the ^ inter 

debt ( "on Rail needs to cover t 1 \ i 

nally generated funds and total financing n i 
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frpipnmt interest .—The initial decline in equip- 
m[ i n terc^ over 1973 reflects the assumed inability of 
fflf,Rail to acquire new equipment by traditional fi- 
uarinjr. As ConRail acquires new equipment from the 
private market> this difference gradually declines. 

Luted /^yi nents are $30.9 million less than was 
in-urrel by th kinkrupts in 1973 since it was assumed 
fat the underlying assets, rather than the leases them* 
elm* vrould be conveyed to ConRail. This assumption 
ms made for the purposes of preparing the pro forma 
pmjatiofts. It may be more appropriate for ConRail to 
lfinn the existing leases and/or acquire stock owner- 
clip of the leased lines. The choice among these alter- 
utitsaeqaisition methods will be made on a lease-by- 
W* basis prior to completion of the Final System 
pint 

lotio Analysis 

Hiring traml the sources of improvement, ratio 
inilyses were prepared, comparing key operating and 
|faucial ratios to other railroads to test whether the 
«altsof these improvements were reasonable. 

Rumination of specific ratios of expense to revenue 
iQilintes that a continuing favorable trend in overall 
operating results is forecast. Following the initial 2 
| mn of ConRnils corporate life, during which large 
soMKurrinjr “start-up” expenses will accrue, the op- 
•nting ratios (total railway operating expenses divided 
total railway operating revenues) should descend be- 
V" t | 1O0e of Penn Central and the bankrupt carriers 
jambmed, in 1973. 

I Liewise. each of the major expense categories, viz., 
pUrntenance of-Way and Structures, Maintenance of 
I Equipment, Transportation, and General Administra¬ 
te* Md Other, indicates a definitive downwnrd trend 
laadtiag, of course, in an increasingly larger net in- 
I f m 'available for taxes, rents and fixed charges. 

I Ashough (’onRail will be undeniably unique in terms 
* *** P^nt, complexify of traffic patterns, and 
l^tfof financing, the interconnective nature of all 
°P®rating within the economic environment 
I r 11 northeastern quadrant of the Nation mandates 
11 mu * ,l( l a f>t itself to the competitive climate into 
l t . ‘ r en wrge. To the extent that ConRail par- 

■ pies in the provision of transportation services in 

■ ^trraphical territoiy, both its revenues and ex- 
sol Inust k‘ ar reasonable relationships to those of 

■ ‘ u.t carriers in the same Region and to other 

I T,^; t ,h0 , i " d ! IStr * V - 

llUi »• a,u ^ 810W elected operating ratios for Con- 
■Vm 1 ^ aiu * ^ <>r s^i^'ted Class I railroads 
1,1 ^etions of the Nation in 1973. While 
Itlun* ratio in its initial year is higher 

0 {* l / f>t an ^ 0{ ber railroads shown, by the 
9 i« lower than the 1973 ratio for 
I r ra *l , ‘°*<h> with the exception of tlm South¬ 


ern Railway System. Even though the comparable ac¬ 
counting procedures were used in deriving these statis¬ 
tics, the comparison is not completely valid since Con- 
Rad's Maintenance-of-Way expense accounting varies 
somewhat from those of other roads. 

Asa new railroad, Con Rail’s Maintenancc-of-Way ex¬ 
penses will contain depreciation on only 10 years of 
depreciable property additions by 1985, whereas the 
ongoing carriers’ accounts would generally contain de¬ 
preciation on approximately 35 years of accumulated 
depreciable pro|>erty additions. An adjustment for this 
“bias” would move (’onRail’s Maintcnance-of-Way ratio 
relative to that of the Southern Railway System by 2 
percentage points thereby raising ConRaiPs operating 
ratio to 73.7 percent. 

In the category of transportation expenses, which in¬ 
clude the operation of road trains, yards and stations, 
ConRail is initially compared unfavorably with the 
other railroads, hut by the end of the planning period 
surpasses some of the Class I railroads and is closing 
the gap with respect to the others. Achievement of this 
improvement is not unrealistic given the productivity 
gains expected to arise from the sizable rehabilitation 
program and the innovative operating and marketing 
policies expected to be*, implemented by ConRail man¬ 
agement. 

Effect of Inflation 

The uninflated financial statements are expressed in 
constant 1973 dollars to dramatize the cost and benefits 
associated with the rehabilitation, consolidation and re¬ 
structuring of the bankrupt carriers and to more effec¬ 
tively evaluate the planning decisions made, excluding 
the effect of inflation. With the country’s economy ex 
periencing double digit inflation, however, it would be 
naive to ignore the effects inflation may have on the pro 
forma projections. The prices of fuel, rail, cross ties, 
wages and other railroad expenses have risen rapidly 
over the last few years. 

To demonstrate the severity and magnitude of the 
impact inflation could have on ConRail’s future per¬ 
formance, the Association prepared an inflation version 
of ConRail’s projections. Estimates of the annual in¬ 
flationary increases in equipment and specific ordinary 
operating expenses were made by Chase Econometric 
Associates and incorj)orated into the analysis. The as¬ 
sumptions entitled Economic Outlook, appear in the 
box. 

Railroad industry al>sorption of the.se increases with¬ 
out passing them on to shippers in the form of higher 
rates would be unrealistic. It was assumed, there fora, 
that freight rate increases sufficient to offset inflationary 
increases in o|>cniting expenses would be granted, and 
there would l>c no loss of volume due to the higher rates. 
Rate relief was calculated without the effects of a regu¬ 
latory time lag. even though the carriers often experi¬ 
enced such lags in the past. 
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Table 3. —Operating ratio and components 1 for ConRntl 


ConRall I <41-1973 dollar* 

Six bank¬ 
rupts 
1975 

PCTC 

1973 

1971 

1977 

1978 

1979 

1980 

1081 

1962 

1983 

! 1944 

i 

Operating expenses/rallway operating revenues . 

om 

• 327 

aw6 

0. KM 

d S3 

0.NJ7 

artt 

0.771 

a 764 

0 743 

air 

i 

Maintenance of way/railway operating revenues. 

131 

.130 

.164 

.168 

-142 

. 140 

.138 

.132 

.125 

-120 

tu 


Maintenance of equlpment/railway operating revenues. 

.1(19 

.147 

. 173 

.164 

.163 

.163 

.163 

.161 

• 160 

160 

.us 


Transportation exjietw/rallway operating revenues.. 
General, administrative and other cxpenv/raUway oper¬ 

.470 

• 47t 

461 

.460 

.461 

. 43* 

427 

.418 

.408 

.400 

>4 


ating revenue. .... . 

003 

.M0 

.076 

.060 

a 067 

.066 

• 066 

.ora 

.061 

■ Qti 

■08)| 


1 Kerpnara and pxpcnwi for Conltall and other railroad* were com¬ 
puted using accounting rule* comparable to then* bring u*ed by Indus* 
try In 107ft. In addition to adjustments made to transform ConYUll 
from a modified betterment to an ICC betterment accounting method, 
other adjustment* were made to reflect revenue* and expense* on a basis 
comparable with other railroad* with respect to light line subsidies. 


Amtrak remuneration, nnd recoveries of passenger drfldu not esr I 
rently being reimbursed. 

* See text on pap> 10 for discussion of the roiufiRrubUttf g t|« 
numbers. 

Sourer: Railroads' Annual Reports to the ICC. 


Table 4. —Operating ratio and components 1 for Class I railroads , 1973 


Selected Class I railroad*-1973 dollars 

AT8P 

fhesste 1 

BN 

Ml LW 

ICG 

Sit W 

PCTC 

SOU 1 

ftp* 

SCI , 

| rr* I 

Operating expense'railway operating revenues. 

a 791 

a 748 

01826 

0.803 

a 732 

a 723 

0.827 

01714 

a 770 

a7» 


Maintenance of way,Tailway operating revenues. 

. 136 

.120 

163 

. 166 

.1X8 

.117 

.130 

.162 

. 122 

.10 


Maintenance of equlpment/railway operating revenues. 

.186 

.139 

.167 

.140 

. 133 

.179 

.167 

.176 

.186 

.ua 

!•> 

Transportation expense/railway operating revenues- 

Genera], administrative, and other expense/railway 

. 381 

.382 

. 415 

.413 

.381 

.359 

.470 

.310 

.*92 

< 

a 

oprmtlng revenue... ... — 

.006 

. 083 

.081 

.082 

.078 

.070 

.060 

066 

.071 

0* 



1 Revenues nnd expenses for ConRall and other railroads were com¬ 
puted using accounting rules comparable to those being used by Indus¬ 
try in 197ft. In addition to adjustments made to transform ConRall 
from a modified betterment to an ICC betterment accounting method, 
other adjustments were made to reflect revenues and expenses on a basis 


comparable with other railroads with respect to light Uae istih 
Amtrak remuneration, and recoveries of passenger defidfs at < 
rently bring reimbursed. 

3 Consolidated companies. 

Source: Railroads' Annual Reports to the ICC. 


The amount of rate relief forecast for ConRail under 
these assumptions was still insufficient to shield Con¬ 
RaiFs net income from the impact of inflation. By 1985, 
ConRaiFs net income under the inflation projection is 
$166.8 million lower than its net income under the con¬ 
stant dollar projection. 

The reason is that the ICC’s rate policies have not 
allowed full recoupment of investment costs. Conse¬ 
quently, as the cost of capital expenditures rises due to 
inflation, ConRail must borrow more money to cover the 
increase. This borrowing need naturally increases the 
amount of interest expense deducted from net operating 
income, hence the difference between the uninflated and 
inflated income statements. The annual effects of infla¬ 
tion on ConRaiFs income statement are shown in 
Table 5. 


The effect of inflation on ConRaiFs balance sheet ii I 
even more pronounced. The inflationary increases ini 
capital expenditures for both road and equipment, sip| 
nificantly raise ConRaiFs funding requirements, 
total amount of external financing outstanding by lHI 
is $3.5 billion, a net increase of $2.4 billion over the ub* I 
inflated projections. The $2.4 billion is net of th»e>*3| 
billion of additional debt incurred to meet the bigw 
principal payments which fall due under the inflate 
scenario than which fall due under the oonstant-dolta 


scenario. 


^vllOi Avi *|> ■ 

The annual effect inflation would have on ( on * l | 
Balance Sheet is depicted in Table 6. I he most i 
able cumulative changes due to inflation art 
net property additions increase $2.6 billion, inte 


Table 5. — The effects of inflation on ConRail net income, 1979-86 (gears ende<l Dec. 31) 

(Dollar amounts In thousands] 



1976 

1677 

1978 

1979 

1*0 

1981 

1962 

MB 

1484 

Net Income (Joss) unlnflntcd G971 
dollars) - - .... 

1(91.423) 

<979,270) 

979.270 

( 2 ; sol) 

1(27,406) 

(1,321.133) 
1.321.133 

(10,009) 

$31,780 

3133,224 

$100,787 

$218,092 

$253,010 

OW."** 

U4S.4W 

Increase In operating exprnaes due to 
Inflation ... 

(1,373,434) 
1,575,434 

(21,364) 

(1. M*, 6l3i 

a 117.364) 

(3,373,833) 

(2.655.488) 

CXW.' 7 ** 

(11*.*?*' 

13,771s* 1 

f*R8* ; 

- \ 

Offsetting Increase In rates_ 

Increase In Interest expense on Inflated 
Investments. .—— 

1.848,643 

(36.186) 

2,117.364 

(54.260) 

2.375,835 

(75,685) 

2,653,488 

(97.233) 

Net Income, (loss) Inflated basis.. 

1(94.016) 

1(37,302) 

$10,416 

$09,038 

$106,527 

$142,407 

$155,777 

BUM* 

$204, 
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repayment grow $1.1 billion, ami a drop in tem- 
cash investment decreases working capital by 

billion. # . 

Moitover, while the uninflated projections call for 
[oalfcil to stop Arrowing federally funded debt in 
1 * 1 .the inflated projections show that ConRail is still 
curing at the end of the 10-year period. To ascertain 
i the need for additional funds would cease, projec- 
i were made for the years from 1985 to 1995. ansum- 
* do further inflation after 1985. 

Tndfrthis assumption. OonRail’s need for additional 
tl funding would not cease until after 1990. It is 
sbk however, that private sector financing could 
i the place of federal funding in the later years if 
► planned results are attained in the early years. 

The Association is still reviewing and refining as- 
*ions used to develop the inflated projections. Of 
pnnary concern to the Association is the assumption 
n&rding freight rate increases. As related above, the 
increases were calculated to compensate ConRail 
[for the total dollars necessary to offset the inflationary 
Kfwa? in ordinary expenses. 

However, in light of the ICC’s recent suspension of 
\ Class I rail carriers' proposal for a 7 percent in- 
[crase, ex parte 310, the automatic, non-regulatory lag 
eincrease action projected for ConRail could be cen¬ 
tred unrealistic. To the extent the ICC does grant 
I tie increases in 1975 equivalent to the real dollar cost 
I of inflation, ConRail should not have to apply for 
up* rate relief in future years. 

Although the general symptoms of inflation affect 
all business, not all companies can attain large infusions 
pftfjiml rate relief to compensate for their increased 


costs. Tin* ability of it company to puss inflationary costs 
on to its customers primarily depends on its competitive 
market position. The concept that railroads will bo able 
to pass through all inflationary costs presumes that 
other competitive transportation modes will have simi¬ 
lar increases. 

Vet shipi>ers are not simply concerned with trans- 
portation cost but total distribution costs, and have 
been historically innovative and creative in reducing 
the transportation cost ingredient in their total unit 
product cost, through redefined material distribution, 
rationalized warehousing and adjusted manufacturing 
processes. Historically, general rail rate increases have 
been succeeded by some diversion by shippers of high 
rated commodities, which has a more dramatic effect 
on the net income than it does on traffic volume or 
revenue. 

Funding Requirements and Sources 

Despite the problems involved in forecasting the effect 
of inflation, the level of funding required by ConRail 
in the inflated projections is so much greater than 
in the uninflated projections that any discussion as to 
how the financing need can be met should lx* based on an 
evalution of the inflated requirements. The inflated pro 
forma projections project that total liabilities, exclusive 
of payment bv ConRail for assets conveyed by the 
estates, reach a peak in 1985 at $5.3 billion. Of this 
amount approximately $3 billion will consist of federal 
notes and $500 million will consist of equipment obliga¬ 
tions. The Association expects Con Rail’s needs to be 
met through a combination of private and government 
funds, although the precise mix cannot yet be deter- 


Tailk Analysis of increase (decrease) in ConRail financing requirements due to inflation {gears ended Dec. SJ) 

(Dollar amount* In thousand*! 



1976 

1677 

1976 

1979 

1300 

1961 

; M 

1968 

1964 

1965 

Cumulative 

j teaodai rtqtttmn«at» caused by an lner***> 

fixed char*«. 












“•"■ton.. . . 

1(566) 

8(2.925) 

1(6,279) 

1(9,686) 

$(18,483) 

$(16,904) 

1(20.2«) 

1(24. Ml) 

$(29,867) 

$(85,825) 

$<10a247) 

tUM rWgtm_ 

(M6> 

(2,925) 

(a 279) 

674 

(9.688) 

2,169 

34.017 

(18.483) 

3.61$ 

(16,904) 

5.518 

(20.269) 

6.867 

(24.341) 

6.6K 

(29,867) 

11,521 

(85,825) 
14, 485 

(16a 247) 
53.729 

**■ _ . 

xm 

10. OW 

20,600 

50.443 

70.172 

90.866 

110.992 

182.574 

153,827 

674,270 

0-1 nmitoru aft#* fliml chances.. 

1,025 

7.174 

15.065 

20.1W 

40.837 

56,761 

76.964 

95.333 

114,228 

130.967 

567.752 

•****»». of salvage. 

nw * .— 

si.aw 

110.512 

152.167 

171.407 

206,460 

245,835 

337.040 

806.619 

313,202 

822.809 

2.145.616 

101531 

♦4,130 

85.000 

4* 211 

31.656 

87,607 

24.388 

58.556 

61.647 

62,180 

407.250 



tw 

(548) 

6.755 
(5, Oil) 

18.055 

21,797 

108 

82,166 

45,004 

55,923 

7a 494 

64.552 

332,112 

- 

tt «0) 

(2.855) 

(5.672) 

(61,108) 

(100,674) 

(172.025) 

(223.000) 

(572,860) 

(21.161) 

<81. m) 

(82,587) 

(15.506) 

(15,484) 

(11,861) 

(14,257) 

(15,444) 

<15. 472) 

(18.853) 

(191,510) 

** fin,Crin| *"&***< M a rfault of Inflation.. . 

$?a«o 

$131. 0S*> 

$171. 479 

$230,156 

$365,611 

$356,656 

$808,086 

$394,315 

$872,274 

$156,665 

$2,689,063 



17.500 

23,106 

25.466 

26.266 

19.512 

42.648 

49,476 

40,706 

255.901 

** ***** toenclnc required. 

70. wo 

131, 

158,979 

216,052 

760.125 

338.586 

386,524 

351,467 

822,796 

806,979 

2,433,159 

>70, W0 

$181, 

$171,479 

$289,156 

$205,611 

$830,856 

$306,086 

$394,315 

$172,274 

$158,665 

$2,6RJ.063 
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mined. This section examines the nature of ConRail’s 
funding requirements and discusses some of tin* poten¬ 
tial sources for meeting them. Because the Association 
assumes that necessary funds will initially lx* difficult 
to obtain from the private sector, it is further assumed 
that federal financing will be the principal source of 
such funds. Therefore, the term used for external funds 
throughout the report, regardless of source is “federal 
notes.* 

Current Ltabilitic $.—The inflated balance sheet shows 
that the current ratio (current assets divided by current 
liabilities) is 1.03:1 in 1976 and only 0.94:1 in 1985. 
This analysis indicates that ConRail will need a slightly 
higher level of working capital and more cash and cash 
equivalents than was assumed in the $100 million cash 
balance* in the pro forma projections to have a working 


capital position consistent with the avrrag- 0 f ( 
railroads in the t\S. for 1973. To do so. current; 
would have to lx* 104 percent of current liabilities, t 
eluding debt due within 1 year. 3 This would ne 
adding to the cash and temporary investment ace 
$6.3 million in 1976,$55.5 million in 1980 aud $149.9n 
lion in 1985. The additional need could lx- mot withi 
increase in long-term debt or capital. 

Equipment Financing .—ConRaiPs new equipments] 
quirements will bo substantial. Preliminary estin 
which will lx* refined as the planning pivxwls, call fa 
expenditures for new locomotives and rolling' stork ts 
average $10*2.3 million per year through 1980. InsddJ 


1 Association of American Railroad*, Statistic* »»f UaI1mo 4» *f I 

I In tbeCS., Au*u*t 1074. 


THE ECONOMIC OUTLOOK TO 1985 


The total economic outlook for the year 1975, as 
measured by real GNP, is expected to be slightly better 
than 1974. although significant improvements are not 
projected until the end of the second quarter of 1975. 
Real GXP is then expected to rise modestly as a result 
of higher new car sales, housing starts, higher levels 
of inventory investments and increased stability in 
world oil prices. An anticipated decline in food prices 
is expected to reduce inflation to less than 7 percent by 
the end of 1975. 

The Federal Reserve near-term monetary policy is 
expected to lxj one of restricted money supply even 
when the economy shows slight positive results. Short¬ 
term interest rates should remain relatively high. Plant 
and equipment investments are expected to grow dra¬ 
matically in response to consumer demand characteris¬ 
tic of the positive growth economy, but profits are ex¬ 
pected to remain at current depressed levels, forcing 


firms to continue lx>rrowing heavily in the debt marl 
The high long-term Ixmd interest rate experienced is 
1974 is thus expected to lx* maintained for thr next I 
years. 

The period 1976 to 1978 is expected to benefit grafyj 
from the economic turnaround of 1975 with a sust 
moderate growth rate of 5 (lerceiit. It is also felt th 
the significant real growth of 1975 through 197S will 
result in over-capacity for industry in the l nited J 
with consequential slowdown of the economy in 1^ 
The slowdown is anticipated to last only a year. bow«| 
ever, with the economy returning to an equilibria 
growth rate of 4 to 5 percent. Assuming that the iMlj 
slowdown remains at a moderate level, the rate of i 
flation for GNP will average 5 percent and real 
will remain at a 4 percent annual rate. These rate* 
exacted to continue to 1985. 


I.ON(*-TERM FORECASTS 


Macro economic Indicator* 



Real fTowth 
GNP In 1958 
dollars 

Inflation os 
measured by 
consumer 
price Index 

Prfea Index of railroad 
materials (General supplies, 
machinery, and equipment) 

Labor w«c<* * 1 

1773.. 

Annual per¬ 
cent chant* 

5.9 

Annual per¬ 
cent change 
42 

Annual per¬ 
cent change 

Cnmuiatit* 
104 0 

Annnal per¬ 
cent 


-18 

11.4 

IAS 

HAS 

A2 


-a 8 

144 

17.8 

134.0 

11.8 


AS 

7.0 

A0 

1447 

9.4 


17 

7.1 

A 7 

14A7 

AS 

1278. 

At 

41 

A2 

154 4 

14 3 


IS 

AS 

48 

MAI 

44 


4.4 

4.0 

44 

1742 

7.2 

1911. . 

4.7 

IS 

43 

177. S 

48 

1902. . t .. 

4.4 

4.9 

4 • 

185 4 

45 

1«3 . 

AS 

A0 

40 

19AI 

42 

1984. 

AS 

4.9 

A0 

300.7 

40 

1965.. . . . . ... . . 

10 

4.8 

AS 

207.8 

40 


Railroad economic Indicator* 


1 Adjusted for effect* of ®*rrerocnt In January 1975, 


Source: Chase Econometrics, Nov. 21,1274, 
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lion, Coring CwiRftifa initial year of operatiott, freight 
|ctr rehabilitation will require $62.1 million and heavy 
(icrrfatul of locomotives $59.7 million. As an average, ear 
Udflitation will require $58.4 million per year and 
V.omotivc overhaul $62.6 million per year through 
fljwrt, 

F'.vr ultcrnatives exist for obtaining new equipment: 
Bn& equipment trust certificates, conditional sales 
neats, short term rentals and cash purchases. Con¬ 
sul will mix these traditional techniques to its ud- 
ilt£p in accordance with it,s credit standing in the 
Ijimate capital markets. The possibility of equipment 
imnrmjr through shipper participation is also being 
n>idrre<L ConRail could accomplish this indirectly 
kfiKaaraging a higher volume of shipper-owned cars 
lordiiwtlv by part icipating in joint financing equipment 
[irith shippers 

Although railroad equipment has traditionally served 
own collateral. FSRA has conservatively assumed 
[In tlw pro forma projections, that ConRail would pur* 
^dtqnipmont with cash obtained from federally sup- 
[ 7 * 1*1 (frht in it h first two years of operation. In years 
[t irfv ami four it was assumed that 50 percent of the 
of new equipment would lx* financed through se- 
ri equipment instruments. From the fifth year on- 
nnl it was assumed that traditional financing could 
harranged: hence the projections are based on a 20 
'lownpayment from operating funds and an 80 
II* rrvr,r equipment financing from the private capital 
I 1 lerate 

r l * a a* I liegin self-supporting equipment 

pnan<*ing at an earlier date. 

Raining f't/nding / 1 'eqmrement *. — The hulk of 
r*iR*il\ wuaining financing requirements is asso- 
with the rehabilitation of equipment and track 
tlir support of opemting losses in early years. Bc- 
Fj** funds for the>r purposes are not easily obtained 
■ 1 Hi* Associatkm assumed that 

* ^llv supported debt would lx* available to meet 
‘ wqnimnents, 

actual amount of federal debt needed by ConRail 
a pven year was assumed to Ik* the amount of 
rtt l n * r ed to meet all cash needs after utilization 
1 from operations, subsidies* equipment 

non interest lien ring liabilities, 
projected results of ConRail on an inflated 


fcom the 


I 1 " ,no< ^ e ^ betterment accounting, the federal 
s ^ >r ^kded years are listed below. 


f^n. 1 , 

. 

II ^ twm 

Total. 


<9000) 

t*T* tvm m 

415,124 $61,096 $114.44 

538. 584 1. 737, 129 2, 871. 80 


$553, 708 $ 1, 798, 225 $2. 980, 24 


' 1 i 

^ •rurLTi/'T,''' ,,ro ^-U»ni. a* -Menu Notea” (long 
^ ***** Federal Note*." 


•ten 


The federal debt reaches almost $3 billion by 15)85. 
Since tlie provisions of the Act in Section 211 allow for 
$1 billion, the difference of approximately $2 billion 
must come from either increased federal financing or 
private source borrowings. 

The amount of debt that could In* supported bv Con- 
Rail would depend primarily upon its ability to service 
that debt through normal operations. As shown in Table 
7, Con Rail eventually would be able to service the debt, 
but the coverage of fixed charges remains low, even as 
late as 1985, compared to the acceptable level of 2.0, 
due to a slow growth in the rate of earnings coupled 
with an assumed steady interest rate on a climbing 
total debt burden. After 1985 the level of debt begins 
to decline as the peak requirements of the rehabilitation 
program are satisfied. 

Although the Association assumed that federally sup¬ 
ported debt would supply a majority of ConRail’s 
funding requirements, alternative sources or other types 
of support certainly exist. The federal government’s fi¬ 
nancial involvement, for instance, may take a different 
form from that assumed. Or, it may prove possible to 
obtain a portion of the financing from the private mar¬ 
kets. The feasibility of using some of these alternative 
types of private financing is discussed below. 

Bonded Debt .— Con Rail’s ability to obtain mortgage 
or other long-term bonds from the private capital mar¬ 
kets will be largely dependent on its actual proven re¬ 
sults during its first 5 years of operations and more 
current projections for future operations thereafter. 
Industry and market conditions will also determine the 
practicality of such instruments as either private place¬ 
ments or public issues. 

Trends in first mortgage bond issues for railroads 
have not been encouraging. Railroads in general have 
had to pay relatively high interest rates. Sinking funds, 
which reduce the average life of the Ixmds, have lx*conie 


Table 7. — ConRail filed charge coverage 


Interest Expenses * .... 

Equipment Rentals 1 _ ... 

im 

$39, 729 

107,487 

im 

$135, 639 
90. 666 

IMS 
$244, 551 
109,812 

Fixe d Charge Total 

$147,216 

$226. 305 

$354, 363 

Income (Loss) Ref on* Tnxes 
and Fixed Charges s . __ 

$53, 200 

$332, 832 

$5<H>. 287 

Fixed Charge Coverage - 

0. 36 

1.47 

1. 61 


» Intercut Expense* were calculated by adding the additional Intercut 
due to Inflation to the unlnflated Intercut charge* shown In the Statement 
of Income for 15*79-1085. 

* These number* were adjusted upward to allow for Inflationary In¬ 
crease*. A traditional Industry ratio of one-third of the total expenaea 
van used to calculate the Intercut portion of equipment rcntala. Equip¬ 
ment Rental* are *hown In the Income Statement* on an unlnflated basis 
as part of Interest and Other Income Expenses (locomotive leases) and 
Net Car Hire (leased and rented cam). 

■ ThU line was calculated by adding the Interest amount described In 
footnote 2 to the unlutlated Income Before Taxes and Fixed Charge*. 
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increasingly necessary to attract investors. Obviously* 
rate and saleability will lx* affected by money market 
conditions and alternate investment opportunities. 

From 1947 to 1973, the total long-term debt of the rail- 
mad industry increased slowly from $9 to $11.5 billion. 
However, Ixmded debt dropped from approximately $7 
billion to approximately $4 billion while equipment 
debt increased from $1 billion to $4.5 billion. Other long¬ 
term debt, which has grown from $1 billion to $3 bil¬ 
lion, is composed of receivers’ and trustees' securities, 
long-term debt in default and non-negotiable debt to 
affiliated companies. 3 

Absent an improvement in the prospects of the rail- 
mad industry as a whole, it is unlikely that CouKail 
will be able to avail itself of bonded debt as a material 
source of capital. 

Commercial Hank Debt .—It is assumed that Con Kail 
will establish a full range of relationships with com¬ 
mercial hanks which can lx*st satisfy its needs. These 
needs will include, but not be limited to, depository 
accounts, short-term borrowing requirements and vari¬ 
ous administrative services. No long-term debt from 
banks has l>een assumed ill the pm forma projections, 
although short-term lines of credit and medium-term 
financing may be pursued by CouKail to finance its day- 
to-day operations. The Final System Plan will include 
more 8jx*cific assumptions concerning bank debt. At this 


* Modrm Ito (1 road*. VoL .10, No. 2. 


point, it is not planned as a key source of funds fort 
rehabilitation or capital program. 

Employee Stock Ownership Plsm ( ESOP ).—Sertk 
200(e) of the Act requires that the Final System Hi 
set forth the manner in which employee 'tockow 
ship plans may to the extent practicable, Ik* utilised foi 
meeting the capitalization requirements of theCfi) 
tion. l T SRA is giving thorough consideration to thi 
issue and is aware of the possible advantages to I 
gained through employee stock plans for Con Rail. Ho* 
ever, whether ESOP or some alternative incentives 
tern can Ik* made applicable to CouKail is not yet kno* 

Any plan will need to In* conceived and iidniina 
with great care in order to lie a positive rather thini 
negative motivator of employees. The Association: 
attempting to determine the extent to which employ? 
stock ownership plans provide an opportunity fori 
cost financing and for more employee participation,! 
volvement and commitment to an organization. Thei 
plementatiou of an ESOP must lx* fair and effective fo 
all classes of stockholders and the employees themsehi 
Distribution of stock to employees should result ini 
investment which has value to them, and 'or an iiw** 
tive from which all parties will benefit as empl< 
work to improve the economic performance of (’on! 
CSKA is studying the practicality of employee sta 
ownership from both of these points of view and i 
light of the pm forma projections. 


Tun k 8 . — Con Ho it income (loss) proforma projection$, 1976-86, as of Dec. .it 

I Thousands of I'd dollar*] 



IOTA 

1977 

107S 

1V7V 

i960 

1061 

1962 

IlailWHV ofM*rutlmr n-vniuif: 

Freight 

$1.1*12,340 

4X7,866 

I2.ofi0.aro 

$2,010,110 

$2,066,000 

$2,(1®, 260 

$2,123,020 

<2.161. IM 

Pltirii^rf and othrr..... 

M3.256 

5/0. IM 

601. «0 

601. MS 

409.664 

400,04* 







Told railway ojimUuc rrvrtior*-- 

2.180.136 

2.662.656 

2,619,2»4 

2,667, 4ft) 

2.691.243 

2,623,4X4 

2.6i2.(ftN 

Ojjrrntins rxprnsr*: 

MiUnlrnance of way.. .. 

367.47* 

312,806 

•2ft*. Wl 

271.413 

271.673 

273,441 

274.361 

MalnUunuw'c of wjuJpinrnl... ... _ 

Truntportiition 

tnu.o&i 

1.10ft, V42 

414. UM 
1.141.4no 

40). 120 
l. 111*.273 

41X696 

1.106,07V 

423.283 

1.0(0.672 

423.-KO 

1.0*6.917 

426.461 
1,077.41* 

tlriwral. adnilnUtnatlYr and MIht 

im 

im .*?: 

1*2.707 

1ft). *68 

17X313 

177.776 

177.661 

Total ©prratlnc . 

i. vfti.ua 

2,067.057 

1,0*1,061 

1,1*74.546 

1.067.V46 

1,061,(08 

1,064.601 

Net oprrallnt* rrvmur . 

m.aw 

MS. IW 

63X 233 

M2. VII 

623.207 

602.446 

607.203 





Other Inctmic (^xprnxr*): 

Sri rar liirr______.. 

I'ayroll tairs . .. 

(T2S. 44A) 
(115, SOM 

<243.2461 

(147.212) 

(3QR, V45) 
(142, <**) 

(142.646) 
(140.3M> 

(166.046) 

(13X672) 

(143.646) 

(138,672) 

(14X645) 

(13X672) 

Othrr laxrj ____ 

(64,744) 

<».«70> 

(64,744) 

(64.740 

(.14,744) 

(64.744) 

(64,744) 

(64.744) 

Intrmrt and othrr luronn* and rxprnarv 

(14,670) 

(12.670) 

(32.070) 

(33,670) 

<26.325* 

(22.464* 

Total othrr o» prow's, net...™.... ..I 

o€d.rv) 

(47V. mit 

(43X4.16) 

(370,443) 

<*d. 131) 

(3fi2.«WBt 

(364,426) 

hutinir iMffon* taxrx and fixed rhaarrx (Orftrit). 
Itttrrrxt rxfM’ttar ... 

(64. 287) 

37.13* 

21. ft* 
63.011 

to, m 

€7,MH 

212, m 

77.2CH 

242.166 
M, 37V* 

m 7 6<> 
M. MX 

332,77* 

7V.76S 





Inrosno In*for** Frdrrul inromt tain idrftriO. 
Prdrral inrotur (aim (notr 1) 

(VI. 426) 

(27. 4(0> 

31,7ft) 

136,224 

100,7X7 

21X002 

253.010 









Net inromr rloa^ij .. 

$(1)1.425) 

$(*?. 4(0) 

$31,700 

$136,221 

$160.7H7 

92IX.OM2 

$263,010 


1«3 


m 


traOtf 


•£ll#,»> 

4UM* I 

2.60),** | 


27V. 1X7 
434.200 . 

17T.1I0 


1 1*** 


1.0* 


(IM.VOI 

(ux** 1 

llOlOBl 

(33X«* 

———r 


a*. 




pamr) 

I.M.W 

7X0# t 

n*.* 4 i 
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Table 9 ,—Con Rail balance thcei, 1976-85 (year* ended Dec . SI) 
| Thousand* of 1773 dollars] 


ASSETS 


Tmporao t*»H hi*fttromU.- 

iONriillritotjk k-< iillowaiw^.. 

tfaMdalacdfuiip-i*-' —- 

(HfcfOTTrolMiK* --- 

Toulrnmit oart*.... 

y tnd*qaJpcTii , i.t a! cost: 

U»4i\<4«?ttd5>. .-. 

Hal bkI ferlittJr* (wHr* 1, 2 and 5). 

TtwftttatJiVi rsdr’i'rnt (t»o4« 1,2 and 5) 

Tatel. proprnirj .~~~. 

La mcr.ti l*i*l .ypr^lallon-.... 

#8 pTPfrrik. ... ... 

IBriL.. ... 


Trait 


US ANI> STOCKHOLDEK8' 

EQUITY 


ihfaftkr 

land »*!*•> juytlile.. 

iitw$ motif* 

nrmt lUb4Utlr>..... 

Cwtid pallor, of «(|ttlpaNHl ivatra.. 
Ctorot portion of Mrnal not os_ _ 


Trfilrwrroi . 

ft frM. If* camtit portion: 
lnol« •not*!'.*and3) 
to«ni »tN (ikh« * uni » 

<^4rW(oot« A), 
taoammm IbMiitif* 

WHnwwr* rMrfvrj 

.. 

T<Oi lUMlltlri 
'•salty 

dork fngftn : a&.J 5).__ 

Wii-kn ratstai (not** * nivd 5)_ 

Modmilup (StOni). __. 


.. 

^nuwnijw Mus Stor k holdrn* ^ulty__ 


1773 

1777 

wm 

1979 

1980 

1981 

I9S2 

1963 

1964 

1065 

$ 100,000 

$ 100 . (mo 

*1001000 

$100,100 

*100,000 

*100,000 

1.236 

311.063 

$100,000 

56,875 

341773 

$100,000 
155,197 
349,863 

$100,000 
32V 594 
355,117 

1100,000 

539,681 

360,617 

307,425 

333.132 

327,508 

332.472 

336.M2 

117.t» 

IIS, M2 

107,883 

110,298 

i a 9d 

!«. 400 

107,108 

107,942 

106,537 

10V756 

KIMS 

58.371 

87,307 

57,928 

58,495 

58,987 

50,456 

80,206 

00.035 

81,734 

tol.512 

810,315 

5*4.880 

ooo, tm 

006,1W 

000,878 

880,710 

773.230 

'.M3.183 

1.167.96* 











3CM.726 

503,778 

717,071 

918,808 

1.128,429 

1,347.088 

1,553.46” 

1.756,244 

1.'*54.612 

2,137,060 

307.325 

4tt(, 30R 

473.701 

550.483 

508,004 

849.138 

sra.984 

742,490 

610,318 

IR2.160 

SIS. 351 

013964 

1.191.872 

1.409,159 

1.724.433 

1.996.804 

2.232.433 

2,496,734 

V 701 US 

3.010,140 

43467 

72.188 

147.422 

308,477 

274,692 

345,303 

419,767 

49V 515 

562,7S4 

072,524 

571864 

820,818 

1.044.250 

1.360.082 

1. 44V. 741 

1.651.501 

1.812,848 

2,000.219 

2.182,144 

2,337,616 

K “45 

5*930 

37, IMS 

58,822 

60,800 

00,341 

80.9» 

6i, i«a 

02.629 

63.802 

11.211,131 

*1.470,(170 

*1.80V 873 

*1,920,302 

*2, 115,540 

*2.321,51* 

*2.543.351 

*2.635.352 

*3,166,158 

$3,580,406 

ITII. 173 

113V HC 

4132.21V 

1132. 2S5 

*132,495 

$132,308 

$132,390 

$133,348 

*133,092 

$1K94S 

271,713 

277,853 

273,8*2 

27 V 020 

274,480 

271053 

271237 

276.218 

277,554 

27V. 535 

{*,wa 

107,(127 

105,810 

107,414 

108,832 

110,188 

111,388 

113(00 

111730 

HV 507 

37. WO 

35.801 


32.773 

27,480 

28,340 

24,919 

26.506 

27,484 

23.006 

12.757 

22,118 

a. 040 

31,000 

33.336 

33.3*1 

33,330 

33.338 

33.336 

33.338 

552,790 

5*0,329 

576.587 

573,092 

578,586 

57H.231 

578,270 

562.445 

567,008 

587.934 

177.843 

142.242 

140,835 

149.344 

IK 010 

IS!. 116 

1*2,1*77 

210,251 

239,987 

286.879 

4(71.730 

727.477 

MTS. 530 

1(53.442 

972.183 

0W.S47 

905.511 

872.176 

838, 640 

805.501 

39.473 

5V 747 

35.926 

56,880 

57,758 

56.536 

59.277 

00,246 

61,241 

82.320 

32,480 

100.701 

132.363 

134.288 

138,010 

137.733 

1*9.235 

141,299 

113.413 

145.634 

1.302,548 

I.60H.W8 

1.783921 

1.872,038 

1.906.571 

1. MM. 463 

VMS 290 

1.868,419 

1,670,557 

1670,071 





















(71,423' 

(118.838) 

(87,048) 

4V 178 

208,983 

427,085 

6W1.064 

906.933 

1,317.5*1 

1.00). 33' 

(71.423) 

(118,828' 

(87.0481 

4H. 178 

3K963 

427.065 

880.064 

966.933 

1317,899 

1.0(6). 33% 

11.211.121 

*1.4901070 

II. 808,873 

$1,920,202 

32,11V 440 

*2.321,518 

$2,543,354 

12,63V 352 

$3.186.156 

$3500.408 


NOTES to the pro forma projections 

^ 1—Summary of Significant Accounting Policies 

J ^ 'vthhn/f Methods —The financial statements are 
I n N on a modified betterment basis for mad prop- 
L | tj( - ,U | <T modified betterment method, costs of 
I 1 1 track structures are capitalized and are 
I !' t "inn.<|. (Vwts of addit ions ami improvements 
*** likewise capitalized and are not 
purauunt to accounting regulations of the 
L ;i{ i| a,, ‘ (Commission (ICC). Amounts 

I ^ r r ^ I^P^-rtiea other titan track strue- 
i^vsifi ^ nr * 41 ^ pHrs3mnt to Iff* regulations over 
,rr *nu*vl <n?efi!l lives. Amounts spent maintaining 


track and replacing track with comparable weight track 
are expensed when incurred according to traditional 
ICC accounting regulations. 

The modified betterment method capitalizes the cost 
of rehabilitation of track structures because such ex¬ 
penditures must be made to bring the assets acquired 
up to acceptable opemt ing standards. 

Under a pure betterment accounting method, costs 
of rehabilitating track structures would lx* charged to 
current year’s maintonnnee-of way expenses as incur¬ 
red. If the pro forma projections were prepared on n 
pure betterment accounting method, net income would 
bo lower and the additions tty the road onset accounts 
would be reduced by the following amounts; which 
would have been charged directly to operating excuse. 
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ihantjt in rwf fit win tirco if rtf# due in bi'tlrmicni acCfHlIltinp 

1U73 dollar* 
(t lion *u mix) 


1076 _ SNiUtt* 

11)78_ 90, -HI 

1979 ____ 104.145 

19S0_ 137,828 

1981 _ 133, WH 

1982 ____ 126,099 

1983 _ 112,529 

1984 ....~ 101,833 

1966 _ 82, 472 


Total for planning horizon---$1,057,867 


The programmed expenditures for rehabilitation of 
the right-of-way and structures, expressed in unin¬ 
flated 1073 dollars, totals $-2,278 million and is accom¬ 
plished over a 14-year period. Of this amount, $1,868 
million is expended in the 1976-1085 period and in¬ 
cluded in the pro forma projections included herein. 

The total right-of-way anti structures capital pro¬ 
gram in the 1976-1985 period, included in the pro forma 
projections, is $2,016 million. This program is com¬ 
posed of the $1,868 million of rehabilitation and $636 
million of capital expenditures for additions and better¬ 
ments to t lie right-of-way anti structures, less salvage 
proceeds of $488 million. 

When inflated to current dollars over the 10-year pro¬ 
jection period, in accordance with the inflation factors 
develojxnl by Chase Econometrics, the 10-year reha¬ 
bilitation program increases to $3,901 million, the 
capital expenditures for additions and l>etterments to 
$1,313 million, and the salvage proceeds to $1,052 
million, for a net capital expenditure of $4,162 million. 

Depreciation .—The provision for depreciation has 
been calculated on a group composite basis over the 
following useful lives of depreciable assets. 


Kqul|>fiif‘nt Assets- 15 yonr* -Mri'Lrht lln. ,, H J 

Hoad Axaeti*-!- 35 year* *frulirtn \\ ht . rj „J 

Coder the group composite method of deprerjstiJ 
loth new and old assets must lie depreciate] o, n tJ 
same average expected life. Furthermore, im J 
loss may l>e recognized when assets are retired. T\j 
original cost of assets retired, net of any saln^j 
charged to the accumulated depreciation u^nxiaiit 
t his method of account ing, which is consistent with IOC 
regulations for depreciable properties. 

Salvage* —For depreciable assets under the 
composite method, no profit is realized on salvugr,!*. 
stead, salvage is credited to accumulated depreciation^ 
lowering the net liook value of such assets. 

Salvage for non depreciable road assets is nornullj 
reflected as a reduction of operating ex|*ns* under fid 
liettemicnt accounting method, but all mud asset sil* 
vuge during the first 10 years is assumed to relate ut 
the rehabilitation program. Accordingly, road t*H 
salvage reduces the amount of rehabilitation mpitif 
ized by the amounts indicated lielow for mad, 
Com|>onent salvage values projected for each \rir 
are shown below. 



me 

1077.. .. 

1990........... .. ^ 

137V - 

IMO. 

1991 _ 

1982 .. . 

IMS 
1WM 
IMS. 


Tablk 10.— Cot* Rail pro forma projection* af tourer* and u*t* of fund* and required financing, 197* 

(Thousands ot 1973 dollars) 


Sources of funds' 

Net Inctmw (Lam) . .... 

PepnrUUon - Rood sivl Far l Inks 
PfprrrUiion. inuupomuon equipment 

Cosh flow from operations. . 

Other source* aihJ (tors) of funds: 

Additions fo roudwiy fiirllitks 
Addition* to transportation equipment 

Repayment of drht ____J_ 

Current smHs and lUbiUtks . ... 

Olhrr chsmic*. tirt . 


Now tt iui nr in# nrqufrrd-. 


Sources of AfiaiK'Inp: 

Equipmmt fhianrinir 
Olhrr fltmiu tnit 


TolaJ financing. 


lure 

1077 

19m 

1973 

i960 

1M1 

1932 

l«J*3 

I.M 

3(91. 423) 

va 

42.901 

•(37,403) 
1.334 
47,147 

131,780 

2,63* 

52.016 

$135,224 

3.730 

37.325 

9160,737 
4. M2 
61,4(0 

•216.092 

5.020 

64,694 

•231.010 
7.0» 
67,4Va 

w»*m» 

70,570 

OIK M 

ms 

74.1a! 

at# 

(If*** 

l7l,W 

iSi.Ml* 

<)»*«♦ 

! 

<l7.M»n 

(3067M) 

013, ae 
(41,187) 
21.311 

31,017 

21.273 

0*3,060) 
(104,504) 
(49.937) 
(3.074) 
55,712 

07.034 

(214, IM) 
(70.000) 
(57.747) 

4.H6I 
37. Ml 

196.77V 

O 001725) 
(*2.964) 
(64.656) 
(4.210) 
8.2X2 

227,000 

(300,733.1 
(52,658) 
(64.372) 
(3,430) 
\»0 

286,706 

(219,237) 
(56,80) 
(60,793' 
(2,712) 
&,4on 

3/7. 4 (7 

na\ IM - * 
<33. MO) 
(61.673) 
(56.574) 
4,255 

367,197 

(201.775) 

(61.2not 
(36234) 

(**,•47* 

%.SM 

4*KW7 

$2*1,665 

$212,100 

$147,994 

$94,308 

•43, 446 


*3.7* 

236,210 

tel 


35.000 

inn 

41.4X2 

IfM tn 

42.126 

52,076 

45,446 

M«o ! 


57.36 

9u4 J||ir 




# 1 a 

, tiki 

Iff. 1 tsl 






tf) 

R3H.W7 

tiSl , (AS 

1212,100 

$147,994 

en. 202 

•45.446 
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Tablk 11 .—Con Rail pro forma balance fheel (yeart ended Dee. .1J) 

(Thousands of Inflat'd dollars] 


AfiSBTB 

tjmaiwrt* 

C&t .——"* 

7mptnrj ash inval manta . 

jtfftumi r*n*lmM* lt«* allowance. 
JhlrtUlsrdBip^ha.. 
r'Mtvr rqrrcnl up#<j 


TUsloomni iwti...*.. 

frogm? and sqalpiM «t, at coat: 

Ud iJWtri 3u4i).... 

Xaad iihl lidUtir* tuo(#a 1,2 and 5). 

TimpvtAUM) «qa1ptnflOft {note* J, 2 and 5). 

T^Ui properUc? 

Lea sencrmlamt <1<prcci«lion. 

S* pTPpmir* 


7uaia 


UillUTICB AKl> STOCKHOLDERS’ EQUITY 


I ClRVut tUhUhin; 

imams tad a#**# payable . 

i»Mi KftMUlW.•.. 

Otha amot ttabOiUr# .. 

^ potion of ^iilj*ro«nt not**. 
Cisnai portion of federal rioUa..... 


Ta*|«motlahmua. 

[ data. taa oirrrnt ponton: 
Mpo«it not## (no ita 2 and I) ... 

I"feni notM (not** 2 and 1}. 

°U“<W>t«lQO<* 5).... 

I lhhlSua 


I •hrtVsidfnw^nit, 

Ci<r,iU«* 'wtaiwid 5)... 

*»Oaiil paKl-Cn capital (not#* 2 and 5)_ 

doftrtt).. 


® <c EhnkVra* e*|atfty..^.. , >t)t 
T«lai blillttw miiS MoekholdafY equity. 


1970 

1977 

lV?l 

1979 

1990 

1081 

1962 

1981 

1964 

1065 

$100,000 

$100,000 

$100,000 

$100,000 

$100,000 

$100,000 

$100,000 

$100,000 

•100,000 

9100,000 

44*. *49 

506,451 

515,760 

577.615 

618.33) 

686.501 

694,076 

736.981 

779,996 

*10,715 

171. m 

192,544 

198,640 

218.2« 

236,595 

249.008 

264.157 

281.'.31 

299.429 

117,121 

77.8*i 

89.006 

94. 411 

101,821 

108,900 

115,447 

122.116 

110.(35 

117.762 

146.679 

718,302 

886.001 

928. W7 

997,702 

1,061,815 

1,119,956 

1,160.549 

1,250,949 

1,117,187 

1.394.515 











1D0.411 

606,971 

1.062.155 

1.414.487 

1,850,630 

2.116,252 

2,756,095 

3,200,4*0 

3,778.(09 

4, .53,796 

13X14* 

403.86* 

563,161 

6*6.334 

763,733 

*54,474 

906.68* 

1.025,772 

1.155,445 

1.279,419 

7UXW7 

1.150, Ml 

1.625.716 

2.120.821 

2,614.413 

1.109,726 

1.666,7*3 

4.292,261 

4, *413,504 

5,501.215 

45.443 

07.775 

150. *30 

231,531 

1)2.061 

397.679 

4*2,077 

V3001 

710. ms 

810.151 

665.114 

1,062,006 

1,465,777 

1.899,288 

2,302.3*2 

2,772.047 

J. 174.10# 

X606,360 

4,221,111 

4.727,062 

77.642 

W.003 

94.780 

102, 1*3 

1W.195 

115.973 

1Z2.7W 

130.369 

117.999 

146,976 

*1.531,11* 

*2, <30,780 

tl 4»X 409 

92.V3M.in 

$1,475,502 

*4.007.970 

$4.477. 453 

$5,077,598 

*5.678.207 

$0,268,571 

$185,647 

$20M63 

$221, M3 

$219,009 

$255,102 

*270.433 

$286,927 

$305,902 

*324.611 

$345.(07 

1*4.544 

411,106 

♦W. 016 

495. aw 

528,425 

560,183 

VH.34H 

631.664 

672,828 

715,809 

141,782 

161.621 

173,094 

186.614 

199,765 

211,777 

224.240 

238.101 

251,999 

266.191 

17.180 

15.601 

17,774 

15,480 

31.806 

14.611 

12.511 

16.954 

41.210 

40,668 

15,124 

28,901 

»,9T 

50,689 

61,096 

72,049 

mjm 

93,1*2 

101.142 

114,441 

764.287 

867,483 

211.411 


1,076,254 

1,149,071 

1.219.602 

1,107,993 

1,196,012 

1,465.006 

177. Ml 

142.242 

156.968 

136,076 

221. tUS 

260,905 

274,706 

334.360 

199,806 

461.166 

538.584 

921.007 

1,214.151 

1.486,024 

1.717,129 

1,998,668 

2,200,526 

2,458,610 

2,677,365 

2,871,304 

56,007 

65.150 

91,607 

96,999 

106.219 

112,740 

119. M3 

127.167 

lH 802 

141,778 

88,611 

151,396 

216,367 

238.208 

249.706 

264.721 

280,100 

297,627 

114.998 

335,460 

1.625.314 

2,171.278 

2,610,506 

1.011.243 

1.3^1,130 

1.781,107 

4.094,(07 

4.525,757 

4,921,885 

5,297,238 





















(94,016) 

(111.518) 

(121.106) 

(22.065) 

84.462 

226,869 

182.646 

551,841 

756,412 

971.115 

(94.016) 

(111.518) 

(121, iat> 

(22,066) 

84.462 

226. W 

182.646 

551.841 

750,412 

071,315 

$1,511.11* 

*2.a*>.7» 

$2,480, 4C3 

$2,989,IKS 

<3,476.602 

*4.(07.976 

*4.477.4=4 

$5,077,596 

*5,6701297 

*0.266.371 


I fa ^ nc ° f/u 1 'i**.*. —Xo provision has !x*on mode 
I ^ State * nc0mc taxes or investment tax 

^ ****<>>« °bj®ctive of the pro forma statements 

j P r °fifc potential. 

I **L ! UrB t0 income taxes on the financial 

[ n#nte ,,f ! ,l&y , not nia teriftlly affect the cash require- 
I Triton \ \^ ( ° rn l nin y during the 10-year planning 
.. °PP°rtunitie8 for favorable tax treat- 
fariKf * n the substantial elimination or de¬ 

ft iddif C ° D ? tllXOi< during that period. 
tW * , ana lysi» determines that the tux basis of 
to*h exo . ,lASe ^ *n the hands of the existing rail- 
lod if J r ^ these assets to the Company, 

r existing tax laws or through special leg¬ 


islation the tax basis of the acquired assets can be car¬ 
ried over to the Company, tax savings through increased 
depreciation and amortization deductions should be 
realized. 

If operating losses from early years of the Com¬ 
pany’s operations are projected, they should be avail¬ 
able for carryover to reduce or eliminate income taxes 
in subsequent years. If the Company is permitted to 
maintain its tax records on a pure betterment account¬ 
ing basis while it maintains its financial records on a 
modified betterment basis (a matter which is currently 
being explored), income for tax purposes may be con¬ 
siderably less than income for financial statement pur¬ 
poses for a considerable period of time. Also, tax lia- 


205 































































































9538 

bilities may be further reduced if accelerated deprecia¬ 
tion methods are utilized for tax purposes. No provision 
is made on the financial statements for the deferral 
which would arise under these situations in which in¬ 
come for financial reporting purposes exceeds income 
for tax purposes because analyses estimating income 
for tax purposes cannot be completed until the tax 
basis 1ms lieen established for the assets acquired. 

Under existing law, substantial investment tax cred¬ 
its should bo generated during the rehabilitation pro¬ 
gram. Subject to carryover limitations, these credits 
should be available to reduce income tax liabilities in 
later years. 

Note 2—Initial Financial Condition 

For pttrpooes of forecast ing, the starting values of as¬ 
sets to be acquired, related liabilities to be assumed and 
capitalization are as follows: 

Thousands 

Ca*ll_ 0 

Although operating cash will )*» required, no Ini¬ 
tial cash balance Is assumed. 

Valuation of land is not yet complete and there¬ 
fore Is not included iu the financial statements. 

I to «d _$121,600 

Represent* the cost of roud property and n>ad re¬ 
habilitation financed by Government-guaranteed 
loans under Sec. 215 of the Act. Valuation of other 
road assets acquired Is not yet complete and is 
accordingly not included in the financial state¬ 
ments. 

Equipment-*.----— 284. 610 

Represents the par value of debt tied specifically 
to equipment presently owned by the hankupt 
carriers and equipment purchased with the pro¬ 
ceeds of G overn men t-gua ran teed loans under Sec. 

215. 8ince valuation of other equipment acquired 
from bankrupt carriers is not complete, no value 
for it is included In the financial statements. 


Total assets- 406, 210 

Equipment debt _—_ $256,210 

Existing unpaid debt (conditional sales agree¬ 
ments and equipment trust certificates) to be as¬ 
sumed by ConRail. related to equipment to be ac¬ 
quired. as of Jan. 1, 1976. 

Sec. 215 debt- __ 150.000 

Government-guaranteed debt used to purchase 
and mnke roadway improvements on rail Hues to 
be included in the final system. 

Capital stock, additional paid-in capita) and other 

debt _._-__-_-___- 0 

The valuation of capital stock, additional [Mid-in 
capital, and other debt depend upon the valua¬ 
tions of the assets acquired in exchange for the 
securities Issued. Because asset valuations are 
not yet complete, no values are assigned to these 
accounts. 


Total liabilities and stockholder's equity_, $406,210 


Note 3—Long Term Debt 

Equipment Notes .—Collateralized by 100 percent of 
the equipment assets initially acquired and by lOOp*. 
cent of equipment assets purchased, beginning in 10K 

Equipment debt finances 50 percent of the equipment 
acquired in 1978 and 1979 and 80 percent of the equip- 
ment acquired in 1980 and thereafter at interest ru« 
which vary from 7.9 to 9.9 percent Principal is repaid 
in 15 equal annual payments commencing on July 1 of 
the year following the year the debt is issued. 

Federal Notes. —Guaranteed by the U.S. Government 
us to interest and principal. 

Government debt finances all cash needs other thin 
equipment debt. Principal is repaid in 30 equal annual 
payments commencing on July 1 of the year following 1 
the year the debt is issued at rates ranging fromT/Sto 
7.9 percent 

Note 4—Commitments ond Contingencies 

Leases. —The SEC and the Financial Accounting | 
Standards Board require disclosure of Off-Balance j 
Sheet financing in the form of long-term leases. Al¬ 
though ConRail will lease* equipment, buildings and | 
other facilities, uo disclosure of the minimum annul)I 
rentals and expiration of leases is given because of lack 
of detailed data for developing such statistics and the j 
fact that such information, although required for ex¬ 
ternal financial reporting, is not considered nece»rr I 
at this point in the planning aspects of the pro fortui 
projections. For these same reasons, the capitalixwj 
value of lease commitments was not calculated. 

Pension Plans.— The pro forma projections contain I 
no provision for liabilities arising out of unfunded 
[tension plans, and no unrecorded liability for unfun | 
past service is anticipated. , . 

Obligations of Predects&or Bankrupt Rnthw I 
Because the Company enjoys protection under the ** 
oral bankruptcy laws and the Regional Rail 
cation Act of 1973, no provision is made on the m 
forma projections for uncollateralized lability 
bankrupt railroads. These uncollateralized ^1 
include income taxes, real estate and ot - 1,,r .1 

accounts payable in default and other ,insecu 
obligations. 

Note 5—Shareholder*’ Equity and Other Securitit* I | 

at Conveyance 

No assumption has been made with rei? I x ^ 1 (1[ . 

package of securities to be transferred f<»* r 1 ( 
the bankrupt estates conveyed to < onRm * J 
more, no value is placed on assets acquit . J| 
bankrupt railroads except for assets "i* 1 S I H 
attached to them. Since asset valuation* Arl ^ 
plete, valuations could not be n*adt ruk 

Stock, Additional Paid-In ( apitai, am ^ ^ 
Accordingly, these accounts are set equ 
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design of pro forma financial 

PROJECTIONS 

Although Section '206(e) of the Art calls for pro 
forum financial projections, it is silent with respect 

the de^ipT) of rhe projections, the level of details to 
beincludedor the accounting policies to be used. Among 
the Association's first problems, therefore, was to de¬ 
termine what type und how many projections should be 
prepared. 

! Selection of the number, type and format of the fi¬ 
nancial projections was based on consideration of their 
potential uses, fn addition to meeting the requirements 
ef Section 206(e), pro forma financial projections arc 
wceaarv to demonstrate compliance with other goals 
mil designations in Sections 206 and 207. 

It was evident that pro forma financial projections 
mold also he needed by USRA staff to evaluate plan- 
! lung alternatives during preparation of the Preliminary 
ind Final System Plans and to help plan OonRaiPs 
fcunriil future and develop financial systems and pro- 
iwhinn*. Finally, the Association acknowledged that 
Restate of the bankrupts. Congress and other pub- 
I Be bodies would need financial information regarding 
1>RA financial commitments, the retention of light- 
Aroitv lines, the extent of passenger, commuter and aub- 
sdiad operations and other data to evaluate the Pre- 
| fiminiry and Fimil System Plans. 

To satisfy .til these potential uses, financial state- 
Imenu at varying levels of detail were devised. The 
jfckraentft fall into four general categories: 

• Statement s of Net Income 

•Statements of Financial Condition (Balance 

Sheets) 

• Statements of Sources and Uses of Funds and Re¬ 
quired Financing 

1 "'ipplementul Financial and Statistical Informa¬ 
tion 

| Accounting Policies 

lCCr»ilroa<| a<v0,,n *' n £ principles were used to pre- 
Itlif icr l ,ro i®cti°ns with one major exception: 

Ifdiirr °T accounting for rehabilitation and 

Wa - V ° x I >onso “modified” to better 
| r | 3t - *' !l ° ,n l’lctc rehabilitation of the basic fa- 

I Cadi V r t * ,an moro ma tntenance. 

1 M railroad industry method re- 

Ih^ilij ° n> ^ftennent accounting 91 most of the re- 
|tohe f . tf>n ex l* n( M , ires for road assets would have 
| r, 'i r * n . years they are incurred. As a 

income in these years would be re- 
11-131,1 warranted. To present such 
Irnlity 1 ' * t;lr F cs 3:18 ordinary expenses would mask 
*£*!**? ( operating results on an 

Moreover *7*! ^ lS * rom ot,lor railroads. 

1 °* catching up with years of 
nt< nunro were to be charged against Con- 


Rails initial years of operation, the basic accounting 
axiom of matching one period s revenues with the costs 
of producing those revenues would l>e violated. Since 
the rehabilitation program is expected to add perma¬ 
nent value to the assets, it was considered far more rea¬ 
sonable to treat the costs of implementing such a pro¬ 
gram as part of the init ial cost of the assets. For these 
reasons, therefore, a modification of the traditional 
method of accounting for rehabilitation and mainte¬ 
nance of way expenditures was used. 

Application of the “Modified Betterment Method 15 
would result in capitalizing the properties initially ac¬ 
quired and all track structure rehabilitation coe*s as 
they are incurred to correct the deferred maintenance 
problem. All other expenditures for track maintenance, 
those arising from normal business operations, would 
be charged to current operating expenses in accordance 
with <4 l>etterment accounting'' regulations prescribed 
by the ICC. Also, in accordance with ICC betterment 
accounting regulations, depreciation would betaken on 
road assets other than track structures while no de¬ 
preciation would be taken on track structures. 

The Association also considered using the deprecia¬ 
tion met hot!, commonly used by most, businesses, to 
account for ConRail’s extraordinary rehabilitation ex¬ 
penditures. Under this method, any major expenditure 
which substantially improves an asset or increases an 
asset's life is capitalized and subsequently written off or 
depreciated over the life of the improved asset. The 
method is designed to spread the costs of achieving the 
benefits over the length of time the benefits are received. 

The Association 1 * present position is that the depre¬ 
ciation method was not entirely appropriate in Con- 
Rad's case. Use of the depreciation method resulted in 
the capitalization of costs normally accounted for as 
expenses, thus distorting the earnings of ConRail by 
raising earnings in the initial years and lowering them 
in subsequent years beyond the 10-year planning hori¬ 
zon. The effects each of the three methods would have on 
net income and the road property accounts are shown 
in Figure 1. 

Pro Forma Financial Data Bank and Financial 
Model 

The task of assimilating historical and projected data 
needed to generate the pro formas was naturally a com¬ 
plex one. To assure that proper records were main¬ 
tained and to facilitate access to these data, computer¬ 
ized data hunks were created. The financial information 
is stored by financial statement account number. 

All data not geographically important, such as car 
hire data, is put in files by TCC account numbers. Geo¬ 
graphically important data such as the rehabilitation 
cost for a specific section of track or the asset value of 
a passenger terminal, is filed ih another computerized 
information storage system. 
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FIGURE 1 

CON RAIL NET INCOME 
11973 DOLLARS -UNINFLATED) 



YEAR 


The financial model was designed to generate pro 
forum statements for the various system designs and 
financing options considered by the Association in its 
planning process. The model uses data from the two 
data banks, making arithmetic calculations and pro¬ 
jects the results directly in pro forma statement format. 

Developing Hie Pro Forma Projections 

The conceptual process by which the pro formas were 
developed was as follows: First, projections were devel¬ 
oped of the annual capital expenditures needed by Con- 
Kail to complete its rehabilitation and equipment acqui¬ 
sition programs. Second, annual projections of Con- 
Rail’s operating income and cash available for fixed 
charges were developed. Third, the annual difference 
between internally generated cash and ConRail’s total 
financing requirements was calculated. 

To avoid the circular problem of needing to know 
a Ann’s capital structure in order to project its net in¬ 
come and vice versa, it was assumed that federally 
guaranteed debt would be used to finance this entire 
shortfall. Second, since neither the value of the prop¬ 
erty to Ik* acquired nor the mix of securities to Ik* ex¬ 


changed would be known until a later date, no i&ti 
values were established. 

Although the Act mentions a limit of $1 billion^ 
the amount of ITSRA obligations which can be prJ 
vided, this first assumption was made because it iaun-j 
likely that ConRail will attract additional capital if 
needed, from the private markets. The assumption w* 
only a working one, however, and the Association i 
0 gni 7 .es that federally supported debt is not the only] 
way to meet this shortfall. 

Essentially, the process was designed to answer three] 
questions: 

• What would lx* ConRail’s operating incomes 
time! 

• What level of external financing would be requin 
to enable ConRail to become self-sufficient ? 

• Are the Act s financing provisions adequate to a*-] 
complish the rehabilitation program and rrorgini ] 
nation of the bankrupt railroads ? 

To emphasize the degree to which reorganization aid 
rehabilitation of the bankrupt railroads could impron 
their financial performance, the pro forma income] 
jeetions for the Preliminary System Plan are expnasad j 
in constant 1973 dollars. The Association 
however, that the levels of inflation the country is no* 
experiencing could significantly change these projec¬ 
tions. To demonstrate the potential impact of inflitjno 
on ConRail’s financial shortfall, the Association 
prepared a preliminary set of inflated pm f orma hahj 
ance sheets. A discussion of the results of these pro* j 
jeetions appears earlier in this chapter. 


Derivation of Operating Income 

The following procedure was used to develop * r 
nual estimates of Net Railway Operating to*** 
(NROI) for ConRail. ( 

Freight revenues were developed from a forw*3 0 
Con Rails potential annual revenue and tonnage o'<\ 
the planning period by Temple, Barker & Slowtf. u 
(TBS).* This forecast was adjusted to reflect t*taj 
changes in the economy that have a long-term 
on the timing of economic growth. I he P n) 
projections encompass these changes. See the 
Chapter for freight revenues anti tonnage forecast© 
commodity. » 

Passenger revenues reflect the level of f in * 1 
by the carriers in 1973. Included in OHicr 
the level of subsidy required to make l 
even on passenger sendee and the actual 1. *' 
reimbursements and the regional commuter 
subsidies. 


■A conanltant Ann working nnilrr rontrtet to 
Barker A Sloan* projwtlon* bain*! od » 

Rconomftrlc Aiioclttn In June. W74. 
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overall revenue projections were then further 
idjisstc^d by USRA staff to incorporate: (a) the as* 
rjinption that rate increases would l>e granted where 
envied to recover losses on traffic which is currently 
onnsnunemtivo; (b) the assumption that ConRail 
raid be reimbursed for all passenger losses on a fully 
illoftted c<wt basis: (c) the assumption that the losses 
iswrml as a result of operating branch lines desig- 
u uA for abandonment would be reimbursed in 1976 
lad 1977 and (d) estimated shifts in traffic brought on 
to the new configuration of ConRail. The end result of 
this process was the projection of annual revenue figures 
for ConRail from 1976 through 1985, 

With respect to freight expenses, a network model 
ns u?ed as a starting [mint to develop expenses. All 
expends were at the ICC account level. The 1972 e.x- 
ptiss were then indexed to 1973 price levels to make 
them comparable with 1973 revenues. Annual expenses 
for 1985 were derived by modifying the 1973 expense 
lends to reflect the TBS tonnage forecasts tluit year. 

Each ICC expense account was then ad justed to re¬ 
flet the impact of anticipated organizational and 
aftereffects. Implicit in this analysis was the sequenc¬ 
ing of the* changes and the extent to which they would 
ifftft operating savings. A concurrent step was to esti- 
oite the amount by which operating expenses for 
faight could be reduced through plant rehabilitation 
w upgrading. 

Working from field analysis. USRA staff estimated 
^ total and annual cost adjustments in transporta¬ 
tion and maintenance expense, car and locomotive hire 
tod other operating expenses expected from the re- 
habilitation of road and structure and equipment. The 
to* required to complete the rehabilitation program 
al*) estimated. All rehabilitation and upgrading 
ttpeoditarea were in 1973 dollars. 

ngrr servin' expenses are included in the pro 
^projections. They reflect Con Rail’s estimated cost 
maintaining the 1973 service levels of regional com- 
linos and Amtrak’s intercity operations over 
planning period. 

I «ich option’s annual expense projections 

^subtracted from the corresponding annual revenue 
Ejections to obtain annual net railway operating in- 
^ for each alternative. 

•» Balance Sheet 

amoiint of USRA funding needed by Con- 
f^e shortfall between internally gen- 
^<rm ^ nanc * n ^ requirements was 

I m<*d, it was possible to construct balance sheets. 

I items within the balance sheets 

l^nvedasfoUows: 

I purpe " l arhitrari *y ^ at $100 million for planning 
Pf ^rui- ^ * r ° the model’s automatic financing 
0 calculate the amount of USRA money Con¬ 


Rail needs. This assumption does not mean that the 
railroad will have only $100 million of cash in the bank, 
but that a revolving government loan commitment may 
serve as a substitute for working cash. 

Operating Properties (land, road and facilities, 
and transportation equipment) represent the dollar 
value of the railroad’s investment in land, roAd, and 
equipment held for use as transportation property at. 
the date of the balance sheet. New property additions 
are valued at their estimated purchase cost. 

Since ConRail has not yet purchased any assets, nor 
has the Association determined the value of the assets 
to be conveyed to ConRail, the property values of assets 
acquired from existing bankrupt railroads are not re¬ 
flected in the Preliminary System Plan’s financial pro¬ 
jections with one exception. Assets, such as equipment, 
which will not be transferred to ConRail free of liens 
are reflected on the financial projections at the net par 
value of the associated debt scheduled to be assumed 
by ConRail. 

The asset valuations in the Final System Plan finan¬ 
cial projections will differ from those in the financial 
projections shown here because assets collateralizing 
debt may bo worth more or less than their associated 
debt, and because many assets are not presently in¬ 
cluded in the financial projections. 

However, since most of the assets to be conveyed to 
ConRail are nondepreciable, the value of the properties 
will have no material effect on the income statement. 
Thus, no values were assigned to properties. 

The amount of new equipment anticipated to be pur¬ 
chased by ConRail was added to these accounts to de¬ 
rive each sul>sequent year’s balance sheet. The capita¬ 
lized portion of annual road and property improve¬ 
ments was also added to property accounts. 

Current Portion of Long-term Debt represents the 
projected amounts of equipment notes and federal notes 
scheduled for repayment during the following year. 

Equipment Debt account reflects the amount of new 
equipment obligations plus the existing level of out¬ 
standing debt on equipment originally purchased by 
the bankrupt estates and scheduled to be transferred to 
ConRail. This debt has been reduced for amounts which 
fall clue within the next year. 

The amount of new equipment debt equals 80 per¬ 
cent of the amount of annual new equipment purchas¬ 
ing anticipated for the years 1980 through 1985 in ac¬ 
cordance with traditional equipment financing arrange¬ 
ments. Equipment forecasted to be purchased during 
the first 2 years of operations will be financed with 
federal notes since the new railroad may not be able to 
attract private capital at reasonable interest rates. The 
level of new equipment debt for the third and fourth 
years of ope rat ions w as assumed to be equal to 50 per¬ 
cent of the purchase price of equipment acquired in 
those years. 
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Principal payments on equipment debt acquired from 
private capital markets were calculated on the assump¬ 
tion that the debt would require 15 equal annual repay¬ 
ments commencing on July 1 of the year after the year 
that the debt is issued. Average annual interest rates 
for the new equipment debt obtained from the private 
capital markets were projected by Chase Econometric 
Associates and range from 9.9 percent in 1978 to 7.9 
[>ercent in 1985. 

Federal Notes represents debt carrying a government 
guarantee. The amount borrowed in any year equals 
the amount of money needed to equalize each year’s 
sources and uses of funds, including the interest and 
principal needed to service that debt. 

The federal debt was assumed to be in the form of 30 
year serial l>omls requiring principal payments in 30 
equal annual installments commencing on July l of the 
year after the year that the l>onds are issued. The por¬ 
tion of the federal debt due within one year is shown as 
a current liability. Average annual interest rates on 
this debt were also projected by Chase Econometric As¬ 
sociates and vary from 7.3 iiercent in 1970 to 7.9 percent 
in 1985. 

No provisions were made to retire long-term debt l>e- 
fore it is due as excess rash became available. To deter¬ 
mine the precise level of required financing in a given 
year, one should reduce long-term debt by the amount 


of any temporary cash investments available in tiitll 
year. Since interest earned on temporary cash invest¬ 
ments was assumed to equal interest rates on faknl I 
debt, debt repayments over 30 years, even with grovel 
temporary cash investments, do not distort incx*tw| 
projected. 

Equity consists of the amount contributed by the I 
shareholders and retained earnings. The valuation of 
assets acquired from the bankrupt railroads ig requital I 
before the shareholders’ accounts may be valued. (3eJ 
the Valuation Process.) Retained earnings consist* of I 
the accumulation of each years annual net income l&fl 
is net of early year’s deficits. No extraordinary rtaasl 
nor dividends were charged to retained earnings* AkJ 
as stated earlier, accumulated earnings are shown on ij| 
pre-tax basis in retained income. 

Accounts Receivable, Materials and Supplies, Sp 
Funds, Other Current Assets, Other Non-Current Ah 
sets f Accounts and Wages Payable % <Uhcr Currt't | 
Liabilities, Total Non-Current Reserves und Otb 
Non-Current Liabilities l>ear relationships to specifi 
elements of income or expense and are calculated accord-] 
ingly. The percentages applied were based uponantly 
of prior experience of the consolidated results of 1 
bankrupt carriers, where appropriate, and in other in 
stances by analysis and application of experience ! 
tors of all three geographic districts and all Class 1 nil- 
toads as a whole. 


THE VALUATION PROCESS 


The Association has two valuation tasks under the 
Act: first, to properties acquired, and second, to value 
the securities and other benefits accruing to the estates. 

The Act requires that the exchange of rail properties 
for Con Rail securities and other benefits be “in the pub¬ 
lic interest*’ and “fair and equitable to the estates of 
each railroad in reorganization in accordance with the 
standards of fairness and equity applicable to the ap¬ 
proval of a plan of reorganization or a step in such plan 
under Section 77 of the Bankruptcy Act.*’ (Section 
303(c) (A).) 

The valuation process will concentrate on these two 
methods: (a) capitalization of earnings and (b) net 
liquidation value. It is the opinion of the Association 
that these two methods are the most suitable for the 
valuation of the rail properties subject to the Act. 

Asset valuation based on capitalization of the pro¬ 
jected earnings of the reorganized entity is established 
as the primary method of valuation by Section 77(e) of 
the Bankruptcy Act: 

The value of property used in rail road, oporat Ions shall 
be determined on n basis which will give due consideni- 
Uou to the (turning power of the property, past, present. 


and prospective, and all other relevant fact* In d* 
ing such value only such effect shall !v given to 9* 
ent cost of reproduction new and le*' depredation 
original cost of the property, and the actual 
therein, as may lx* required under the law of the fa- 
light of its earning power and all other relevant ***** 

Given the explicit mandate of Section 77(e) 
court decisions which have construed it, capita 
of the earning power of the reorganized entit) m 
srtv^*«l. . ^ 

Net liquidation value will also Ik* develop* or 
assets of the estates. It represents the maximumi' 
the estates would obtain if the assets were * c ^ 
liquidated rather than reorganized as P n> ' 1 

On the basis of the conclusion that t fie 
principal approaches to valuation will hemp 11 * 
of earnings and net liquidation, a series «> w 
grains within the framework of the va,nati j^tbi 
have lieen developed. These are dcs l J, t; ,, 
valuation data needed to prepare the 1* * n5 j ‘ V (J(1& 
and to document it before Congress and u 0 ^ ^ 
The valuation program being underta ^ - j, 

sociation is designed to accomplish five ni*J or f 
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» To establish an accurate inventory of properties of 
e*ch railroad in reorganization. 

• To establish a value for the properties transferred 
or conveyed in the context of the two primary 
methods of valuation: 

Capitalization of earnings value, and 
Net liquidation value. 

• To establish values for the securities and benefits 







954.3 

provided in exchange for the properties transferred 
or conveyed. 

• To establish that the value of the securities, and 
benefits provided for the properties transferred, 
represent a fair and equitable exchange when 
measured against the standards set forth in the Act. 

• To establish the manner by which properties now 
operated under leased lino agreements should be 
transferred. 
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Financial Programs Under the Act 

The Regional Rail Reorganization Act of 1973 establishes six 
financial programs to assist in the restructuring process of the bankrupt 
railroads in the Region. The programs were designed to provide funds 
for continued rail service and physical plant improvement prior to the 
Final System Plan and to improve ConRail performance during its 
early years. 

Three programs provide funds to enable the bankrupt carriers to 
maintain safety and service as well as aiding ConRail, other railroads 
and state and local authorities in acquiring and modernizing properties 
they choose to operate. 

Two programs involving matching federal loans or grants would 
assist in maintaining essential service over track in the Region not 
included in the Final System Plan. 

Another program creates a mechanism for providing benefits to 
protected railroad etnployees who are displaced, transferred or put out 
of work as a result of the reorganization process. 
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The Regional Rail Reorganization Act established 
six financial programs to assist the freight rail system 
of the Northeast and Midwest. These programs provide 
both permanent financing and funds for interim pro¬ 
grams. They are to be administered by the United States 
Railway Association (USRA), the Department of 
Transportation (DOT), the Interstate Commerce Com¬ 
mission (ICC) and the Railroad Retirement Board. 
The financial programs available under the Act are the 
subject of this chapter. 

Sections 210 and 211 

Sections 210 and 21 i of the Act authorize the Asso- 
ciat ion to make loans to: 

• ConRail (the Corporation), Anitrak and other 
railroads for purposes of implementing the Final 
System Plan/ 

• State, local or regional authorities to assist in ac¬ 
quiring or modernizing rail lines they elect to op¬ 
erate and 

• Those solvent railroads whose lines connect with 
the railroads in reorganization and are in ‘‘need 
of financial assistance to avoid reorganization pro¬ 
ceedings under Section 77 of the Bankruptcy Act/' 

Outstanding obligations at any one time cannot ex- 
oeed $1.5 billion, of which not more than $1 billion can 
be loaned to ConRail. At least half of this $1 billion 
must be spent on rehabilitation and modernization of 
properties designated to be a part of the ConRail 
System. 

The intent of Congress, stated in the Act, is that these 
loans “be made on terms and conditions which furnish 
reasonable assurance that the Corporation or the rail¬ 
roads to which such loans are granted will lx*, able to 
repay them within the time fixed and that the goals of 
the final system plan are reasonably likely to be 
achieved” (Section 211 (f)). 

There is a much greater demand for funds, given 
the needs of the various eligible recipients and the mul¬ 
tiple uses for such loans, than can be satisfied with the 
present limitations on lending authority. A careful or¬ 
dering of priorities is required to make certain that the 
basic purposes of the Act are met in granting the loans. 
The Association has developed an analytical process for 
the allocation of the resources available to the several 
categories of loans and for specific uses within those 
categories. 

Procedures governing loan applications have been 
published as Title 49, Chapter IX, Part 921 of the U.S. 
Code of Federal Regulations. To date, two such applica¬ 
tions have lx*cn received. The Missouri-Kansas-Texas 
Railroad Company (KATY) has requested a $21 rail- 


* Amrni!tn*pts har* bwa propose*! to Section 211 which. If enacted, 

would broaden the authorisation to permit loan* “for purpose of 
achieving the foals of the Act/' 


lion loan and the Chicago Rock Island Pacific Rut 
road (Rock Island) has requested a $100 million loan. 

The KATY request, is currently under review, pr* 
Rock Island has been offered a secured $9.1 million lota 
to meet its working capital requirements from nuin*& 
which connect with railroads in the Region. 

Section 213 * 

Section 213 of the Act authorizes the Secretary of 
Transportation to provide up to $85 million in m 
genev assistance to railroads in reorganization pending 
implementation of the Final System Plan. A 3 stated a 
the Act, the Secretary is authorized to “pay to the trua- 
eesof railroads in reorganisation such sumsasar&n*- 
essary for the continued provision of essential trans¬ 
portation sendee® by such railroads. Such payment* 
shall be made by the Secretary upon such reasonable 
terms and conditions as the Secretary establishes, ex¬ 
cept that recipients must agree to maintain anil provide 
service at a level no less than that in effect on thedst* 
of enactment of this Act.” 

Although the Association has no statutory responsi¬ 
bility for such grants, it is working closely with the 
Department of Transportation in determination of tk | 
need for the continuing sendees and the need of th* 
carrier for the assistance. All of the $85 million of hi- 
thorized funds has been appropriated, and the Sem* 
tary to date has committed grants totaling$81.5 milliocL 

Five railroads in reorganization have received Sec¬ 
tion 213 commitments to enable them to continue e**n- 
tial sendees: Penn Central lias received £6*2.5 niillioo; 
Central of New Jersey has received $1*2.2 million; 
Lehigh & Hudson River has received $341,000; the l* 
high Valley has received $5.0 million; anti the Ann Ar¬ 
bor $1.4 million (Table 1). 

Under the proposed amendment, the funding*' 1 ' 
able under Section 213 would be increased significant 
above the current level of $85 million. 


able 1 .—Obligations and outlay$ under Section US, 
Rail Reorganisation Act of 197S 

(Status as of February 8. 197)) 

'otel funds authorised . . ... 

'otal funds appropriated . .. .—-- 

'oial funds ob’iot*d/conuni tud ... 

(alone* of appropriated funds available for obligation. 

'oial outlays against obligation .—-- 




Obligations 


*2,51*00*42 

12,245. OOU 00 
5,000.000.00 
MB* 00* 00 
Ml. 000 00 


Otttkr* 




•>, 35X ® ‘I** 1, . 

s.ooaocnoo 
1.500.0® no 

mi**, 
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Section 215 

fnder Section 215 of the Act, funds are available to 
WTuncf* the process of rehabilitating the physical 
IpJmts of the bankrupt carriers during the planning 
privet end l*fore ConRail starts operations. Section 
215 presently authorizes interim assistance of up to $150 
[million, although an amendment to the Act has been 
proposed in tin* Congress to raise the total to $300 
million. The Secretaiy of Transportation is authorized 
|by Section 215. with (he approval of the Association, to 
tarter into agreements with railroads in reorganization 
for the acquisition, maintenance or improvement of 
bankrupt farriers’ facilities and equipment which will 
[keirquired bv ConRail. 

I Coder the present language of Section 215 of the 
[Act. the Association provides the necessary financing 
through the issuance of obligations which ConRail is 
Inquired to assume at the time of conveyance of prop¬ 
erties from the bankrupts to ConRail The assistance i9 
[limited to improvements in properties that will be in 
[tin* Final System Plan. This assistance* must l>c pro- 
I t kW in such n manner that ConRail, in eventually ac- 
Iquinng the property, will not l>e required to pay for 
|tfai portion of the value of the properties attributable 
Itothe improvements financed through Section 215. 

I TIip proposed legislation contains an amendment to 
jthr* Act which would also allow the Secretary, with 
Itbf approval of the Association, to finance program 
hiffitenaaot, to acquire rail properties of the bank¬ 
ing for lease U< k to the railroads, to acquire interests 
jntnil properties owned or leased to such railroads and 
i^pimhise money obligations of the bankrupts. 

bit* Association has been working with the eligible 
| uiinads to establish priorities for use of the Section 215 
jfimk Recognizing that ConRail will assume most of 
Ith^ obligations, priority is being given to expenditures 
r Maximize the future performance of ConRail. 
Association, w ith the approval of the Secretary, will 
1^7* m fhc Final System Plan those obligations 
M i ii will be* refinanced on different terms and from 
^obligations, if any, from which the Corporation 
I Aall be released. 

I Expenditures will go to assure the continuity of serv- 
-P- track or facility standards, reduce current 
I 11 u * bankrupt carriers and permit future bene- 
a Oil January 16, 1975, the Section 215 

was approved by the Association 
as described in the following paragraphs: 

tion approved an agreement between 
a5 trustees of the Lehigh Valley Rail* 
g, to ac qtiire 12 new 2,250 horsepower General 
^ !nc < ** esp l electric locomotives, series 723B, at 
j ^ m tilion. The new engines replace lfl 

nVni < ^ ^ com P an y. The Association 
i0r ^«i «he issuance of its obligations to finance 


the purchase of the locomotives which were de¬ 
livered in December and leased to the Lehigh Val¬ 
ley. The new equipment is presently owned by 
ConRail and will be used in the rail system estab¬ 
lished under the Final System Plan. 

• The Central of New Jersey requested $21.3 million 
for locomotives, freight cars and track rehabilita¬ 
tion. The Association determined that only rehabili¬ 
tation in the terminal and port area could be con¬ 
sidered as definitely in the Final System Plan, and 
an amount of $2.5 million was allocated. The imple¬ 
mentation of this project is l>eing negotiated as a 
part of the Associations track rehabilitation pro¬ 
gram for 1975. 

• The originul application from the Penn Central 
totaled $210 million for a capital expenditure pro¬ 
gram, which was envisioned as an additive pro¬ 
gram to the Penn Central's planned program 
maintenance and capital improvements. However, 
due to the downturn in the economy, the cash posi¬ 
tion of the Penn Central deteriorated to a point 
which made achievement of the level of program 
maintenance and capital improvement from the 
railroads own resources highly improbable. 

As a result, the Association, DOT and the Penn Cen¬ 
tral operating staff cooperated in reviewing the immedi¬ 
ate needs of the railroad and developing a two-phase 
program aimed at retarding the deterioration of the 
physical plant and improving operations, safety and 
service. 

Phase one of the program lias allocated $119.1 million 
to 1)0 spent on the Penn Central from the present $150 
million Section 215 authorization. This amount is di¬ 
vided into two categories: 


Table 2. —Section 116—capital program , assuming $300 million 
appropriation 



Item* 

approved 

Items sug¬ 
gested for 
additional 
funding with 
approval at 
a later data 

Right-of-way rehabilitation material: 

Tie (7 1 million) -r_ 

mo 

10.0 

25.0 


Rail (59,000 ums)_ __ . . 


Labor and ... 


Capital project! and yard rehabilitation: 

P#>nn , . « _ -r-1-TT_Tl - T-T T - - --- , - - 


70.0 

Itt 

40 1 


Control at New lanay.. ,. rrT _. TTTT ._ TT . tTft _ 

2.5 


Tfttil ...............n 


51.0 

20 

M of W machinery and ‘•ewrr_ .a....... 



25 0 


Lehigh Vftlh*y locomotive*._____ 

1.4 


Equipment obligation*...-. 


02 

ToUL. . ... 

— «3 

isao 

150 



215 
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—$70 million for material required to carry out the 
Penn Central’s 1975 programed maintenance and 
a portion of the program’s labor costs; 

—$49.1 million for capital improvements and yard 
rehabilitation projects. 

Also, in order to assure the railroad's capacity and 
capability for programed maintenance* an expenditure 
of $25 million has been authorized for the purchase of 
machinery and support equipment. 

Phase two of the program involves the proposed $150 
million increase in Section 215 authorization. Of the 
additional funds. $65 million will be required to com¬ 
plete the programed maintenance, $23 million for com¬ 
pletion of the capital improvement projects and $62 
million to meet the equipment obligations of the Penn 
Central. 

The phase two program has been designed with the 
flexibility to allow its completion with reduced overall 
objectives if the additional Section 215 authorization 
fails to materialize. 

The Reading originally applied for $44 million to 
acquire 1,750 freight cars and 30 diesel locomotives. 
Later, the Reading was able to arrange its own financing 
for the locomotives and reduced its application to $36 
million for the freight cars. The Reading is also nego¬ 
tiating to arrange its own financing for the freight cars. 

On January 28,1975, the Secretary received an appli¬ 
cation from the Reading for an estimated $5.7 million 
to be used for rehabilitation of the railroads fixed plant. 
This application is being reviewed by the Association 
as a possible substitution for other projects. 

Sections 402 and 403 

Section 402 provides up to $180 million ($90 million in 
each of 2 years) to assist the Midwestern and North¬ 
eastern states in operating rail services over properties 
that will not be included in the Final System Plan, but 
which the states deem necessary in order to prevent un¬ 
employment. energy shortages and degradation of the 
environment. Section 403 authorizes loans under Sec¬ 
tion 211 to assist states or local or regional transporta¬ 
tion authorities in acquiring and modernizing proper¬ 
ties not recommended for inclusion in the Final System 
Plan but required for continuation of local services. 

Section 509 

Section 509 authorizes an aggregate sum of $250 mil¬ 
lion for payment of benefits to protected employees of 
the bankrupt railroads and railroads acquiring prop¬ 
erties under the Final System Plan. ConRail, USRA 
(when» applicable) and acquiring railroads, as the case 
may be, are responsible for the actual payment of all 
allowances, expenses and costs to protected employees. 
However, protective costs provided in the Act are sub¬ 
ject to reimbursements by the Railroad Retirement 


Board from a separate account maintained iu 
Treasury of the United States. 

The service continuation subsidies (Section 402) nil 
employee protection benefits (Section 509) art cn-l 
sidered in other parts of this report and not dealt wuk | 
in this chapter. 

Strategy for Use of Funds 

It now seems likely that the demand for fund* to 
support upgrading or service continuation pitas «i| 
exceed the amount of funds available under the Act.The 
Association has attempted, therefore, to develop prion 
ties and criteria for committing funds undvr the cur¬ 
rent funding limitations of the Act as well as to project 
additional funding needs. 

Provisions of the Act allow for interim anil penni- 
nent financing of railroads in the Region. The A 
ciation has approached both the interim and perm* 
nent financing from two viewpoints: 

i 

• Given the operational needs of the regiontl nil 
system, how can these requirements beat be 
funded? Consideration must be given to both the 
private and public capital markets through utilia* 
tion of the Act’s current provisions as well as for 
sible requirements which go beyond the Act iri 
could only be satisfied by additional government 
support. 

• Given the funds available under the Act a* well is 
from private sources, how ran these muni* 
best be allocated? The Association is apphi^f 
customary financial criteria to these issues, whi-' 
recognizing its obligation to consider t he totality <d 
the Act’s objectives, of which economic viability cf 
the restructured rail system is hut one. Financial 
decisions are to be made by the Association ^ 
prior to conveyance of assets to ConRail and 
quent to such conveyance. The approach lo m 
decision will differ in several respects. 


Preconveyance Projects 

• I 

Preconveyance funds an* available to eligible car¬ 
riers under Sections 211. 213 and 215 of the Act j. ** 
tion of preconveyance projects necessitates eompi^Vj 
data base of capital expenditure requests ^ rom 
fjorsonnel of USRA, Penn Central, the other railrw 
in reorganization and certain connecting carrier*- ^ 
Most of the expenditure requests of ^ or 
in reorganization were previously either appro 
disapproved by trustees, although some P !0 J°* 5 
ently never were considered because of fum in £ ^ ^ 
tions. Of those approved, some were to 
internally, while others wore to l>e subniitt ^ ^ i 
ami DOT for consideration as Section 1 1*> l >r0 ^ ^m I 

The rationale used by the trustees of the ^ I 

reorganization for project selection "as 

—i 
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('SKA. The Association has given particular consider- 
ition to the compatibility of expenditure requests with 
| tl» requirements of the Act that a financially self-sus¬ 
taining: rail system be developed. For this reason, pro¬ 
jects not considered by the railroads in reorganization 
dw to lack of funds are now being reconsidered from 
die perepcctive of CouRail as a whole. The Association 
il>o is reconsidering projects that were disqualified be¬ 
cause the payback would have occurred after convey¬ 
ance. 

Tiv USRA and DOT have given high priority 
to expenditures that will improve track and yard condi¬ 
tions This position is conditioned upon the ability of the 
eligible railroads to carry out programs of normal main¬ 
tenance, which then would be supplemented by Section 
211 or 215 funds. The USRA prcconvcyance analysis 
process recognizes the high priority of roadbed re- 
nabilitatiou, while not ignoring the importance of rev¬ 
enue equipment, locomotives and yard or sendee 
improvements. 

PMfconvoyanco Project* 

The Final System Plan will set forth the planning 
guidelines which determined the capital investment pro¬ 
gram of Con Rail. The basic techniques of capital budg- 
King analysis will be applied with some modification 
toaivount for the unique nature of the problem at hand. 
Projects included in the Preliminary System Plan have 
been selected on the basis of financial criteria (when 


sufficient quantifiable data were available) and other 
economic, operational or managerial criteria. The finan¬ 
cial evaluations wore made by using discounted cash 
flow rate-of-rctum analysis. 

As has been pointed out in earlier chapters, a signifi¬ 
cant issue is the availability of capital to meet the fund¬ 
ing requirements. Since the need for capital exceeds 
authorized resources, provision lias been made for devel¬ 
oping a capital investment plan that will prioritize 
capital needs of the rehabilitated system. 

The approach will selectively downgrade the overall 
level of rehabilitation and abandon certain projects 
completely. At the present time USRA is developing the 
ability to undertake cost/benefit analyses on line reha¬ 
bilitation as a part of network rehabilitation. This work 
has been used partially for inclusion in the Preliminary 
System Plan. 

An analytical tool is being developed for establishing 
the priority system for capital investment loans to Con- 
Rail. The approach will be to develop a model which 
will divide the bankrupt estates into subsections of road¬ 
way and evaluate rehabilitation costs for each unit. It is 
possible that USRA will be able to develop techniques, 
employing this model, by which the cost of upgrading 
a track segment to various levels of rehabilitation can 
be specified. For example, improvements in the model 
might enable determinations of the cost of replacing all 
the track on a given segment instead of replacing only 
those rails in the worst condition. 
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APPENDIX A 


Regional Rail Reorganization 
Act of 1973 



Public Law 93-236 
93rd Congreaa, H. R. 9142 
January 2, 1974 


2n 3rt 


67 ST IT. 9SS 


To authoriae and direct (he maintenance ofadcquate and efficient rail •trek**' 

In the and Northeam region of (be rolled Sutra, and for other 

pnrp o ma . 

Be it enact*d by the Senate and /louse of Representative* of the 
aiHlOL Am t 0 ' nctl in Congress assembled. That this Act, Ragioma fell 

" * * ‘ feervpuilXAUon 



Aot of 197J. 


Sec. 101. Derlaration of policy. 

See. MS. OrflnUlooa. 

TITLK II - UNITED STATES RAILWAY ASSOCIATION 

Sec. 201. formation and otructure. 

Sec, 3ltt time rat power* and dutlea of the Aaaortatloo. 

S*r. 208 Accra* to Information. 

See. AM Report. 

S*c 20&. Rail Service* manning Office. 

Her atl final system plan. 

Sec. 207. Adoption of final ayalrtn plan 
S*c. 28* Review by Congreaa. 

Her. 200. Judicial review. 

Hcc. 2IO Obligation* of the Aaaoctatloo. 

Sec. 211 Uana. 

Src. 212. Record*, audit, and examination. 

Sec. 218. Emergency aaalatance pending Implementation, 
her. 214 Authorization for appropriation* 

Ser. 215. Maintenance ami Improvement of plant. 

TITLE III—AJ0N8OLIDATEI> RAIL CORPORATION 
^ ^OL format ion and structure. 



TITLE JV—LOCAL RAIL SKRVICE8 


Ser 401. Finding* and purpose*. 

JJ***- R * U “^^(^nttnuallon mbaldiea. 
See. 403 Acquisition and modernisation loan* 


TITTJC V— EMPLOYEE PROTECTION 

Ser. SOL Definition. 



^ Alignment of work. 

S*c. 504. Collect Ire-ha (gaining agreements 
Sec. 00fi Employee protection. 




TITtJC VI— MISCELLANEOUS PROVISIONS 
Sec, SOI Relationahtp to other lawn. 
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APPENDIX B 


Financial Condition of 
the Railroad Industry 


The financial condition of the carriers to be consol i- 
tated under USRA auspices is precarious. Not only are 
’fee carriers bankrupt, several have run out of cash and 
might have ceased operations without interim grants 
from the federal government. 

Conditions specific to the Region undoubtedly have 
“wtnbuted to the intensity of these financial difficul- 
<w. but there are indications that railroad financial con¬ 
ations are weak across the industry. Railroad earnings 
ta .’ been considered substandard for almost all the 
P°*-Worid War II period. Warnings have been issued 
* mw - v junctures in the interim concerning tho pre- 
iwK'Usly low and erratic nature of earnings for such 
® part of our national transportation sys- 

T 1 Allowing discussion will attempt to highlight 
•J* wrent financial condition of the U.S. railroad in- 
l^tty mid provide comparative historical data for the 
pt candidates for consolidation in the Region, 
single measure of financial condition is adequate 
*i!n T* *> a ''^ css l ^ e financial condition of the 
in* ii accounts are highly complex, and 

P basio Prohloms must, be recognized. 

accounting entries are not always matched by 
c * 4tl transactions and often are subject to man- 

I i|^ 

iT?i th * ,U,t ® carr * nl P*“*J*i on PP- 228-320 In 
: ‘*l KOilrvaA Tr(importation and Public Polio* (Brooking., 


ngerial discretion as to timing and amount. The stand¬ 
ard example is depreciation, a bookkeeping entry allow¬ 
able os an expense but not representing cash disburse¬ 
ment. The profits reported depend on the amount of 
depreciation expenses recorded, and the funds generated 
by the activities of firms, commonly termed cash flow, 
will be influenced at the same time. 

Second, railroads using retirement (betterment) ac¬ 
counting can exercise even more discretionary control 
over many forms of reported income, since retirement 
accounting results in capital account adjustment only 
in the year in which tho property is retired or replaced.* 

Third, railroads have substantial non-transportation 
activities and investments whose income has been used 
to augment transport earnings. Fourth, aggregate data 
may be misleading since they are comprised of many 
individual railroads of widely disparate nature which 
ojwrate in geographic regions of varying economic 
makeup. Finally, extensive interlocking ownership com¬ 
plicates analysis of rail accounts. 

The size of the Penn Central’s (PC) financial disaster 
alone has strongly influenced industry statistics. For 
example, ordinary net income (after fixed charges) for 
Class I railroads in 1970 amounted to $226.6 million. 

•Retirement accounting result* to a alngle end-of-llfe charge rather 
than annual depreciation charge*. 
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Penn Central alone lost $325.7 million, or more than the 
industry profit. The financial results of seven bank¬ 
rupts 1 arc incorporated into the Eastern District statis¬ 
tics reported by the ICC for 30 Class I railroads, and 
the Eastern District showed a deficit of $276.3 million 
on 1970 ordinary net income. 4 

Net Railway Operating Income 

An indicator of the return or profitability from rail¬ 
road operations alone is net railway operating income 
(NROI), which is measured before the deduction 
of fixed charges for capital and excludes income from 
nonrail activities. Thus, ignoring “other” sources of 
income. NROI represents flows of income available to 
reward suppliers of transportation capital. The level 
of this flow can be influenced by whether equipment is 
leased and charged as an operating cost or purchased 
and incurring fixed charges. 

Table 1 shows NROI for railroads of Class I sum¬ 
marized for the IJ.S. and the Eastern District. The 
Eastern District is subdivided into the six bankrupt 
Class I carrions under USRA purview as of January, 
1975 (inclusive of the Erie I>ackawanna) and the 
“Other Eastern” Class I railroads. 

Class I railroads as a group show a distinct decline 
in NROI over the postwar era. The decline in NROI 
for the Eastern District railroads has been dramatic, 
falling from $439 million in 1952 to $33.6 million in 

1972, and substantial NROI deficits were incurred in 
1970 and 1971. A slight recovery to $50.1 million was 
experienced in 1973, and the first nine months of 1974 
have continued the upward trend. 

Not surprisingly, the USRA hankrupt carriers as 
a whole and the PC in particular have recorded deficits 
in NROI since 1967. The consolidated bankrupt car¬ 
riers bottomed out in 1970 with a NROI deficit of $256.2 
million, of which $236.5 million was attributable to 
the PC, and in 1973 they showed a deficit of $123.7 
million with PC contributing $92.7 million. Thus, in 

1973, the PC was responsible for about 75 percent of 
the net operating losses for the USRA bankrupts, 
though all showed 1973 deficits on NROI. 

There are three reservations regarding the NROI fig¬ 
ures which merit discussion. First, railroad operations, 
particularly in the east, have included substantial pas¬ 
senger service in years past. The amount of the pas¬ 
senger service deficit has been much disputed, but its 
existence seems unquestionable, and Amtrak’s large 
deficits arc confirmation. The decline in NROI, how¬ 
ever, would not be eliminated by cutting out the pas- 

* The drillh. tb. L*hlgh * IIudnoD River Railroad (LAHRR) U not 
Included tn CUm I statistic*. 

• For a more complete discussion, see Final Report of the Task Force 
on Railroad Productivity, Improving Railroad Productivity, Chapter 
It! ; also, U.8. Senate, Committee on Commerce, The Penn Central and 
Other Railroads, (Dec. 1972) Special Staff Report (92:2). p. 253 ff. 
Figure* are summarised In AAR. Yearbook on Railroad Facts, 1973. 


Table 1.—A !ei railway operating income for Clan / rat/r^i 


(In millions of dollars| 



United * * 

Ea*tem Dbtrlrt ruDr^dj 

State* 

All 

Eastern 

CSRA 
bankrupt! > 

to* 

Eastara 

l929... 

1.2SL7 

684.6 



vj&? ... 

588.8 

331.1 








1947. 

780.7 

304 4 



1962 . 

1.078.2 

439.1 



1957.. . 

922. 3 

385.3 



1962... 

733.7 

196 6 



1967_. 

6784 

174.6 

-112 


1968. . 

677.6 

139.7 

-444 

841 

1969... 

654.7 

11A7 

-*2 

BT.f 

WTO. 

485,9 

-101.6 

-2512 

841 

1971. 

605.5 

-32.3 

-1845 

mi 

1972,. 

827.7 

38.6 

-14L5 

Ml 

1VT3„. 

840.1 

5a i 


nil 


* After taxes, hot before other income or fixed chartcr* 

* Exclude* Am trek. 

16 bankrupts. Includes Erie Lackawanna, but exclude* Lett|fc It Holm few 
RR-, as non-Claw I. 

Source: Association of American Railroads. 

monger deficit, according to most estimates. The rtveml 
of the downward trend in recent years would be «* j 
pectcd, as Amtruk assumed most of the financial burden 
of passenger service in 1971. 

Second, the Eastern District and “Other Ea^ern 
figures include the Long Island Railroad (LIRR).pri i 
marily a commuter line. In 1973, the LIRK contributed j 
a deficit of about $79 million to the Eastern District. 
Third, operating income is probably an overstatement j 
of railroad earning power due to the apparent deterion 
tion of physical plant during the past few years and 
the rapid inflation in replacement costs. 

Rate of Return on Net Investment 

The relationship of net railway operating income to 
net investment, in transportation proj>erty is represent* 
tive of the rate of return to railroad operation! Rtf 
shown in Table 2 for the same subgrouping of railroads 
discussed in the previous section. The rate of return 
thus defined gives a clear indication of the problem* 
the railroad industry: it has been historically low 

declining. . 

At no time in the postwar period has the rt tc 0 
turn for Class I railroads in the V.S. has liecn a* ] P 1 
5 percent, and the rate has trended downward g™ 
from 1852 to 1972. New lows have been set in eac ^ 
cessive economic downturn and, although 
rebounded over the past 3 years, the 1873 nite is 
attractive in terms of new investment. ^ 

Returns on transportation investment by * 
roads are unquestionably below the cost of r^ 
tal in money markets and are substantia > * 
rates which could he earned if availab c l * 
channeled by mil management into a 
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Ta»ix 2 Role of return for Clot* I railroad* 1 
11 n million* of dollar*) 



Un!Ud» 

Eastern District railroads 


Statw 






All 

USRA 

Other 



Eastern 

bonkrupu 1 

Kartern 

\" 





MB 

5 30 

2 08 



BBL *••• • 

266 

-2 14 



[jf 

3.44 

a 08 



\m , . _ 

116 

260 



- 

336 

229 




2 74 

1.60 



. 

Bu. 

2 46 

Itt 

-0 28 

257 

m - 

244 

1.27 

-.98 

2 66 

k... 

236 

L 10 

—L 29 

244 


171 

-« 

-4 30 

278 

5v 

247 

-.30 

-267 

274 

kv. d —i— 

296 

.37 

-2*3 

225 


204 

46 

—2 64 

1 

216 


‘X4aC*trof*rntl!.x knraiDa to net Investment in tranapartaUon property—in * 

tafec cub, saUrUij. «M • jpplie*. 

IMifllMl 

’ItaPnptr. b:ljdr. \.r\t Lackawanna, but esctodea Lehigh 4 Hudson River 

flS.usfcTlkj 1. 

r. Amdatloa of A.n*rtcan Hal I roods. 

jpeet or even simple savings accounts. The rail rates arc 
)bdow those earned by almost aJl other industrial 
tots in the economy, and most comparisons of finan- 
1 performance show rail near the bottom. 5 Such low 
>will not allow recovery of invested capital, much 
b Attract new capital required for continuation and 
provwnent of rail operations. 

Eastern District returns are almost uniformly lower 
ithe I S. average, though the prosperous past of 
***** k reflected in the high returns prior to World 
u II, The USRA bankrupts as a whole, recording 
p r> I deficits for all the years tabulated, also have 
'" n r, ^tive rates of return, which sank to almost 
- percent in 1970 before recovering in the most re* 
^ Jtara. The PC is responsible for most of the deficit, 
: 11 railroads considered were recording negative 
^return. The remaining Eastern District Class I 
shown moderate stability in their aver- 
of return forth© last seven years. 
r * v «rjr Ion*/ accounting lives of much railroad 
cause two types of difficulty in evaluating 
o return. First, the capital investment which took 
or more y^ars ago is in many instances 
rp* ^ changed circumstances in goods ship- 
Jl„ ^ ^ r(X ^ Uc * ,on locations, although it hafc not been 
^ Pre< iated. ] hus, the amount of ongoing invest- 
ulrjv ^^P^ation facilities which is still useful 
[ F<,r ,, <S8, ^ ftn t * lnl 0,1 books. 

L;r Pk - *‘ aSH ‘ r,, ? Pr equipment which was sur- 
' lor*T *" fe ' on< * serviceability lias remained on 
^ ° ur liwijj periods of time, overstating the ac- 

h r , 

,T, U. Moalh ij Lvtl.r." Plr»« National Cltjr Bank of 

'**•- * U In Improving Railroad Productive 


tual u useful” investment in place.* However, excessive 
capitalization does not appear to be a problem, since 
the ire ordered adequately supported adjustments in 
book value in 1963, and more than 85 percent of the 
gross investment on the books is new gross capital ex¬ 
penditure since 1947/ Further, a convincing offset is 
the understated value of that investment which is ‘‘use- 
fur relative to its replacement cost in an inflationary 
economy, again, emphasized by the long service life of 
rail investment. Replacement or reproduction cost 
certainly would be high relative to historical costs. 

One attempt to account for these problems, especially 
the latter, has assumed that gross capital expenditures 
represent a more accurate measure than depreciation of 
the capital assets consumed in the industry. Further 
assuming that investment has been purely to maintain 
plant since 1950, capital expenditures charged against 
cash flow based on XROI (NROl plus depreciation) 
will then yield t rue ojjerating return on transport invest¬ 
ment (as of 1950). The implied rates of return are uni¬ 
formly lower when this adjustment is made, with no 
annual rate over two percent since 1962, and very little 
or no return at all in six of the nine years from 1964 to 
1972/ 

Roil and Crosstie Replacement 

The low rates of return earned on transport invest¬ 
ment by Class I railroads resulted in 8 sharp downward 
trend in die installation of rails and des from the 1940’s 
into the early 1960's. Figures 1 and 2 compare the instal¬ 
lation rates for rail and crossties required to maintain 
the rail system while satisfying assumed life cycles, sixty 
years for rail and thirty-five years for crossties. The 
declining rates required to maintain plant, shown in 
Figures 1 and 2, reflect continued abandonment at a 
modest rate and otherwise are premised on replacement 
needs which follow a straight linear proportion of exist¬ 
ing plant. There are some reservations about even this 
conservative assumption about the maintenance of the 
existing rail plant, but the sharp downward trends into 
the early 1960’s clearly were inadequate to maintain 
current trackage. 

Rail and tie replacement rates have risen moderately 
and erratically since 1961, but have never approached 
die required rates, especially for rail. The rail-crosstie 
situation may be worse than indicated in the figures, 
since, there has been a gap over such a long time span, 
implying an older than average plant and a need for 
more than normal replacement to catch up. In 1970, the 

• Depreciation on thla obsolete passenger equipment war being 
charged an a solely related cost of current passenger service; see Porter 
K. Wheeler, “Amtrak: Economic Aspect* of Federal Railroading,*' 
Transportation Research Forum Prooetdinpa (18T2>. The existence of 
obsolrte Investment eonld Imply that capital consumption charged to 
past production had been understated, meaning that past earnings 
were In fact lower still. 

f Improving Railroad Productivity, Final Report of the Task Force 
on Railroad Productivity, p. 88 

• Ibid. . pp 84-97 
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ASTRO Report estimated that new rail would have to 
be installed at three times the average actual rate dur¬ 
ing the 1960’s and that crossties required a 50 percent 
increase to meet industry standards for replacement.* 

Coverage of Fixed Charges 

The ultimate financial integrity of any firm vests on 
its ability to meet contractual fixed charges, such as in¬ 
terest and rents, with the income derived from opera¬ 
tions. Fixed charges generally have been rising fairly 
steadily while net railway operating income has declined 
and total income, including other non-rail activities, 
has been fairly stable or drifting slightly downward. 
Increased levels of funded debt, especially rapidly in¬ 
creased equipment obligations in the late 1970’s, and 


• America’* Sound Transportation Rortew Or (ran tuition { ASTRO), 
The American Voitroa,! Industry A Pm»peetu* t p 14 ; nee bUo Harry 
8. MH«)eb», 4 *Tbc Prwut PHjrht of tb* Railroad*," pafror tponnored 
by Tempi*. Barker A 81oan* and IlltnoW Central Golf (mrfelon of 
May, 1973). 


rising interest rates for continuing capital oxpenditt 
which the railroads were unable to finance out of a 
come, are the basic sources of rising fired charges. 

Table 3 presents income available for fixed 
(total income after miscellaneous deductions!, the fix*: 
charges themselves and the coverage ratio for. 
charges. The coverage ratio measures the ability oft 
railroads to cover fixed charges 10 with total opernii 
income from all activities: a ratio of unity would imply] 
that income was just sufficient to cover fixed cb 

It can be seen from Table 3 that fixed charges fot 
r.S. Class T railroads rose bv 70 percent from 19© t 
1073. while total income available to cover fixed chif] 
rose only 14 percent. As a consequence, the cove 
ratio declined from alxiut three times fixed charges i 
the mid-1960's to a low of 1.44 in 1970. Other non-n 
income is included in the numerator of this cows 
ratio, as fixed charges are not assigned to specific t 
jw>rtation investments, but it is clear that NTtOI by it-j 
self would have been barely sufficient to cover 
charges in recent years. 

In 1970, NROI coverage was less than unity, mean-] 
ing that operating income from all Class I railroads i 
in the aggregate insufficient to cover their fixed charj 
a precarious state of affairs. 

Examined by district, the coverage ratio for the 1 
em District as shown in Table 3 is, of course, disn 
low, reaching a near-zero level of 0.07 in 1970.butt 
regions have also experienced moderate declines in 


Table 3 .—Total income, fixed chargee and fixed charge < 
ratio for Class J railroads 

f Dollar nmannu In million*) 


Unit*) Stab** 


XtftttH) dbtfkt 


Ymn 

Total 
Income» 

PU*d 
char***• 

Cover 
at* rmuo 

Toul 

Income 

tM7 . 

1*103 

19*4 

1.116 

mt 

422 

121 

in 

- 

1867.. 

1,1X7 

960 

a 84 

*w 

vm.„ . 

060 

367 

167 

1961. 

1.063 

1.120 

» 

x*> w; 

1&64-. 

fit 

194 

300 ; 

im . 

1,266 

401 

114 

457 ; 

I960. 

1.867 

436 

123 

VT‘ \ 

1967. . 

1,060 

461 

128 


im . 

1.067 

464 

1» ; 


I960. 

1.066 

631 

1« 

2W ‘ 

1970. 

m 

66» 

1.44 

2 

1971. 

977 

601 

1 63 

43 

1973.. 

1.121 

606 

l 65 

118 j 

197S. 

1.209 

636 

LI4 

150 


Flirt 


« Exclude Amtrnk. M 

» NROI plu» other income, after mifc-ellmseoa* dadoetwn 
able lor Used chart**- 

• Doe* not Include allowance* lur repayment of prtncH 1 

Souree* Amoctetkm of American HtLlnmU end **Moo.1y « r * a 


»Fixed chartee here nr* u«*d P orotteX to 
Manuel end tin not Include lnt*r**t rtoy* 
joint facility rente. Total fixed char*** 
repayment of principal. 



birr* , 

da not ■a®*®** * to " 
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tnfi. suggesting that the Eastern District is only a 
pop extreme example of negative financial trends in 
•J* railroad industry. It is interesting to note that fixed 
duress in the troubled Eastern District rose by 73 per- 
in the pas-t decade, only slightly more than the 
mall U.S. figure increased. 

As must he anticipated from the Eastern figures and 
iheoccarrencc of several bankruptcies, the USR A bank¬ 
rupt carriers in af irrigate have not generated sufficient 
iaane to cover fixed charges in any year tabulated and 
ut therefore insolvent. The negative ratios of the last 
foor yeare indicate a consolidated deficit before any 
6nd charge-' at all were covered. The PC in particular 
did not cover fixed charges in any year since 1966. 
though some of the smaller companies were able to 
iosalable I shows the supporting dnta. 

jT.au 4.—Tote/ i name, fixed chargee, and fixed charge coverage 
nlio fer Clati I railroad*, Eat tern District subgroups 


r Dollar an toon ti In million*} 


Y«n 

CSRA bankrupt* 

Other Mibtrn 

Total 

Find 

Cow- 

Total 

FliwJ 

Coror- 



iaettn# 

cluuiet 

■C* ratio 

Incomo 

char*** 

*** ratio 

sc .. 

91 

1117 

a to 

1246 

suo 

2.26 

F*. 

SI 

S28 


2S2 

111 

Z27 

P— 

49 

ISO 

.*2 

MS 

114 

2.12 

P^—— • — • 

-H6 

170 

-LIS 

214 

130 

1.76 


-uo 

1M 

—.62 

1» 

124 

1.56 

p——...... 

-u» 

156 

-.66 

223 

126 

1.90 


-71 

160 

-.40 

220 

122 

1.86 


I Va tetclaMTttv I. 


Cosh Flow 

°C cash flow is more important than the 
figures discussed above in determining the 
f. lflJ *k>lity °f the railroads to meet fixed charges 
F -interna] funds. because it more accurately reflects 
F**o* of funds accruing to the firm from operations 
?correcting for the fact that net income figures reflect 
H? no,, - c «fi bookkeeping entries. 

I fure 3 shows ordinary income and cash flow based 
priitmry income for all Class I railroads. Ordinary 
■^ P * nc °me before extraordinary charges) had 
L; 1 ; |' rtr, P 1 tously in the latter half of the 1960’s and 
Lr,v ' p,rtl “ ll - v recor ««d in the past three years of 
L, j ‘• u 'tings. Cash flow from Class 1 railroads 

k "Ti Ut n °‘ as sh,ir P 1 - v » a NROI, and the in- 
Cq. v -'' reflects a flow of funds sufficient 

L* e ( barges bv a suits! ant ial margin and allow 
r, P a > M.cnt or internally financed capital 

I Row 

Ltr 0u to ( lHf * Cta * 1 ^ ow has generally not boeti 
ki fight of ^ T ^ ro ® ca P^ a l expenditures, especially 
|nt* 0 f !^ nd P^yments (discussed later). The 
( -iirjrcv to cash flow lias also been rising 


FIGURE 3 


ORDINARY INCOME 1 AND CASH FLOW * 
FOR CLASS I RAILROADS 1960-1973 



YEAR 

1 ORDINARY INCOME *S NET INCOME BEFORE 
EXTRAORDINARY ITEMS. 

2 CASH FLOW BASED ON ORDINARY INCOME 
PLUS DEPRECIATION ACCOUNTS FOR ROAD 
AND EQUIPMENT; EXCLUDES RETIREMENTS 


SOURCE ICC TRANSPORT STATISTICS; U. S. 

SENATE. COMMITTEE ON COMMERCE; 
THE PENN CENTRAL AND OTHER 
RAILROADS 

sharply over the past decade. For Class I railroads the 
ratio rose from 27.5 percent in 1964 to 58 percent in 
1970, and it has not fallen much in the most recent years. 

Tabic 5 shows ordinary income cash flow for Class I 
railroads in the United States and the Eastern sub- 
groupings. The Eastern District again shows a substan¬ 
tially more precarious financial condition, with essen¬ 
tially no cash flow in 1970 and 1971. The consolidated 
USRA bankrupts have been unable to record positive 
rash flow since 1970, and PC has not done so since 1968. 

Negative cash flow signals an inability to cover fixed 
charges with either net income or depreciation allow¬ 
ances and signals serious insolvency. Other regions have 
experienced weak cash flow and sharp increases in the 
ratio of fixed charges to cash flow. Generally, cash flow 
has not been sufficient to finance new capital investment 
or pay dividends on equity shares in recent years. 
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Table 5. —Ordinary income cash flow 1 for Class I railroads 



Uolt*d 

flutrl > 

Eastern District railroads 

AH 

Eastern 

U8RA 
bankrupts • 

Other 

Eastern 

19*7 .. 

L»4 


8X0 

282.5 

MW*. .. 

1,M1 

MiO 

7X1 

200.9 

10*0. 

1.289.1 

239.5 

17.0 

27L* 

1070........... ............ 

L0CS.7 

IA0J 

[247.3] 

24X3 

W71_... 

L 144.0 

XU 


2t9. n 

W7X.. - .. 

l, 347 y 

IQ2.4 

1149. 9] 

26X2 

1971. 

1,306.0 

uao 

[110.*] 

2*1.7 


• Ordinary Income before extraordinary Items, pins depreciation. but axclodin* 
ifUfmntfc 

* Excludes Am trek. 

’ 6 bankrut*is, Include* Erie Lackawanna, but excludes LahJ«h and Hudson 
River Railroad aa non-CI. 

Vote: FI rural m brackets Indicate deftdi 

Source* ICC "Transport Statistics" 'partly from FRA Upas). Moody’s. 

A look at cash flow in relation to equipment invest¬ 
ment will dramatize the financial woes of the railroad 
industry. It commonly is perceived that shortages of 
rolling stock an? an important detriment to expanded 
freight volume and improved service quality. 11 Assum¬ 
ing that minimal rail investment policy will require 
replacement of rolling stock currently in operation (if 
not an expansion to resolve shortages), a financial ana¬ 
lyst has compared cash generation per car owned to the 
cost of a unit of rolling stock. 1 * 

Figure 4 show’s that the annualized cash cost per new 
unit of rolling stock has been rising rapidly and sur¬ 
passed $2,300 in 1968, whereas the cash flow per unit 
owned (here defined as NROI plus depreciation plus 
federal income taxes) has not been above $1,300 per 
car for Class I railroads between 1950 and 1973. 

It comes as no surprise to find the Penn Central with 
rather low unit cash flow which turned negative in the 
late 1960’s, but the Class I railroads overall have only 
been generating about one-half the funds necessary, and 
the cadi flow per unit has shown no tendency to keep 
up with rising acquisition costs. 

Most individual railroads are not generating enough 
cash flow with current utilization and revenues to re¬ 
place existing rolling stock, much less to continue other 
capital improvement programs and pay dividends. The 
number of freight cars owned and leased by Class I 
railroads did in fact decline over the 1960’s from about 
2 million to LB million and had continued to fall to 
nearly 1.7 million in 1973. 

Dividends 

In the face of declining earnings and cash flow, Class 
I railroads increased the level of dividends paid over 

** Utilisation of rolUnf stock ms/ be equally or even mom Important. 

“Harry * Melalahn, * The Pmweut Plight of the Railroad*" So 
attempt wa* made to update the rolltnf atock coat, since the tnauffl 
rlency of eamtn** was apparent. 


FIGURE 4 

COST TO REPLACE ROLLING STOCK VERSUS 
CASH FLOW PER UNIT OWNED. ANNUAL BASIS 



■ ANNUAL CASH COST — ANNUAL CASH PLOW 
PER NEW UNIT OF PER UNIT OWNED 

ROLLING STOCK [PRE-FEDERAL INCOME TJ 

SOURCE HARRY S MEISLAHN, "THE PRESENT 
PLIGHT OF THE RAILROAOS 


the 1960’s. Cash dividends reached a high of $516 m 
lion in 1969. The payout ratio of dividends to W* 011 
net income is shown in Figure 5. After remain^ 
the 50-70 range as a percent of ordinary net incon*- 
the early 1960’s cash dividends of Class I railn» ^ 
sharply from 1967 onward, and were in e*** 0> * 
income in 1970-and 1971. . 

Figure 5 also shows the dividend payou f ^ 
the Eastern District and for the two ^ 

Penn Central merger, the PRR and the N • 
ings fell from 1967, dividends were related.* V^ticall 
the Eastern District payout ratio rose ^ 
with dividends in 1969 amounting to ♦ d \ x ' p ^ 
nary income. Further, the two merger 'j nl 

payouts were not very different from a 1 
roads in the early 1960s, continued to i»J ^ 
dends in the face of disappearing earning* 
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. FIGURE S 

CASH dividends as a percent of ordinary 

INCOME. 1963-1973. CLASS I RAILROADS, EASTERN 
DISTRICT RAILROADS, PRR AND NYC. 



", * A A A A A A 

t-l-1-1-1-1- 1 _ | _ | _ I I _ I _ 

63 64 66 67 68 89 70 71 72 73 

YEAR 

A PRR& NYC WERE MERGED IN 1968 INTO THE PENN 
CENTRAL WHICH HAD POSITIVE DIVIDENDS ON 
NEGATIVE ORDINARY INCOME IN 1968 AND 1969, 
NO DIVIDENDS THEREAFTER 

♦ eastern district railroads had positive 

DIVIDENDS ON NEGATIVE OROINARY INCOME 
•N1970 -1973 

SOURCES ASSOCIATION OF AMERICAN RAILROADS; 
MOODY'S TRANSPORTATION MANUAL 


i ? . ^it * n astronomical 1,747 percent of income 
1 »d i' 000 ™ 0 lurnw * negative. Dividends continued to 
Jr w thc facc of losses in 1968 and 1969 and repre- 
COns ^ , ' ra ^° rash drain on the foundering Penn 

fo* . I *’ , * iat a substantial portion of thc available 
E m,, ' * ias <liverted to dividends, though 
t}* jjj ^ ,| ”'* s arL ‘ needed for capital betterment in 
Ittll “ true f° r all Class I railroads as 

l^does* ail>iru,>t& ^hc niaintcnance of dividend 
I litcxttfit ih 1 '' *° * tee f > 'asnea attractive, and to 

I ^aofthe **• In:lnn ® ement decisions promote the inter* 
wjuitv holders (owners), dividends could sub- 
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stitute for earnings growth while allowing gradual dis¬ 
investment from a declining industry. 

Very little new funding has been done through equity 
issues so the attraction of new capital is not a likely 
motive for high dividends. The payout ratio does reflect 
to some extent the corporate structure of the railroad 
industry; ownership of subsidiary rail companies has 
been common practice, and dividends would facilitate 
transfers of funds to more profitable endeavors. Thus, it 
is evident that a sizeable portion of the flow of funds 
available to the rail industry intentionally is being paid 
out in the face of apparent internal needs for capital. 
Surely, this is a consequence of very low level of profits 
in the rail industry and is not unique to the Eastern 
District. 

Working Copilot 

The end result of many years of desperate financial 
problems in the Eastern District, along with moderate 
declines of a similar but less immediately severe nature 
for the entire railroad industry, has been a sharp re¬ 
duction in net working capital for Class I railroads, 
especially severe since the mid-1960’a. Net working 
capital for all Class I railroads, excluding materials and 
supplies and before impending debt maturities, 
as shown in Table 6, amounted to $678.7 million in 1952, 
$646.8 million in 1962, but only $21.1 million in 1972. 

Many individual railroads show deficits in this short¬ 
term capital measure, and Class I railroads have shown 


Table ft.— Net working capital 1 and current ratio * for Claes / 

railroads 


Year 

United 
States * 

Eastern District railroads 

All 

Eastern 

U8RA 
bankrupts • 

Other 

Eastern 

Net 

work- 

.15. 

tal 

Cur¬ 

rent 

ratio 

Net 

work¬ 

ing 

capital 

Cur¬ 

rent 

ratio 

Net 

work¬ 

ing 

capful 

Cur¬ 

rent 

ratio 

Net 

work¬ 

ing 

capital 

Cur¬ 

rent 

ratio 

1947 .... 

M7. ft 

L 84 

in i 

L59 





1»3. 

«78L7 

L«7 

121. ft 

l. SO 





19ft?. 

UM 

Lftft 

125. 1 

LS2 





1982. 

fttdft 

L 60 

37.8 

L2B 

• t iitf a r s 



...... 

estsseesee a-* 

27d3 

1 S3 

1 413) 

L 17 

i 

LOS 

31.1 

1.27 

vm . 

1517 

L2S 

U4Q. 71 

LQft 

(134.61 

.90 

13.0 

1.21 

1909. 

1 

L 30 

(UO-11 

LOS 

U»«) 

.97 

1*71 

L 15 

1970. 

109.1 

1.2ft 

(51-81 

1.14 

1 74.61 

L14 

(27.31 

Lift 

1971. 

*3 

L 19 

(10ft. 4) 

LOS 

IS# 6] 

LOO 

1*81 

US 

urn.. 

211 

Lift 

(107.11 

LOS 

IUJ.1I 

.91 

3a o 

1.30 

1971... 

194.1 

L27 

l IE 3) 

LI) 

tuaei 

.97 

9L3 

1.25 


» Current Marts (eictuMrs of mated*) and supplies) 1ms current Liabilities (before 
tint*tiding maturities), 

* Ratio of current aaaets (unadjusted) to current liabilities. 

* Eu* hides Amtrak, 

* 6 bankrupts. Includes Erie Lackawanna, but deludes Lehigh and Hudson Hirer 
Railroad as non-Claes L 

Note: Figures in brackets indicate defidL 

Sources Association of American Railroads; ICC 'Transport Statistics’* (partly 
from FRA tape); "Moody’s Transportation Manual ” 
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debt maturing within one year (not included in current 
liabilities) exceeding working capital since 1966. A 
major improvement during 1973. increasing to $194.1 
million, can be traced to a large expansion of long-term 
debt in the Southern District and reduced deficits in 
working capital in the east. 

The net working capital of the Eastern District has 
been negative since 1967. and the six Class I USRA 
bankrupts have also shown negative net working capital 
as well as a current ratio (current assets to current lia¬ 
bilities) of less than unity. The “Other Eastern*’ car¬ 
riers showed a weakness in working capital in 1969- 
1971, but they have maintained a current ratio above 
unity und have recovered sharply in the last two years. 
It should be noted that many industrial corporations 
were able to reduce their levels of net working capital 
during the 1960’s, presumably reflecting tighter control 
on short-term balances and stable growth patterns in 
the economy, yet the sharp decline in the railroad in¬ 
dustry’s short-term financial position is much too dra¬ 
matic to be explained by such economies. 


Summary 

•Several measures of the financial condition of the 
railroads have been examined, with attention toClisl 
overall and subgroupings of the Eastern railroads, ft* 
earnings from railroad operations nnd the rate of re- 
turn on net investment provide a clear picture of in-] 
sufficient earnings for the bankrupt carriers m 
USRA auspices. The Penn Central has Ixrti 
ojH'rating deficits since 1967, and the rate of 
levels for “Other Eastern” carriers has not been parv 
ticularly encouraging. 

The 1973 rate of 3.04 jiercent for all Class I rail 
is hardly attractive for new investment. Short-tn 
financial problems also will render it much more diS-j 
cult, to find capital for long-term expansion, when 
ings are so |>oor as to render every year a crisis pei 
in covering fixed costs and require continual refund 
of debt. General shortages in capital markets in the 
of pressing investment requirements across the ecotwm; 
could leave many railrouds with no lender of last 
other than the federal government. 
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APPENDIX C 

Industry Structure 


A tentative operating structure was defined for each 
option described in Chapter 3. The objective was to 
quantify as many elements as possible, including such 
fetors as: system size, including route and track miles; 
fetsirc. including number of locomotives and cars; op* 
patterns, including train miles and locomotive 
m ntiks operated; yarding functions required, includ¬ 
es location and level of activity; the estimated service 
M for carload and intermodal traffic; the financial 
Performance of each system, including profitability, 
flow and level of investment (both government 
ud private); the impact of each structure on competi- 
as measured by market share and each county now 
tv a potential ConRail candidate carrier; and 
^imated impact of each structure on solvent car- 
^aml existing traffic flows in the Region. 

*** in *• Analytical Process 

* (deluding EL) was used ns the base case 
^ analysis; the inefficiency of bankrupt carriers 
n *' ^®P ari80a with present services inconelu- 
un efficient Con Rail I option was de- 
^1 b. <°f the specific factors 
*ou](H ! * ^° r ft ** ot ^ er structures it was assumed each 
L °l )eral ^l as efficiently as possible. For exam- 
L* * nort ^/south split, the duplication of ter- 
[ ? u 00 ^ tnu,,<a £e which existed prior to the merger 
nit ^ er ’ a ncw “unmerged” system 
^ which relied heavily on joint usage of 


track and facilities to minimize operational costs. With¬ 
out this basic assumption, it would be quite easy to load 
the answer against any structure except ConRail I. 

The basic building block for analysis was the 1973 
traffic flows and the estimated traffic growth factors 
from Temple, Barker ASloane. In deriving the ConRail 
I baseline case, the present flows were adjusted to reflect 
operating changes which could occur with a merger of 
the carriers. The Marketing Group at USRA also 
studied the traffic flow information to determine what 
flows could be rerouted to ConRail long-haul opera¬ 
tions and made estimates as to the amount of traffic 
which could be diverted. 

Rail operations involve complex interrelationships be¬ 
tween local switching, intermediate switching and the 
operation of mainline trains, and at every step there is 
a trade-off between capital requirements (yards, main 
and secondary tracks, locomotives and cars) and labor 
(road crews, crews at classification yards, local switch¬ 
ing crew r s, maintenance of way forces, maintenance of 
equipment forces). The process is described in detail 
in Chapters. 

Once the ConRail I baseline case was defined in a 
marketing and operational sense, then each of the other 
options was derived by adjusting the base ConRail I 
information. For example, with the vertical split at 
Selkirk (Albany) and Enola (Harrisburg), adjust¬ 
ments had to be made in both costs and revenues. Some 
moves were local to the eastern terminal district, many 
moves were local to the lines wrest, but a significant 


251 






9584 


portion crossed the boundary between ConRail East and 
West and revenue apportionment was therefore 
necessary. 

Similarly, the specific costs of maintenance, rehabili¬ 
tation, road operations, switching operations and classi¬ 
fication operat ions had to be assigned to either the Con- 
ltail East or to ConRail West. Further adjustments had 
to l>e made which reflected additional activity that might 
occur because of the split, e.g., additional switching at 
Selkirk and Enola. Again, adjustments in revenue were 
necessary, for example, opening this large terminal dis¬ 
trict to direct access by Norfolk & Western and Chessie 
System has a potential for diversion of traffic which 
presently originates on PC lines in Newark and Phila¬ 
delphia (for example) and is dest ined to Chicago or St. 

Ixmis. * 

Once the revenue and forecasts were made and the. 
cost factors identified, by account, these basic revenues 
and operational factors were utilized by Financial Plan¬ 
ning in determining profit (or loss) for each of the 
structures, and, within each structure, for each compo¬ 
nent element, e.g., ConRail North profit (or loss) versus 
ConRail South profit (or loss), the cash flow and invest¬ 
ment requirements, both public and private. There are 
any number of financial options which are possible in 
terms of method of funding, interest rates, inflation fac¬ 
tors, etc.; these are explained in detail in Chapter 14. 
Each comparison between structural options was made 
on a consistent basis. 

The competitive impact of each of the alternative 
structures was analyzed by considering originations and 
terminations in the affected areas, County-by-county 
analysis was completed for the states of Pennsylvania, 
New York, New Jersey, Connecticut, Rhode Island and 
Massachusetts to determine how various combinations 
of bankrupt carriers would change competitive levels. 
The presence of solvent carriers elsewhere negated the 
need for such detailed analysis in other states. The com- 
petitive analysis focused on the issue of the level of 
market dominance created through each of the various 
structures and the distance from the individual county 
to the nearest competitive point where use of intermodal 
services or short hauling, etc., could be ut ilized. 

In determining impact on other carriers, the initial 
analysis dealt only with the Norfolk & Western, Ches¬ 
sie System and Erie Lackawanna. Discussions were held 
with these carriers, ami estimates received on how much 
revenue might be vulnerable under the ConRail I 
change. Estimates as to impact under other structural 
options were made by CSKA's staff. 

The above describes those items where an attempt was 
made to quantify the differences between the structures. 
Given the complexity of the industry structure decision 
and the ramifications of the various alternatives, no 
analytical technique gives a complete answer. For this 
reason, the options were ident ified in the IJSRA Annual 
Report so that public discussions could be fostered. 


Members of the staff discussed the options with ship- 
port*, rail carriers in the Region (both bankrupt and sol¬ 
vent) , state transportation reprosentat ives mid mwnben 
of the academic community. It was in this public da- 
cussion that the identification of certain options upoo 
which individuals could focus was invaluable, as indi¬ 
viduals and groups tended to hold fairly finnopinioM 
on each of the structures presented ami provided spe¬ 
cific reasons why they liked or did not like certain as¬ 
pects of each. It was not the acceptance or rejection of 
any concept (few accepted any concept unequivocally) 
which was so important, but rather the ivasoits given* 

From the argumentation, it became possible to de¬ 
velop some idea of the basic elements of a solution. In 
addition, the public response was such that the early 
USRA decision to drop the Middle Atlantic Kail alter¬ 
native from the detailed analysis clearly was determined 
to be a mistake. It was decided in early December to 
l>egin a detailed in-house study of the concept (onesuck 
analysis had been done by a consultant 1 but this ana¬ 
lytical effort was overtaken by events—the admission 
by the Erie Lackawanna that it could not be reoigi* 
nized under Section 77 and its request that it be 
reorganized under the Act. 

Change in the status of the Erie-Liokawnnna had i 
significant impact on the industry structure decision. 
Prior to this change, the evidence was clear that any 
structural alternative which significantly stlengthened 
either ConRail I or the present solvent carriers would 
first and foremost impact on the Erie-I^ckawanitt. For 
example, it had become obvious that a possible transfer 
of Lehigh Valley route to either Norfolk & ’Western or 
Chessie, or a structure which essentially set up the l* 
high Valley as a feeder to one or both of those lin*. 
would have serious ramifications u|>on Erie-Lada- 
wanna. Change in the status of EL eliminated the n 
for certain very difficult decisions but presented 
issues to be resolved. 

Evaluating the Alternatives 

The following is a detailed description of each of the 
ojierating structures considered by I SKA: Ij 
ConRail I Plus Neutral Terminal Companies, ConKjn 
East and West, and ConRail North and South. 11 * { 
tion, the Middle Atlantic Rail concept * 
despite the fact that no analysis was complete . ' ^ 
of the structural alternatives includes discosst ^ 
service and operating patterns, implications ^ 
petition, impact on solvent carriers, the r«»« 
operational and financial analysis, R>PO « n 
public comments and the ramifications of t a J ^ 
of the Erie liRcka wanna. The discussion < om 
T7SRA recommendation for each structure ^ 

ConRail / contemplates first merger 
hahilitation of all the carriers under < 14 


* Strong. WUhart * Inc. 
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not EL). Vs originally envisioned, this option 
iouM hare resulted in the maximum reduction in dup¬ 
licate facilities and thus solved the most critical problem 
of finding the money and material to rebuild the fixed 
pluit of the bankrupt carriers. It was presumed that 
thisoption would also offer the greatest opportunity for 
wTwu*d efficiency and utilization of equipment and 
therefore greater productivity of owned equipment and 
iocreased rents for foreign cars. Additional economies 
tem anticipated as a result of the more concentrated 
traffic flows resulting from the dominant market share 
which ConRail I would enjoy along the eastern sea¬ 
board. 

As delineated, the operating structure would consist 
of a merger of the Penn Central, the Reading, the Le¬ 
high Valley, the Central of New Jersey, the Lehigh & 
Hudson River and the Ann Arhor. The ConRail I op¬ 
erating structures studied would have eliminated the 
Lehigh Valley as a main route north of Wilkes-Barre 
(but maintained it for north/south flows south of that 
pint) and allowed for elimination of duplicate main¬ 
line from the Harrisburg area into Philadelphia and 
Newark, making maximum utilization of the more 
favorable Reading route via Allentown for east/west 
routes. 

Hrd ojjemtions in the Harrisburg, Allentown, Phil¬ 
adelphia and Newark area would lx* integrated, with the 
bst existing facilities being upgraded. It was original¬ 
ly thought that a significant amount of traffic originat¬ 
ion the lesser bankrupts could lx* rerouted for Con- 
Riil long haul; after an analysis of the traffic flows, it 
^apparent that this potential was significant but not 
overwhelming The major traffic flows are eastbound 
the present solvent carriers control the routings. 
'* ( on Rail 1 alternative therefore assumed that 
**)or interchanges would continue to exist at Buffalo 

lfl ' at Lnrgan; the oj>erating plan was developed ac¬ 
cordingly. 

Despite- rlH> fart that was assumed that major gate- 
woulcl bo continued, the potential exists for a 
011 *1 rail service monopoly. The major impact is 
^ southeastern Pennsylvania and central New Jer- 
n,\ ^ aiVa r,in ^ r,l, .v bounded by Harrisburg, Allen- 
n , Elizabeth, thence south to Trenton and Philadel- 
jrj ; For the balance in Philadelphia and 

, ^ T >rn( ^ ics in Pennsylvania would shift from 
omt, 4 * ^ hv,lf between Reading and Penn Central 
terminations to 92 percent ConRail I 
iaXi, u * C n ' l,m > n * n g 8 percent) and 99 percent 
bston r ° imi y Allentown, Bethlehem- 

Middlesex County, New Jersey (New 
(y. f irtn ^ "wild shift from a 55 percent Penn 
^'dwiretoMp,^ for ConRail I. 

|'S]{y * l,r “ so ^ vtl 'l carriers is rated as moderate, 
frojj, w|,j# t - lnatCS r [ u * rev °nue diversion resulting 
t,,lLr * ni ® c off the smaller bankrupts; finto a 


ConRail long haul would be in the range of $50 to $100 
million. This figure lias lieon essentially confinned by 
the solvent carriers themselves. Cbessie would suffer 
some loss of traffic over the Lurgan Gateway for east- 
west movements and from north-smith traffic now mov¬ 
ing between the Newark area and the Potomac Yard 
Gateway (Alexandria, Va.). Norfolk & Western’s major 
loss would lie the Lehigh Valley interchange at Buffalo 
including in all likelihood the present through con¬ 
tainer movements on that route; loss of some u Alphabet 
Route’’ traffic at Connellsville is also likely. Erie Lacka¬ 
wanna would lose Port Newark traffic off the Central 
of New Jersey and traffic from the Reading connection 
at Rupert (Pa.). 

Because of its tenuous financial condition, this lass, 
while modest, would probably be the most severe of any 
of the carriers. As the ConRail I planning assumes that 
the AVilkes-Barre/Allentown/Philadelphia route will 
lie maintained for through service, the Delaware & 
Hudson should remain competitive for north-south 
flows, although the Lehigh Valley’s lieing eliminated 
as an east-west carrier would deny D&H one of 
their two interchanges for east-west traffic. There 
was little evidence that this would be detrimental, pre¬ 
suming that the Erie Lackawanna remained open to the 
west. 

It must lx* noted that the TJSRA operating plan con¬ 
templated leaving the major junctions open, but this 
fact by itself does not guarantee the position of the 
present solvent carriers. ConRail I will be an inde¬ 
pendent entity and could seek to close routings in the 
future. Therefore, the risks exist that certain major 
flows would bo affected. 

The operational and financial results indicate that, 
of the operational structures analyzed, ConRail I has 
the best financial results. These results however are not 
sufficient to call ConRail T a truly private sector solu¬ 
tion. The federal funding requirements are well in ex¬ 
cess of the Act and it appears that there will be govern¬ 
ment involvement for a long duration. As noted above, 
these results for ConRail I are not based on significant 
traffic diversion. What ConRail I can achieve is a ra¬ 
tionalization of the debilitated route structure east of 
Harrisburg, and it has maximum flexibility in develop¬ 
ing more efficient yard and switching operations along 
the eastern seaboard—largely by making use of yards, 
such as Enola and Conway as staging areas for the 
east coast cities. Elimination of duplication and use of 
the liest remaining facilities are therefore the critical 
elements in its relative performance. 

In terms of implementation, ConRail I is not assessed 
to lie a difficult merger to implement. It represents the 
folding of a number of the smaller carriers into one 
large carrier—the type of merger which historically has 
been the easiest to consummate. The process, to lx* 
effective, would nevertheless require several years. 
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Comments by the Rail Services Planning Office, ship- 
pen% mil carriers and members of the general public 
indicate grave reservations about the ConRail I alter¬ 
native. The RSPO notes that “as a result of ConRaiFs 
virtual monopoly on the major traffic generating area 
of the east, traffic now handled by the competing line- 
haul carriers would no longer Ik* readily available to 
them.” It further notes that the “impact on Erie Lacka¬ 
wanna . . . would almost certainly bo devastating.” 
RSPO expressed a special concern over the lack of alter¬ 
native competitive north/south routes; as noted earlier, 
ITSRA’s o|>erating plan allowed continuation of the 
Philadelphia to Wilkes-Barre link, hut certainly the 
potential exist for ConRail closing it in the future. 

The State of Pennsylvania was especially vocal in its 
objection to the monopoly created by ConRail I in 
southeastern Pennsylvania. New York State expressed 
less concern prowdrd that some means was found to 
strengthen the Erie Lackawanna (a comment made of 
course l>eforo the Erie Lackawamm ? s collapse). Dela¬ 
ware & Hudson expressed special concern over the po¬ 
tential loss of the north-south route. Chessie and Nor¬ 
folk & Western were concerned nl>out jiossible diversions 
of traffic, but their greatest fear was ConRail I would 
emerge as a government-financed competitor which, 
once rebuilt, would severely undermine their competi¬ 
tive position. 

The effect of the Erie Lnckawanna change makes all 
of the above objections to ConRail I even more telling. 
So long as the Eric Lackawanna remained as a competi¬ 
tor, then the Northern New Jersey markets had competi¬ 
tion (Erie Lackawanna counts for 35 percent of the 
originations and terminations in the Newark SMSA), 
New York state had a competitive alternative along the 
southern tier and competition would have remained in 
Utica and Syracuse. Had Erio Lackawanna remained 
independent, then Delaware St Hudson would have a 
connection for its east-west traffic — a mute which is 
important not only to D&H but also to Boston & Maine 
and its eastern connections. 

With the inclusion of Erie Lackawanna in ConRail I, 
the Boston & Maine would essentially bo turned into a 
feeder to the ConRail system at Selkirk (Albany); the 
Delaware & Hudson would lose its base traffic volume 
and probably would no longer l)c able to continue as an 
independent entity: Northern New Jersey would join 
Central New Jersey and Southeastern Pennsylvania ns 
lieing a complete monopoly area; and most of New York 
State and Northeast Pennsylvania would be denied 
rail-rail competition. In effect the monopolistic area of 
the original ConRail I concept — roughly a triangle 
from Harrisburg to New Brunswick to Philadelphia — 
would be expanded to encompass virtually all of New 
Jersev, New York and Pennsylvania with the inclusion 
of EL into CRC. 

It was tho conclusion of the Association that, even 
discounting the impact of the Erie Lackawanna and its 


possible inclusion in the CRC I, tho CRC I concept 
too insensitive to adequate rail competition in key mar¬ 
kets. The monopoly power of the railroad in these mar¬ 
kets would«perhaps bo justified if the financial viability 
of ConRail I was dej>emlent on tho achievement, of thb 
monopoly position. 

ConRail I/Neutral Terminal Companies 

Tho ConRail I/Neutral Terminal Company structure 
was originally proposed as a means of assuring con¬ 
tinued competition in certain key markets along the 
eastern sea I ward without the attendant duplication of 
facilities and operations which would otherwise result. 
ConRail I would have to lie formed in the same manner 
ns outlined previously, with the exception that neutral 
terminal companies would be formed in the Newark 
New Brunswick area, in the Philadelphia metropolitan 
ami and perhaps in the Allentown area. As envisioned, 
those terminal companies would be jointly used sub¬ 
sidiaries of the line haul carriersserving the market! 

The operating pattern studied would have had Che* 
sie System with access to Philadelphia (from the south 
over its own line, or from the Harrisburg area over 
truckage rights or joint facilities with Conltail through 
Reading), and either the Norfolk St Western or th* 
Chessie System with access into the Newark area; Ches* 
sic over the present Reading/LV and Norfolk & West¬ 
ern would have access from Buffalo over the LV. Thi* 
structure also presumed that the Erie- Lackawanna 
would not open up its traffic in the Newark area, and 
therefore the neutral terminal company would not be 
all inclusive. 

As compared to the present situation, competition 
would bo somewhat diminished as many lesser markets 
would have single carrier service only. The major mar¬ 
ket* of Newark. Philadelphia and Allentown would, 
however, gain a greater degree of competition than ev 
ist today. Except for Jersey City, these markets do not 
have reciprocal switching; thus a shipper located on 
Penn Central, for example, must generally route t 
over t hat carrier to the first open junct ion. 

With the neutral terminal company, a ship{*" | m * 
ently on the Penn Central could route traffic <>ut o 
ivctly on either Penn Central (ConRail I) or ( 
System; similarly a shipper on the Reading could rem 
either Chossic or ConRail direct. Clearly thisst n, »- 
is more competitive than the ConRail 1 alternate 
even compared to today’s situation, would t*\ )rC * 
increased competition in the major markets. 

With the exception of Eric Lackawanna, th« 
on solvents of the ConRail I/Neutral Fermin 
pony option was judged to l>e minimal. B° f 1 ^ 

and Norfolk & Western would gain direct |‘ ‘ 1 ’ 
the major eastern seaboard markets and cow i 1 ^ 
single carrier service without reliance nn 
connections* 
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In addition, all industries would be “open” in these 
major markets and, because Penn Central tends to be 
the largest carrier in both markets now, Chessie and 
Norfolk & Western potentially could gain traffic at Con- 
Bail'S expense. This threat of diversion is especially 
critical in the early years when Con Rail’s debilitated 
plant and equipment shortages would place it at a com¬ 
petitive disadvantage. 

The impact on Erie-Lackawanna would be negative. 
While that carrier could have participated in addi¬ 
tional Newark area traffic*, this would lie offset by addi¬ 
tional single-carrier competition between Newark and 
the midwest This additional sendee could be an es¬ 
pecially critical factor for service sensitive TOFC traf- 
Br. In addition to the Erie Lackawanna's potential 
problems, the possibility of ConRail severing the 
Wilkis-ltanv-to- Philadelphia competitive link and 
isolating Delaware & Hudson’s north-south flows re¬ 
mains a po&ribi I ity under this alternative. 

From an o|>orHtional and financial point of view, the 
(onRail I/Neutral Terminal Company option was 
**es*d as only slightly worse t han the ConRail I struc¬ 
ture. Th e neutral terminal concept would allow* termi¬ 
nal rationalization in the major markets, and provision 
of solvent carrier access over trackage rights would 
eliminate the requirement for duplicative mainlines 
(except for the present Lehigh Y f alley main from Sayre 
to Buffalo, if the Norfolk & Western or Chessie wen* 
provided a cce<* from that Gateway). 

There would be an increase in yard switching hours 
lithe neutral terminals resulting from the requirement 
lUt cars be sorted into and out of line haul trains in 
the terminal area rather than making direct moves to 
larger and potentially more efficient classification facili- 
timsuchag Rutherford and Enola. Also, then* would he 
• slight increase in car requirements due to less efficient 
filing between line haul carriers and the neutral 
tmuinal companies at these points, as there .would In? 

division of resjjonsibility at the operational level; 
* e P r i° r ities for the tenninal company would not 
-mesh with that of the line haul operator, 
p mentation was not judged to Ik* a serious prob- 
j | . nre entities would be formed than with CRC1 
I* lH ' ^oulcl be relatively small, controlled by the 
^wnpanies and would encompass areas requir- 
^specialized management under any configuration. 

ui.l f M ^ erv * ce Planning Office comments 
he * l<llSl rxv °* V0 ^ bi>m ship|H*rs and the general pub¬ 
lic ? muc * 1 niorr favorable towards this solution 
^ ,>n Kail I, as it began to solve some of 
l^sseii l ,rr, klcms. There was some concern cx- 

theexi rfprn,, ^ n ^ 1 ' lc P°®tble deterioration of service; 
T * ^ ,nan - v with neutral tenninal 

? n(>t ^ )eeu Additional concern was 
Umi na ! h * rtt, 'lj n K the level of surcharges which these 
^npumes miglit have to impose to cover their 


costs. While these terminals are costly to serve the same 
can be said for most highly congested urban terminal 
areas, whether on the eastern seaboard or in the midwest 
or on the west coast. 

lo the extent that certain terminals may be un¬ 
profitable, it is probably more a function of the type of 
traffic handled than the fact that it originates or termi¬ 
nates in a major urban area. For example, the major 
eastern scalxmrd population centers are important re- 
cei\ers of agricultural commodities, such as fruits and 
vegetables, which historically move at low rate levels. 

I he failure* of the Erie Lachawanna and potential loss 
of competition in Northern New Jersey makes the Con- 
Rail I/Neutral terminal Company option much more 
attractive. The EJ/s failure also rentiers moot the issue 
of whether a solvent carrier should have access to the 
Newark area lx*cause of the impact on EL. While the 
neutral terminal concept does tend to solve the Newark 
competitive problem, it does not resolve the question of 
competition in New York State nor the continuation of 
a friendly connection for the Delaware & Hudson at 
Binghamton for east-west. The change in EL’s status of 
the Erie thus makes the concept more compelling but 
renders the implementation more difficult. 

It was the conclusion of the Association that the 
basic objective of the ConRail I/Neutral Terminal Com¬ 
pany option—that of maintaining competition in im¬ 
portant markets while minimizing the duplication of 
mainlines, terminal facilities, and o|H*rations is a start 
towards a possible resolution of the structure problem. 
It was the Board's assessment however, that the precise 
ojk* rational plan outlined would require substantial re¬ 
vision in light of the Erie Lackawanna situation. Also, 
the Association was reluctant to create new institutions 
which would be a barrier to the efficient functioning 
of the line haul carrier. 

ConRail East and West 

As originally envisioned, this option would respond 
to the unique ope rating environment of an area in which 
the majority of duplicate services and facilities of the 
bankrupt carriers are located and in which the North¬ 
east Corridor Passenger Improvement Program will 
restrict current patterns of freight operations. The alter¬ 
native organizes ConRail East as a major terminal 
operation in the area east of Albany and Harrisburg; 
ConRail West would be a separate entity consisting of 
the Penn Central lines and the Ann Arbor. ConRail East 
would provide all switching services for cars originating 
and terminating iu the area and would then provide line 
haul service to the major interchange points of Selkirk. 
N.Y. (Albany), Allentown, Enola (Harrisburg, Pa.) 
and Potomac Yard (Alexandria,Va.) 

At each of these Gateways, connecting services would 
Ik* available from two or more carriers. The boundaries 
were drawn to encompass the lines of the former New 
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Haven awl Southern New England (except those in the 
Boston area), the Hudson and River Divisions of the 
Penn Central as far as Selkirk, thence a line east of the 
Delaware & Hudson/Lehigh Valley main line to Allen¬ 
town. Allentown would be in the ConRail East area 
from that point. CRC East would go to Enola and then 
turn southeasterly to the Penn Central’s Columbia and 
Port Deposit Branch to Perry ville. 

The Delmarva peninsula was assumed to be in CRC 
East. Finally, it was assumed that ConRail East would 
have the responsibility for all of the present Penn Cen¬ 
tral's north-south traffic moving between Selkirk, 
Newark, Philadelphia and Washington. Baltimore and 
Boston were excluded from the CRC East as they have 
compel itive services. 

On long haul traffic, more competition would be avail¬ 
able than now exists for shippers within this geographic 
area. Conversely, for short haul traffic (such as New 
Haven to Baltimore), ConRail East would enjoy a total 
monopoly. The routing options for a shipper at Phila-, 
delphia would be even more extensive than would be the 
case if a neutral terminal company existed. For ex¬ 
ample, a shipper now located on the Penn Central in 
Philadelphia would have an option of routing a car to 
Harrisburg where two carriers (Chessie and ConRail 
West) would be available, or the car could bo routed 
to Allentown for delivery to the Norfolk & Western. 

Similarly, a shipper in New Haven, now captive 
on the Penn Central s system, would have the capability 
of sending a car destined for Chicago to either Selkirk 
or Allentown or Harrisburg and would have a choice 
of ConRail West, Chessie, Norfolk & Western or (prior 
to its failure) the Erie Lackawanna for line haul move¬ 
ment. Thus, the ConRail concept opens up a large area 
to more competitive long haul service than exists today, 
even though it would create a monopoly for the limited 
number of short haul moves within the defined area. 

Except for the Erie Lackawanna and perhaps the 
Delaware & Hudson for its north-south flows over 
Wilkes-Barre, the impact on the solvents would gen¬ 
erally be favorable in comparison to what exists today. 
A very large traffic luise—some two million-plus car¬ 
loads originating and terminating annually—would be 
potentially available; much of this traffic is now captive 
to the Penn Central System. 

The operational factors and the financial results for 
ConRail East and West show a marked deterioration 
from the ConRail I baseline. ConRail East functions 
as a “giant New Haven.” Because of its size, it is un¬ 
likely that it could be managed as a joint operation 
under the managerial control of the connecting carriers; 
its objectives are not therefore likely to mesh with those 
of its connecting lines. 

This option allows virtually the same degree of plant 
and terminal rationalization as with ConRail I, the 
major deterioration in operating and financial perform¬ 
ance is in the area of car requirements and switching. 


This poor performance is due in turn to the balkanm- 
tion of responsibility; as a connector to many trunk line 
carriers, ConRail East is really responsible to no one. 
nor does it have great incentives to form a "nature! 
alliance” such as Boston & Maine has with Delaware! 
Hudson. 

Financially, ConRail East appeared to he a major 
loser throughout the 10-year forecast. These losses were 
not offset by profits of the western company; it was 
about as profitable ns the larger CRCI. By opening up 
a large portion of the present east coast Penn Central 
traffic base, the ConRail West could suffer substantial 
traffic losses to both Chessie and the Norfolk Western, 
in addition, the rehabilitation costs arc highly concen¬ 
trated on ConRail West. 

This structure presents some implementation prob¬ 
lems. It breaks through flows presently moving over the 
Penn Central. ConRail East is formed by amalgamat¬ 
ing most of the smaller bankrupts with the Penn Cen¬ 
tral lines within that territory and. these Penn Central 
lines must be sheared from the present operating com¬ 
pany ; an “unmerger” and a merger are occurring simul¬ 
taneously. It is believed that the implementation prob¬ 
lems are manageable, however, as the interface points 
have been kept to a minimum and are located at yards 
where there is already a significant amount of inter¬ 
mediate switching activity. 

Furthermore, the present Penn Central operational 
management structure already recognizes the unique 
problems in the east—especially those dealing with the 
heavy flows of intercity passenger and commuter 
trains—and thus, to a large degree, an autonomous 
management structure has already been developed. 

While RSPO had little to say about this alternative 
beyond a reference that it was largely an expansion oi 
the neutral terminal company structure, shippers a 11 
states had much stronger opinions. Both groups fi*n * 
to view ConRail East as an expanded version of the o 
New Haven and expressed concern that it embodi * 14 
worst of all possible worlds—a potentially monoi*!^ 
attitude (unlike neutral terminal companies- the me 
haul carriers would have little influence on its operating 
policies) and a feeling that, if it foiled, it irojj n _ 
on such a large scale as effectively to destroy rui tram 
portation on the eastern seaboard. 

Also, many shippers and states saw it as an a « 
to “contain” nationalization and visualized the ^ ^ 
East company as being a permanent loser. ore '' \ j p 
the federal dole. The concept did receive l0,is |‘ ^ 

support from solvent carriers; they felt that t H ^ 
seabonrrl had so many problems in terms o ^ 

operations and duplicative, obsolete ftcih tl05i ^ 
would be a hopeless drain on profitability ^ ^ ^ 
part icipate in any aspects of these markets. 1 ^ 

Rail East effectively walled off what they * 11 ^ 
an extremely high risk area (especially 
passenger sendee), while concurrently P 1 * 0 ' 1 
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with *ec«*s to » fa** larger traffic base than they pres- 

ently enjoy. 

As was the case with the neutral terminal option, 
failure of the Erie Lackawanna makes the concept 
raster to implement (EL had indicated no desire to 
transfer its eastern properties to ConRail East), and 
the difficult decision as to whether a solvent carrier 
should be allowed access east from Buffalo to the detri¬ 
ment of Erie-Lackawanna is avoided. 

Inclusion of the EL into the planning process, 
coupled with a ConRail East, would also allow exten¬ 
sion of the solvent carrier from Buffalo with a mini¬ 
mum of facility duplication. CRO East does not resolve 
the basic dilemma of what to do with the Erie Laek- 
mnna mute through Southern New' York to Bing¬ 
hamton. The implications of a failure to solve this 
locess problem could result in the ConRail East effec¬ 
tively encompassing the Delaware A Hudson and 
BortnaA Maine as they would lack friendly connections 
for their traffic. 

In the judgment of the Association, the ConRail 
EtsCPenn Central West solution should be rejected. 
The financial results indicate a high probability that 
CanRiuI East effectively would be a nationalized feeder 
wstem on the eastern seaboard. This, coupled with the 
hostility of the eastern seaboard states to the concept, 
nuke it extremely unat tractive. 

ConRail North and ConRail South 

In the ConRail North and ConRail South alterna¬ 
tive consideration was given to the unmerging of the 
Penn (entral system. There is a largo body of both pro- 
”** 011 1 1 and 1 iiv opinion that the Penn Central merger 
fM | ,,u stake ami that many of the difficulties of that 
j^rrier can be ascribed to its size. This alternative would 
^ up the Penn Central into two firms with route 
tfrwturrs roughly follow ing the mainlines of the pre- 
Pennsylvania and New York Central Railroads. 

^ * smaller bankrupts would then be merged into 

L ' ihe two systems. The operational plans studied 
that the Resiling would be merged with Con- 
ii! utli tnd that the Central of New .Jersey, the 
P the Lehigh A Hudson River and the 

f*. ^ v f >Ul< * ** mer g®d with ConRail North. The 
y an ^ r ‘ Hu van properties would go to ConRail 

ik.eloping this structure, a primary goal was to 
teijin ^ a * lon plant and facilities to an absolute 
w ; mm ,Ul * 1° minimize fragmentation of traffic 
tusufar as was feasible. The huge* cost of rehabil- 
** that, were tin* Pennsylvania 

? >ric ( rnl recreated in thrir former dupli- 
could be no possible financial jus- 
u^l joint ^ * llS ,l * ternMt * V0 ’ Therefore, joint trackage 
pr^i,, U nunil ^ operations were assumed wherever 
* u P r *°r York to Chicago and New* 


York to St. Louis, and the overriding goal elsewhere 
was to avoid fragmentation of traffic flow* facilities. To 
a large degree, the basic system configuration, except for 
the densest mainlines, was a derived function based on 
minimizing the fragmentation traffic flows. 

Overall, some deterioration of service could be meas-. 
urod. For those flows which had to be interchanged, an 
additional delay was added to the process. Overall, 
however, this service degradation was not assessed to 
lx? very severe and not of sufficient magnitude to war¬ 
rant reject ion of the concept. 

As the lesser bankrupts have been assigned to Con- 
Kail North or ConRail South in such a manner as to 
reduce duplication, the resulting competitive* structure 
is quite similar to that of ConRail I in that area east 
of the Ohio/Pennsylvania line. The exception is the 
New*ark area where both carriers would provide serv¬ 
ice. Philadelphia, as was the case with ConRail I, would 
find itself virtually monopolized by the ConRail South 
system. There w*ould be some addition in competition 
in the States of Ohio, Indiana and Illinois, but this was 
held to an absolute minimum to minimize costs and 
because the solvent carriers" presence in these states 
already provides adequate competition. 

While competition, measured by market dominance 
in individual markets, is not much different from CRC 
I, there is an intangible factor which must be consid¬ 
ered. Unmerging the Penn Central does provide two 
carriers more similar in size to Ohessie and Norfolk 
A Western and thereby results in a system less likely 
to affect adversely either of those carriers. Furthermore, 
if only one of the resulting systems were to fail, it is less 
likely to require major federal intervention. 

The impact on solvents is judged to be about the same 
as under ConRail I, given the alignment of smaller 
carriers which has been set up. There is an offset to 
this, however, in that each of the solvent carriers would 
tend to form a working relationship with ConRail 
North (a likely partner would lx? Chessic for many 
flows), and ConRail South wwdd find “friendly” con¬ 
nections such as N&W and DT&I. The primary advan¬ 
tage, as noted above, would be that the solvents would 
no longer be up against a system largely dominating 
most market pairs in the Region. 

The operational and financial results for ConRail 
North and ConRail South are the least attractive of the 
structures analyzed. I>espite attempts to operate the 
two systems as efficiently as possible, including joint 
use of yards and tracks, the operation of run through 
trains wherever practical, and actually building the 
systems around the traffic flows as much as possible, the 
results are significantly worse than for ConRail 1. 

The fixed plant costs, including rehabilitation, stayed 
approximately the same, reflecting.the heavy U 9 e of 
joint operations, but the introduction of tvvo systems has 
a significant impact on car turnaround times for certain 
flows which now must be switched between railroads 
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and also because flows are fragmented. e.g., heavy flows 
between New York and Chicago are split between the 
North and South systems. Furthermore, car rents go up 
significantly because of the need of the two competitive 
systems to maintain surplus cars for competitive 
purposes. 

In terms of the ability to implement, this is by far 
the most complex structural option. Dismemberment 
of a railway firm this size lias never been attempted 
before. Based on industry experience that effective im¬ 
plementation of a large scale merger takes approxi¬ 
mately five years (Seaboard Coast Line, Burlington 
Northern), it is TTSRA’s assessment that the unmerger 
of Penn Central would take at least that long and 
possibly could run to a full decade. 

Staffing of the two separate entities is difficult, given 
existing shortages of qualified management. Many of 
the work functions have been consolidated since merger; 
this structure would involve relocation of personnel; 
work now concentrated at Altoona and Samuel Ray 
Shop at Jlolidaysburg, for example, would be split w ith 
a significant number of the skilled workers being re¬ 
quired at a new major shop on ConRail North. 

The RSPO expressed concern about the duplication 
of facilities which w*ould result from the ConRail North 
and South split. Comments from state and local plan¬ 
ners. from transportation economists and from a large 
segment of the general public, however, indicate a broad 
support for the unmerger alternative. This support 
scorns to lie based on three factors; (1) the feeling that 
the merger was a grievous mistake, (2) a fear that if 
Penn Central stays intact and in fact grows somewhat 
larger, another failure of that company would likely 
lead to nationalization, and (3) that unmerging of the 
Penn Central would provide better competitive balance 
based on a four-system east competitive network. 

It is further argued that the untnerging would allow, 
eventually, amalgamation with the solvents in the re 
gion to produce a Imsic two-carrier system or facilitate 
end-to-end mergers. While many shippers supported 
the idea in the abstract, there was concern expressed 
aliout whether it could in fact be implemented and a 
fear of service deterioration during the implementation 
process. Most mil carriers, even those that stood to gain 
competitively, were dubious about the possibilities for 
implementation. 

Erie I^ackawanna’s changed status complicates the 
ConRail North and South structure significantly. The 
EL does not fit with the North System without creating 
a monopoly in New England and all of New York 
State. It could be merged with ConRail South, but this 


in essence would be adding to the duplication of facili¬ 
ties, an unattractive choice given the financial result* 
for ConRail North and South. This structural option 
therefore does not solve the Erie Lackawanna problem. 

It was the judgment of the Association that the 
ConRail North and South structure should I* rejected 
because of its poor financial poi formatter compand 
against the other alternatives and, more importantlv, 
the serious quest ion of how the process of bre aking up 
the Penn Central could be accomplished. While the 
structure was attractive in terms of its long term possi¬ 
bilities, it was judged that these advantage did nor war 
rant the risk inherent in creating another five or pceei- 
bly 10 years of instability in the Region's rail services 
caused by the unmerging process. 

Middle Atlantic Rail Proposal 

In the public discussions following the iksuhiicc of tlic 
Annua) Report, there was considerable opinion voiced 
that USRA should have also studied merger of CXJ, 
RDG and LV into a single entity—Middle Atlantic 
Rail (MARC). This alternative, it was argued, could 
be implemented readily and would provide the neces¬ 
sary competition. 

The original USRA reject ion of the concept was based 
on several factors. A USRA consultant. Strong Wia* 
hart & Associates, looked at the financial projections i 
that indicated the MARC amalgamation would be t 
disaster. MARC had too much duplication, resulting in 
excessive rehabilitation costs. It was a system which w»s 
inherently dependent on the solvent earners in the Re¬ 
gion; if they chose to give MARC active »up|K)rt. it 
could have a degree of success, but if they did not it 
would fail. MARC alone would not result in effective 
competition; it was the link up of MARC with the i 
solvent carriers which truly provided the balance to 
Penn Central. 

In working with the other structural options, ways 
w'ere found to achieve some of the benefits of competi¬ 
tion without having to duplicate facilities everywhere. ^ 
Detailed analysis of line haul coordination projects w 
the west indicated that one could, in fact, operate com¬ 
petitive services over the same fixed plant without 
degradation in service levels. As a result of the- bn* 
Lackawanna change, the Association began to un rr 
take a more detailed study of how MAR( ^ 
tion and what its financial results would be if | he M. 
roads were merged with EL. This MAR< hL a urI * I 
five is still under study by USRA but defin fi v< ^ 
are not yet available. 
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APPENDIX D 

Coordination Projects 


Significance of Section 206(d)(3) Findings 

The specific requirements of Section 206(d)(3) are 
'wly intended to place certain limitations on acqui- 
^tions by profitable railroads as part of the restruc- 
torinj? of a regional rail system. At the same time 
^tion 206(d)(3) must be applied in a way which 
ialancw its specific intent with the general purposes 
the Act and goals of the Final System Plan. This 
spans that Section 206(d)(3) should he applied so as 
d to eliminate from further consideration those pro- 
acquisitions bv a profitable railroad as to which. 
* ether singly or cumulatively, TJSRA is now unable 
/ r . n * d ! ftck impairment of profitability 

.... 0,1 °r any other railroad in the Region, but 
ni not to preclude, prematurely and permanently, as 
a final ^vstem plan designations, various pro- 
fr *°V i kitions which may ultimately be shown to 
. r du* purposes and goals of the Act and plan. 
I be emphasized that the Association's deter- 
Unc ^ r Section 206(d)(3) cover nothing 
ibil f 1 r ,IC mW mater,A * impairment of profit- 
tier ^ 1<?N ir * no * £ enera * Public interest findings, 

t wy addressed to whether any particular acqui- 
mi.. would ultimately prove consistent with the goals 
^^ofthepUnandAct. 

• lion 306(d)(3) requires that CSKA's ‘-material 
Ik t j” nem Profitability” determinations be made at 
, Tfl * ,° '“Option and release of the preliminary 
Pl,n - W «hin the next 90 days the I.C.C. is re- 


quired to make further determinations as to the con¬ 
sistency of those proposed acquisitions not excluded 
from further consideration by the Association with the 
standards of Section 5 of the Interstate Commerce Act. 

Those proposed acquisitions which remain following 
all the processes of Section 206(d) (3) may or may not 
be included in the final system plan, whether as actual 
designations under Section 206(e) or as recommenda¬ 
tions for future considerations under Section 206(g). 

Coordination and Minor Market Extensions 

Appendix D-l is comprised of proposals by carriers 
within the Region to implement trackage coordination 
agreements and minor market extensions. The former 
type of proposals will produce cost savings and do not 
involve any shift in markets. The latter involves exten¬ 
sions to relatively small markets. Savings which would 
be realized by the railroads through implementation of 
trackage right agreements will not adversely affect any 
other railroad in the Region. Consequently, USRA has 
determined that they will not, either singly or cumula¬ 
tively, Materially impair the profitability of any rail¬ 
road including ConRail in the Region. It has also deter¬ 
mined that the minor market changes which involve 
insignificant traffic shifts will not. either singly or cumu¬ 
latively, impair the profitability of any railroad includ¬ 
ing ConRail in the Region. Objection from other 
railroads to any of these projects has been minimal. 
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Appendix P-1 (Coordination and Minor Market Extxnnona) 

Coordination* and minor market rjleneiem that will not materially impair the profitability, either ting/y or cumulatively, of any ra.W 

in the Region or ConRail 


7F 


Ilrl. 


iL~a.. 


IL-4 


IL-8_ 


II rd., 


1L-7. 


IL-8. 


IL-* 


llrW 


Location 


Bewent, IU.. Sullivan, Ill. 


Klvaston. Ill., Veraaflta*, ID.. 


Joan, HI.. MUcMMU. 


Beardstown. tit., Spriigfleid. 111.. 


Flora, III., Shawm*town, Dl. 


Danville, Ill WestvHk, Ill.. 


Chicago, Ill, DanvQ)*. Ill. Paris. Ill 


E. St. Louis, Ml., Paita, Ml.. Tnw 
Hsoti, Ind. 


F. FeorU. II U Farxndak Jet., IU.. 


Bridge Jet , III., Emi Allot*. Ill- 


Description of project 


Her notea at cntl of table. 


Norfolk A Western to abandon Itf Una from Bemeut to 
Sullivan, with Intersecting railroads to acquire th» 
NA w track and traffic at or near the point* shown 
under "Sendee continued.** 

Norfolk 4 Western to abandon Its line from Versailles 
to Elvaston It* trackage rights over Toledo. Peona 
A Weatarn from K1 vast on to Keokuk, Iowa, and Its 
trackage rights over Burlington Northern from 
Quincy to Golden, and turn Its Keokuk traffic over to 
TPAW at dther Peoria or Forrest tor handling Into 
Keokuk for a per oar charge Intersecting railroads 
would^ acquire the NA W track aivd traffic at or near 
the points shown under''Service continued." 

Burlington Northern and Chicago A Eastern Illinois 
(Missouri Pacific ) to Jointly acquire the Penn Central 
Uxu> from Joan to MitrbcU over which CAET cur¬ 
rently has trackage right*. Penn Central (ConRail) 
would retain trackage rights over the Una if it so 
desired. 

Baltimore A Ohio (Cheat!* System) to abandon Its 
lifts from Springfield to Beard flown wldlh Inter 
sorting railroads to acquire the B AO track and traffic 
at or near the points shown under " Service Coo- 
Untsad.** 

Haiti mom A Ohio (Chead* System} to abandon IU 
Una from Flora to Bbawnectown, with Intersecting 

t railroad' to acquire the BAD track and traffic at 
or near the points shown under "Service continued.* 4 


Chicago A Eastern Illinois (Missouri Pacific) to ac¬ 
quire from Penn Central a line from Wr-tvilla north 
to the Peoria A Eastern (PC) near Tilton and tael 
over the PAE to a point within Danville CAP.I 
currently has trackage rights over this segment, and 
Penn Central (ConRail) could retain trackage 
right* over the segment If it so desired. 

Louisville A Nashville (Family UnsO to grant Penn 
Central (ConRail) trackage right* over Its line from 
Parle to Danville and The Milwaukee Road to grant 
PC trackage rights from Danvilk to Chicago (Blue 
Island), allowing PC to abandon it* Una from Paris 
through Danvilk to Chicago PC track and traffic at 
or near the paint* shown under "Service continued” 
would be acquired try Intersecting railroad*. 

Chicago A Eastern Illinois (Missouri Pacific) to ac¬ 
quire from Penn Central its Una from E. 8c Louis 
to Pan*, allowing PC to downgrade or abandon Us 
line from Pana to Tern Haute (Paris). CAB! 
now baa trackage rights over this segment. And 
would grant Penn Central (ConRail) trackage 
rights should It desire to keep the lioa Intact as a 
through rout*. 

Norfolk A Western to abandon its Una from east Peoria 
to Fsrmdate Junction and acquire trackage rights 
between thoae points over Toledo, Peoria A Western 
Illinois Terminal Railroad, which now has trackage 
lights over N AW, would abo operate over TPAW. 

Illinois Central Gulf to acquire Penn Central 4 * hue 
from Bridge Junction to East Alton, a large portion 
of which 1C G and PC currently operate on a paired 
track basis. Burling too Northern. Chicago A Eastern 
Illinois (Missouri Part fie), and lllmoU Terminal now 
have trackage rights over this segment and tab 
rights would continue. PC (ConRail) would also be 
granted trackage right* If It so desired. 


Service continued 


Sets 


By 


Hammond. .. 

(Lovlngtou. Ill-].. . 

BuUIvan. Ill. .. 

Sullivan, III .. 

Carthage. HI ... 

Elvastoo, 111 ... 

Golden, ML ... 


All points on acquired segment. , 


Ashland. IU ... 
Beardstown, IU. 


Duncan, IU .—. 

Enfield, IIL. . .. 

FalrfUJd. Ml _____ 

Junction, Ill ... 

New Pbawneetown. HI. 

fNorri'CUy. ID ] .. 

Shawneeiown, Ill. . ..... 

Wyatt, TU ... 

All points on acquired segment 


ChrUroan. IU .. .. 

Handy. Ind. . 

Ridge Farm, IU ... 

8t. John, Ind . 

Westvllle, IU .. .. 

(Kenlland, MI.| . 

(Shaft. Ind ) ... 

(St.John, Ind | .- 

Schneider, Ind . . . 

AU points no acquired segment 


CAEI_U 


No Industries on abandon'd line. 


All points on acquired segmret- 


•.r 


ICO. 
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Appendix D-l (Coordination and Minor Market Extension *)—Continued 


ftarfiMtofM and minor market mentions that will not materially impair the profitability, either singly or cumulatively, of anu railroad 

in the Region or Con Rail — Continued 




Description of project 


IMl - 


ladUOftpoL'i, lml. Decatur. Ill 


Baltimore 4c Ohio (Chnoie System) to abandon tu 
line* from Indianapolis (Speedway). Ind., to New* 


man. III., and from Kleklin, 111., to Decatur. III., and 
acquire trackage right* over Penn Central from 
Indianapolis to Decatur via Terre Haute. BAO 
would also acquire trackage rights over Illinois 
Central Oulf from Areola to Tuscola so It could 
continue service on Its remaining line between Flek- 
Un and Newntan. Intersecting railroads would 
acquire the abandoned RAO track and traffic at 


Orll._ 


Body. 111.. .Springfield, IU., Taylor- 

vllk, rn- 


iwi.- 


Ik**, 111, FpringfMd, ID. 


or near the points shown under “Service continued/' 

Baltimore A Ohio (Ctasale System) to abandon Its 
line from Boody to Springfield and either acquire 
trackage rights over Norfolk A Western from Boody 
to TayfonrlUe and operate ovrr Its own line from 
TaykirvlUe to Springfield, or acquire trackage rights 
ow NAW directly from Decatur to 8prlngfr*M. 

Baltimore A Ohio to abandon its line from Flora to 
Springfield, with Intersecting railroads to acquire 
the BAO track and traffic at or near the points 
shown under “Service Continued/* 


OrR 

O-A0.. 

O-U.. 


K*_. 




»d_ 


Wi 


Aaarica. Ill. Forman. IU 
Yakut. 


Jeffersonville. Ind., Louisville, Ky. 

N. Vernon, Ind.. Seymour, Ind. 


CoMamille. Ind., New Ca*le. In4. 


< on** Orcrr, lod,, Tmllanapolte, Ind 


D,B#a '*0*-. Gary. Ind. __ 


Chie ^nta ( in.,Port«. Ind_ 

^^srae. Ind., Maude. l«m 


Ct-r 


Ohio, Wtiinue, 


Ind. 


of table. 


Burlington Northern to acquire Penn Central's line 
from America to Forman. 

For other coordinations and minor market mansions 
that involve the Plate of Itlinols to a lesser extent, 
see projects IN-4, IN-*, and IN-14. 

Baltimore A Ohio (Cbessie System) to abandon Its 
line horn North Vernon to Jeffersonville (Louisville) 
and acquire trackage rights over Penn Central 
(Con Rail) from Seymour to Jeffersonville: or BAO 
to grant I*C (CortRail) trackage rights from North 
Vernon to Jeffersonville allowing PC (Con Rail) to 
abandon Seymour to Jeffersonville. 

Norfolk A Western to abandon Its lines from New 
Castle to Cambridge City and from Beeson to 
Connersvfllr, with Penn Central (CoifHall) to 
acquire the portion between Cambridge City and 
Brenou over which It now has trackage rights. 
Intersecting railroads would acquire the NAW, 
track and traffic at or near the points shown under 
“Service continued/' 

Baltimore A Ohio (Chessle System) lo abandon Its 
line from Cottage Grove to Indianapolis and acquire 
trackage rights over Penn Central (Con Rail) from 
Cincinnati to Indianapolis. Intersecting railroads 
would acquire the BAO track and traffic at or near 
the points shown under “Service Continued." 

Norfolk A Western to ahandon tu line from Dillon to 
Gary (Tolleston) with intersecting railroads to 
acquire Our NAW track and traffic at or near the 
points shown under “Service Continued/* 

Elgin. JoUft A Eastern to grant Penn Central (Con- 
Kail) trackage rights over Its Une from Porter to 
Chicago Heights, allowing PC (ConRail) to aban 
don Its parallel Une. 

Norfolk A Western to abandon Its lines from Fort 
Wayne (Waynedale) to Klngalaivd and Hlufflon to 
Munrir, with Erie-Lackawanna to acquire the 
remaining segment between K1 wetland and Bluff- 
ton. Intersecting railroad* would acquire the NAW' 
track and traffic at or near the points shown under 
“Service Continued." 

Norfolk A Western to abandon its Unas from Montpelier 
(Pcrgo). Ohio, to Topeka. Indiana, ami from Millers- 
burg, Indiana, to Wakanua. Indiana, with the 
remaining segment between Topeka and Millers- 
burg to be acquired by Penn Central (ConRail) or 
also abandoned. Intersrrving railroads would acquire 
Um NAW track and traffic at or near the points 
shown under “Sendee Continued ** 


Service continued 


Note 

Location 

By 


Chrltman, IU. 

PC_ 

ft 

(Ouion. Ind.]. 

PC 

2 

nammond. III . 

NAW 


Hillsdale, Ind. —. 

LAN... 


MetcaU, IU .. 

NAW. .. 


Roachdale. Ind . . . .. 

LAN 


W. Dana, Ind . 

MILW 


* • 

Nona on the abandoned segment. 


ft 

(Altamont, 111.1... 

PC , 

2 

Cow den. Ill. 

N*W_.. 

7 

Edge wood, IU. 

ICO. 


tP«m. III.).. 

PC. 


Pans, IU.. 

ICO 


TaylorvlUe, IU. . 

NAW . 


(Tower Hill. IU-|.. 

PC. 


All points on acquired segment now 

BN.... 


receiving rail service. 

Not appUcablr... 

N/A.... 


None on the segment to be abandoned. 



(Beeson, Ind.). 

PC .. 

2 

Connrrxvttle, Ind. .. 

BAO ^ 

g 

(Connersvllle, Ind.). ... 

PC- 


(Milton, Ind.). 

PC. 


ConnersviHe. Ind. __ 

NAW ._ 

2 

[Cotmcrsville. lnd.l TTr ,-„ r „..„„.„ 

PC 

0 

Rushvlllc, Ind. . ... 

NAW 


(Rushvillr, Ind.) ... 

West v| lie, lad .... 

PC. 


LAN _ 


None on the segment to be abandoned. 



Rluffton, Ind .. 

E-L .. 

10 

Hartford Clty^Ind-__ 

PC. 

Klngsland. Ind?* -...—-- 

K L .. 

. 

MlUervburg, Ind .... 

PC.... 

2 

New Paris, Ind.. 

PC. 


Topeka. Ind. 

PC - 


[WalcottvlUe. Ind.) .... 

PC. 




•JI 1 
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Appendix D-l (Coordination and Minor Market Extensions) — Continued 

Coordinations and minor market extensions that trill not materially impair the profitability, either singly or cumulatively, of —w, 

. in the Region or ConRail —Continued 


p nr 



1N-S... 


IN-*.. 


IN-10... 

IN-ll... 

IN-12.. 

IN-ll... 

IN-14.. 

IN-AO.. 

MA-1... 

MA-2-... 

MA-A... 

MA-4.... 

MA-ft... 

MAO.. 

MA-AO. 

MD-1.... 

MD-AO. 

ME-!.... 


Chicago, nt, Fort Wayns. Ind. 


(irimth, Ind., LaCrosse, Ind., Pine 
Jet. I (id.. 8ute line, Ind., Wrlls- 
boro. Ind. 


New Castle. Ind., RiohvHte. Ind. 


Greencastte. Ind., Indianapolis. Ind. . 

Straight Une Junction, Ind., Oakland 
CUT. lod. 

Clay City, Ind , Spring HUH, Ind- 

Evansville, Ind.. Mt. Cannot UL.... 

Various.. .. 

Cholera, Mut, K. Boston, Mass. . 


Chelmsford, Maas., Framingham 
Center, Mao., Lowell. Maes 


Fitchburg, Mass.. Framingham 
Center, Mass. 

N. Adame, Mass., N. Adams Junction, 


Easthampton, Haas.. Westfield, Maes. 


Holyoke. Maes., Weetfteld, Maes. 


Dawson, Md., Toa*>Joway. Md. 


Various. 


Danville, Maine. Portland. Main* 


ME-AO. 

See notes at end of table 


Description of project 


Norfolk A Western and Penn Central (ConRail) U> 
acquire trackage rights on each others line between 
Fort Wayne and Chicago (Ilobsrt, Ind.) and operate 
on a paired track basis. 

Chesapeake A* Ohio (Cheaste System) to abandon lu 
line from LaCrosse to Griffith and acquire trackage 
rights over Baltimore A Ohio (Choaefe System) 
from Wellsboro to Pine Junction. Tbo CAO tine 
from Griffith to State Line would be acquired by 
Brie*Lackawanna, which Is currently a Joint opera* 
tor on that segment. 

Norfolk A Western to abandon Us line from New 
Castle to Rushvtlle, with Intersecting railroads to 
acquire the NAW track and traffic at or near the 
points shown under “Service Continued ’* 

Louis rill# A Nashville (family Ham) to acquire track¬ 
age rights over Penn Central's (ConRail) line from 
Greencastte to Indianapolis. 

Louisville A Nashville (Family Lines) to acquire 
the Penn Central (ConRail) line from Straight Line 
Junction to Oakland City. 

Louisville A Nashville (Family Lines) to acquire the 
Penn Central (ConRail) Une from Clay City to 
Spring mil. 

Southern Railway System to acquire the Penn Central 
(ConRail) Une between the SOU-PC Intersection at 
Mt. Carmel and EvanrvlUe. 

For other coordinations and minor market extensions 
thst Involve the State of Indiana to a lesser extent, 
see projects IL-7. IL 11, MI I, OH », OH 9, and 
011 - 12 . 

Boston A Maine to acquire tbs Penn Central (Con- 
Rail) Une from Mystic Junction Yard to East 
Boston: or, in the alternative, that portion of the Une 
between the oul-of-service PC bridge over Cbelsra 
Creek and East Boston. 

Boston A Maine to acquire the Penn Central (Con¬ 
Rail) Une from Chelmsford to Lowell, allowing PC 
to abandon Us Une from Framingham Center to 
Chelmsford. BAM would also acquire the PC track 
and traffic at or near West Concord, where another 
BAM Une Intersects the PC Une to be abandoned. 

Boston A Maine to acquire the Penn Central (Coo- 
Rail) line from Framingham Center to Fitchburg. 

Boston A Main* to acquire the Penn Central (Con- 
Rail) track and traffic at or near North Adams, 
allowing PC to abandon Us Une between North 
Adams Junction and North Adams. 

Boston A Maine to acquire the Penn Central (Coo Rail) 
track and traffic at or near Easthampton, allowing 
PC to abandon Its Une between Westfield and 
Easthampton. 

Boston A Maine to acquire the Penn Central (Con- 
Rail ) track and traffic at or near Holyoke, allowing 
PC to abandon )U Une between WealUehl and 
Holyoke. 

There are no other coordinations and minor market 
extension! that involve the Bute of Massachusetts. 

Western Maryland (Cheaste System) to abandon tu 
Une from Dawson to Tonolowmy and acquire track- 

a age rights over a parallel Une of Baltimore A Ohio 

* (Chcsste System). 

For other coordination* and minor market extensions 
that Involve the State of Maryland to a teaser 
extent, tea projects PA-5. PA*$ and WV-t. 

Grand Trunk to abandon Its lino from Danville to 
Portland and acqulr* trackage right* over Maine 
Central between those points Maine Central would 
assume service to QT patrons at Yarmouth cither 
by contract or acquisition. 

There are no other coordinations and minor market 
extensions that involve the Stale of Maine. 
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Appendix IVl (Coordination and Minor Market Extension *)—Continued 

C#r 4 i*olu>nt arul minor market extension* that will not materially impair the profitability, either singly or cumulaiirely, of any railroad 

*n the Region or ConRail —Continued 




MR. 


W*l~- 


H-L.. 


MR ... 


MM 




MR 


MR. 


MI-U 


Location 


Description o< project 


Detroit, Mich , Hammond, Ind. 


CUre. Mich., Coleman, Mich . Ml. 
Pfca»a&t. Mtch 


Grind Haven, Mich., Mam*. Mich... 


Butk Creek, Mich 


Biy Ctty, Mich., Saginaw, Mich_ 


bolt. Mkh , Portland, Mich. 


Aihby, Mich., Grwnrilk, Mich., 


Tanzntarh, Mkh., Wauseon, Ohio. 


B«y Chy. Mich., ITiioonnlof , Mich . 


Midi., Gaylord, Mich., 
Matkicaw City, Mkh. 


*“ U *' < * wlflr - Mkh., Imlay City, Mich.. 


L * |J * Mwy, N J., Marlon Jet., N.J. 


A * h4 * d< N.T*» Buffalo, N.Y., Roch- 
•Mr. N.Y. 


*H. 


Mbakil. N.Y... 


lMfi At *»d of Uhk. 


Norfolk A Western and rrmi Central (ConHall) to 
coordinate their operations between Detroit and 
Hammond, with PC acquiring trackage rlghu 
over NAW from Detroit to Butler. Ind., and NAW 
acquiring trackage rights over PC from Butler to 
Hammond. 

Chesapeake A Ohio (Chaarie System) to abandon 1U 
line from Coleman to Ml Pleasant and acquire 
trackage rights oxer Ann Arbor (Con Kail! from 
Clare to Mt. Pleasant. 

Grand Trunk Western to abandon its line from Marne 
to Grand Haven, with intersecting railroads to 
acquire the GTW track and traffic at or near the 
points shown under “Service Continued." 

Grand Trunk Western and Penn Central (ConRail) to 
acquire trackage rights on each other’s line as 
required to create a single, jolnlly-operaled mainline 
through downtown Battle Creek In coopertion 
with city redevelopment plans. 

Grand Trunk Western to abandon its line from 
Saginaw to Bay City and acquire trackage rights 
over Penn Central (ConRail) between thooe points; 
or PC to abandon their line and acquire trackage 
rights over GTW. 

Chesapeake A Ohio (Chaste System) to abandon 
Its Une from Portland to Ionia, with intersecting 
railroads to acquire the CAO track and traffic 
at or near the points shown under “Service Con¬ 
tinued.” 

Grand Trunk Western to abandon Its line from Ashley 
to Greenville and Its trackage rights over Ann 
Arbor (ConRail) from Owoaao to Ashley, with 
Intersecting railroads to acquire the GTW track and 
traffic at or near the points shown under “Service 
Continued.” 

Detroit. Toledo A I ronton to abandon its line from 
Wauseon to Trcurosch, with Intersecting railroads to 
acquire the DTAI track and traffic at or near the 
points shown under “Service Continued.” 

Detroit A Mackinac to abandon its Une from Bay City 
to Plnconnlng and acquire trackage rights over the 
Penn Central (Con Rail) line between those points. 
Yard operations of the two railroads at Bay City 
would tic combined and Jointly operated. 

Detroit A Mackinac to acquire the Perm Central 
(ConRail) lines from Cheboygan to Gaylord, and 
Cheboygan to Mackinaw City, allowing PC to 
abandon Its Une from Plnconnlng to Gaylord. 

Grand Trunk Western to abandon Its line from Imlay 
Ctty to CaseviUe, with Intersecting railroads to 
acquire the GTW track and traffic at or near the 
points shown under “Service Continued.” 

There are no other coordinations and minor market 
extension* that involve the State of Michigan. 

New York, Susquehanna A Western to grant Penn 
Centra) (Con Rail) trackage rights over Us line from 
Marlon Jet. to Little Ferry, then acquire trackage 
rights over (or outright) the PC Une through Wee- 
hawkeu Yard and assume PC local services. 

There are no other coordinations and minor market 
extensions that involve the Stale of New Jersey. 

Baltimore A Ohio (Cbesafe System) to abandon Its line 
from Ashford to Le Roy and acquire trackage rights 
over Penn Central (ConRail) from Buffalo to Koch- 
'ester. BA O would continue to serve Le Roy to Roeh* 
«ster from the Rochester end of the Une. while Inter- 
sorting railroads would acquire the BAO track and 
traffic at or near the points shown under '‘Service 
Continued.” 

Norfolk A Western to acquire trackage rlghu over or 
outright a short segment of Penn Central (ConRail) 
la BUsdcU to provide a better connection to Lehigh 
Valley. 


Henries continued 


Location 


All on each Une by its owner. 


None on the segment to be el widened. 


Ferryshurg, Mkh .. 

Grand Haven, Mich. 


Not applicable. 


Noneon the segment to be abandoned. 


Ionia, Mkh _ 

Ashley. Mich... 
Greenville, Mich 


Adrian. Mkh . 

(Adrian, Mkb.R .. 

(Tectimseh, Mkh.J . 


None on the segment to be 


All poinU on acquired segments.. 


Clifford, Mkh... 
Pigeon, Midi.. . 


Not applicable . 

AU on each line by Its owner. 


Not aptilicable 


BAO Jet., N. Y ... 

Msehtas. N.Y . 

Silver Springs, N.Y . 


Not applicable 


By 


CAO. 

CAO. 


N/A _ 


GTW. 


AA... 

CAO.. 


NAW.. 

PC.... 

PC.... 


DAM_ 


CAO_ 

CAO„ 


N/A.. 


N/A~. 

K-L._ 
PC... 
E-L.. 


N/A. 


Note 


M 


1& 


ie 


i* 


ID 
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Appendix 0-1 (Coordination and Minor Market Extension *)—Continued 

Coordinations and minor mark* extensions that *till not materially impair tke profitability, either singly or cumulatively, of any ndnU 

tn the Region or ConRatl —Continued 




Location 


Description of project 


8ervke continued 


By 


N * 


NY-1— 


NY-AO. 

OH-l... 


Bradford. Pa.. Buffalo, N. Y.. Kellogg. 
N.Y. 


Chlllicoth*. Ohio. Wa*hh«lon Court 
House, Ohio. Wovrrly. Ohio. 


OH-2... 


OH-®.. 


OH-4— 


OH-4... 


OH-4L_ 


OH-7- 


OH-8- 


Olrard, Ohio. Youngstown, Ohio. 


Toiodo, Ohio___ 


Lodi, Ohio, Warwick, Ohio, Wooster, 
Ohio. 


Chardon. Ohio, Patnevillk. Ohio, 
Wimn, Ohia 


Akron Jet., Ohio, Cleveland, Ohio, 
Ravenna, Ohio. 


Baltic, Ohio. Coahocton. Ohio, Preano, 
Ohio, Zanesville, Ohio. 


Prank tort, Ind.. WaWvllk, Ohio.... 


OH-*., 


OHIO. 


OH-11.. 


OH-12.. 


White Ilouar, Ohio, Wood burn. Ind . 


Sandusky, Ohio. Willard, Ohio.. 


Manhattan Junction, Ohio ... ■ 


Cincinnati, Ohio., New Caatio. Ind.. 


Baltimore it Ohio (Chearie System) to abandon Its 
line from Bradford to Kellogg. with Penn Central 
(Con Rail) to acquire the BitO line from Kellogg 
Buffalo. Intersecting railroads would acquire the 
UlO track aivd traffic at or near the points shown 
under ’^Sendee Continued 

Thera am no other coordinations and minor market 
extensions that involve the State of New York. 

Detroit. Toledo A fronton to abandon Its line from 
Washington Court House to Waveriy and acquire 
trackage rights over Baltimore A Ohio (Chearie 
System) from Washington Court House to ChilB- 
eothe and over Norfolk A Western from Chlllicoth* 
to Waverty. Intersecting railroads would sequins the 
DTAl track and traffic at or near the points shown 
under “Service Continued-’* 

Baltimore A Ohio (Cbeads System) to downgrade Its 
main Una through Youngstown and acquire trackage 
rights over Lake Erie A Eastern (Pittsburgh A Lake 
Erie) from Youngstown (Gateway Yard) to Olrard. 

Baltimore A Ohio (Cheerio System) and Penn Central 
(ConRail) to abandon thdr jointly-owned Lake- 
front Dock and contract for the joint use of Chesa¬ 
peake A Ohio's (Chnerie System) adjacent Preoquo 
Isle Dock for handling of coal and ore lo.lrom lake 


Baltimore A Ohio (Cbesria System) to abandon Us line 
from Lodi to Wooster and acquire trackage rights 
over Penn Central (ConRail) from Warwick to 
Wooster, intersecting railroads would acquire the 
BAO track and traffic at or near the points show 
under “Service Continued.” 

Baltimore A Ohio (Cbeaate System) to abandon its line 
from Warren (Coppcrwdd) to Chardon and acquire 
trackage rights over Penn Central (Con Rail) or 
Norfolk A Western from Cleveland to PalneeviD*. 
BAO would continue to serve the segment from 
PatoaevMe to Chardon from the PslnesvltV end. 

Baltimore A Ohio (Cheerio System) to abandon Its line 
from Akron Junction to Cleveland and acquire 
trackage rights over the Penn Central (Con Rail) 
line from Ravenna to Cleveland. 

Norfolk A Western to abandon its lines from Baltic to 
Preano and Coshocton to Zanesville, with Penn Cen¬ 
tral (Con Rail) to acquire the segment from Preano 
to Coalioctoo and Intersecting railroads to acquire 
the NAW track and traffic at or near the points 
shown under “Service Continued." 

Norfolk A Western to abandon Its line from Waurrille 
to Prankfon, with Intersecting railroads to acquire 
the NAW track and traffic at or near the points 
shown under “Service Continued.” 


Norfolk A Western to abandon Its line from White 
House to Wood burn, with Intersecting railroads to 
acquire the NAW track and traffic at or near the 
points shown under "Service Continued ” 

Baltimore A Ohio (Chess** System) to abandon Us 
line from WUlard to Sandusky and Acquire trackage 
rights over Norfolk A Western from Alike Junction 
to Sandusky Intersecting railroads would acquire 
the BAO track and traffic at or near the points 
shown under “Service Continued.” 

Norfolk A Western to acquire a short segment of 
Penu Central (Con Rail) line from Manhatt 
Junction to a connection with the Detroit A Toledo 
Shore Una. 

Norfolk A Western to acquire trackage rights over, 
or outright, the Perm Central (Con Rail) line from 
Cincinnati to New Castle. 


All points on acquired segment 
Salamanca. N.Y. 


PC.. 

F.L 


Not applicable.. 


Thrifton, Ohio_ 


N/l.. 

BAO. 


All service# continued_ 


All sendees continued.... 


Burbank. Ohio. 


KL. * 


Nona on tbs segment to be abandoned 


None on the segment to be abandoned 


ZonesvtIV, Ohlo..._ 
(Zanesville, Ohio)- 


Bluff ton, Ind_ 

Decatur, Ind.j 

Delphi!*, Ohio.... 

llolgafe, Ohio_ 

Mallnta, Ohio.... 

Marion. Ind. 

Marion, Ind. 

Ohio City, Ohio.... 


BAO— 

PC..~ 


lCecil, Ohio]. 

Dcflanoe, Ohio... 
Napoleon, Ohio.. 


Kimball, Ohio_ 

Monroeville, Ohio. 


All points on acquired segment.. 


All points .—.. 

All points on acquired segment. 



NAW 


See notes at end of table. 
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Appendix D-l ( C'oordination and Minor Market Extension*) —Continued 

&*&****• *nd minor market extensions that will not materially impair the profitability, either singly or cumulatively , of any railroad 

in the Region or Con ft ail—Con tin ued 


7T 


Location 


OfrU Oaetaaail. Ohio.. 


08-14. Elyria. Ohio Millbury, Ohio 


Oi-AO. Vvtous .. 


ON-L... Patton. Ont. dr. Thomas, Oat.. 


*A4 


H^\ 




>U. 


OwofUiTUlf. Pa. McKeesport, Pa, 
W Newton, Pa 


Fa_j CctmtttiTiU*. Pa, W liberty, Pa.... 


tHrwd Junction, Pi, Lexington. Pa. 
^* <w Caitle, Pa, Vomigstown, Ohio. 

?A 4 C^w^UsvtOe, Pa, Cumberland. M4. 


,ew ^t, Pa Parker*s Landing, 
a 


P «"^ < k!T k ' Sw,th y«rt. •’». 


**. Pa.. 


P *‘ M«tcrttoaro, 
^ *h»pp*n*- 


Nbg 


Ci *k ttt, Walfocd, Pa. 


7^: P«-. Mun 


of table. 


Description of project 


Norfolk it Western to acquire trackage rights ow, 
or outright, on# of tiro Penn Central (ConRail) 
tracks from Clan* Yarl to a connection with the 
Louisville A Nashville (Pamll/ Line*) and acquire 
trarkage rights ot«r PC from the LAN connection 
to o connection wilh the Southern Railway System. 
Norfolk At Western to acquire the penn Central (Ooo- 
Rafl) Une from Bellevue to Yeomans, allowing PC 
to abandon Ml tl bury to Bellevue and Yeomans to 
Elyria Intersecting railroads would acquire the PC 
tmrk and traffic at or mot the points shown ai: Ur 
“Service Continual “ 

Far other ixtordlnations and minor market extensions 
approved tinder flection 304(d)(1) that Involve the 
flute of Ohio to a baser oitent, see profits TN-7. 
Mi l, MI-A, and PA-4. 

Chesapeake dr Ohio (Cheasle flystetn) to abandon Its 
line from Pel ton to Pt Thomas and acquire track* 
age rights over Penn Centra! (Con Rail) between 
those points, All yard and mechanical opera!Ions 
it 8l. Thomas would be combined and jointly 
operated CAO would continue so serve its patrons 
In the Leamington area either by retention of part 
of Its line as a branch or by trackage rights over 
PC from Comber to Leamington. 

Then* are no other coordinations and minor market 
extensions Dial Involve the Pro vinos of Outarlo. 
Pittsburgh A Lake Erl* to abandon Its Une from W. 
Newton to ConnellsrlU* and acquire trackage 
rights over Baltimore A Ohio (Chrmie System) 
from McKeesport to ConaeUsville phis such rights 
within ConnclisvlDe as required to continue serv¬ 
ice to present customer* 

Norfolk A Western to abandon Its line from W Liberty 
to Connell*vtUe and acquire trackage rights over 
Penn Central (Con Rail) from Wood vale to Csmegle. 
over Pittsburgh. Chart!en A YoughJagheny from 
Carnegie to McKeea Rocks and over Pittsburgh A 
L*kr Erie from McKees Rocks to Connellsvllle. 
Intersecting railroads would acquire the NAW track 
and traffic at or near the points shown under **3«rv- 
lea Continued/* 

Bessemer A Lake Erie to acquire the Penn Central 
(Con Rail) line from Lexington to Girard Junction 
Baltimore A Ohio (C hassle System) to abandon Its Une 
from New Castle to Youngstown and acquire track* 
age right* over Pittsburgh A Lake Erie between 
tboee points: or, PALE to abandon and acquire 
trackage rights over BAO 

Western Maryland (Chesste System) to abandon Its 
line from CounellsvlUe to Cumberland and acquire 
trackage rights over Haiti more A Ohio Charta 
System l»rtween those points. 

Baltimore A Ohio iChaale System) to abandon Ua 
Una from lit Jewett to Parker 4 *- Landing, with 
loke Erie, Franklin A Clarion to acquire the line 
from KrKit to Marten vllle and other Intervening 
railroads to acquit** the BAO track and traffic at or 
near the points shown under *'Service Continued. 4 * 
Baltimore A Ohio (Chossle System) to acquire por¬ 
tions of Penn Central 4 * (Ton Rad South Fort 
Branch, showing PC to abandon the remainder 
Nortolk A Western to sbandoti Its Une through Rrte 
and turner acquire trackage right* on Penn * cntrol 
(Con Kail) or build Its own “Erie bypass 4 * track on 
the PC right of way. 

Western Maryland (CheaeU* System) to abandon IU 
Une from Hagerstown to Cham ben burg and acquire 
trackage rights over, or outright. the Penn Central 
(ConKail) line from Hagerstown to Shlppensbnvg 
(Lurgani. 

Pittsburgh A Lake Erie to acquire the Penn Contra) 
(ConRail) track and traffic at or near Watford, 
allowing PC to abandon New Castle to Walford 
Pittsburgh A L*k* Erie to acquire the Penn Central 
(Con Kail 1 I in** from Allen port to Brownsville, 
allowing PC to abandon lu Une from Mon Junction 
to Aiknpnct 


Service continued 


Location 


AJJ potots.. 

All ixdnt* on acquired segment., 


Bellevue, Ohio.. ... 

Clyde, Ohio ... 

Fremont, Ohio .... 

Monroeville, Ohio .. 

Monroerlllo. Ohio .. 

Norwalk, Ohio ._.. 

Not applicable ...; 


None on the segments to be aban 
donad. 


By 


PC_ 

NAW. 


NAW. 

NAW. 

NAW.. 

BAO.. 

NAW. 

NAW. 

N/A.. 


Noi applicable .... 

None on the segment to bo aban¬ 
doned 


Belle Vernon, Pa.. 

Bruceton, Pa.. 

Clatrton, 1 


All points on acquired segment ..... 
No indust/lM on abandoned line. 

None on the segment to be abandoned 


I Kan#, Pa.]_ 

flhlppenvlUe. Pa 


Alt point* on acqulmd segment ..._ 

None on the segment to be abandoned 

Nona on lit# segment to be abandoned 

None on the segment to be abandoned. 
None on the segment to be abandoned. 


Note 


N/A_ 


PALE. 
BAO... 
PC._ 


BALE... 


PC. 

PC- 


BAO. 


34 


28 
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Appendix D-l (Coordination and Minor Market Extension *)—Cont inued 

Coordination* and minor market extension* that mil not materially impair the profitability , either singly or cumulatively, of one r^i^j 

%n the Region or Con Rail —Continued 


■rr 


Description of project 


PA 12... Knr Cast)*, Pa., Sharon. Pa. 


PA-lk... McKeesport, Pu.. 


PA-AO.. Various. 


VA-I.... 


VA-AO.. Various. 


WV-AO. Various 


Pittsburgh A Lake Krl* to abandon Its trackage rights 
*»ver Knr Lackawanna from New Castle to Sharon, 
with KL to acquire the TALK track and tnufle ut 
Sharon. 

Union kalliuad to acquire bridge on Fmn Central 
(Con Rail) MeKrc*i>ort Branch over which It now 
has trackage right*, then grant Prim Central track¬ 
age rights 

For other coordiiwtkms and minor market extension* 
that Involve the State of Pennsylvania, w> project 
NY-A. 

Norfolk. Va. . . . ...j Chesapeake A Ohio (Cbrasle System) and Penn 

Central (Con Roll) or other PC successor to Jointly 
purchase (with financial old fruru Port Authority) 
and operate a new ear ferry, serving both the Cat* 
Char lev Nor folk and Newport News* Norfolk car 
final operations of the participants. 

For other coordinations and minor market extensions 
that Involve the Ftate of Virifnla, see project WV-1. 
Baltimore A Ohio (Cbessi* System) to abandon It* 
Ur* from MUIvlltc to Stephenson ami acquire trackage 
right* over the Fean Central (ConRati) Hive from 
MarUn'hurg to Winchester. Intersecting railroads 
would acquire the BAO track and traffic at or near 
the point* shown under “Sen-lev Continued." 

For other coordinations and minor market extend on* 
that Involve the State of West Virginia. m« project 
MD-I. 


Martliuburg. W. Va . MlUvllle. W Va.. 
Stephenson. W. Vo., Win-heater, Va. 




Service continued 


Location 


Shiuon. Pa... ■ is ibl<N*wv 


AU points on acquired segment. 


Not applicable.. 

AU points.. 


Not applicable .. 

Charlie Town. W. Va.. 


Not applicable .. 


by 


KL. 


URR 


NfA . 


CAO.. 

PC.... 


N/A.. 

NAW^ 


Nob 


N/A.. 




FOOTNOTES 


L Hammond. Illinois, would be abandoned by Baltimore A Ohio under project 
IL-11 and may or may not receive continued service by BAO dependent on im¬ 
plementation of that project under the final system plan. 

2. Cities and towns shown in brackets that are to have service continued by Penn 
Central (ConRail) ore located on lines undergoing Ught-denslty analysts and may or 
may not be included in Con Rail dependent on the auloom* of that analysis and such 
subsequent subsidy decisions as may be mads. 

2 Sec project* 1L-3.1L-8 and IL-10 which present conflicting alternative proposals 
concerning this hue segment. Resolution of this conflict will appear I n the final system 
plan. 

4. Chris man, Illinois, would be abandoned by Baltimore A Ohio under project 
IL-11 and may cr may not receive continued service by BAO dependent on Imple¬ 
mentation of that project under the final system plan. Wmt vllle, Illinois. H involved 
In project IL-6, but would continue to be served under that project by a different 
railroad 

8. Chrisman. lUlnotf, would be abandoned by Penn Central (CouKail) under 
project ILr-7 and Hammond, Illinois, would be abandoned by Norfolk A Western 
under project IL-l. These (mints may or may not receive continued service from 
those railroad* dependent on Implementation of those projects under the Anal sys¬ 
tem plan. With Baltimore A Ohio's agreement. Illinois Central Oulf would acquire 
and serve Newman to Ficklin In lieu of trackage rights for BAO to serve It. 

0. See project IL-IS, which also impacts the Baltimore A Ohio line from Taylor- 
vills to Springfield. 

7. Interrelate* woh IL-l2 If Baltimore A Ohio plans operation between Taylor- 
villa and Rpringfleld under that project (In lieu of direct trackage rights from Decatur 
to Fprtngfteld), the abandonment under this projed would be Flora to Taylorvlile 
only. 

8. ConnersYlU*, Indiana, would be abandoned by Baltimore A Ohio under project 
IN-8, and may or may not receive continued service front BAO dependent on Im¬ 
plementation of that project under the final system phut. Note 2 also applies to 
ConnenrlUe, but Connerevtlle Is recognised as a relatively Important traffic point 
and will receive continued roll service. 

9. ConnsrtviUe, Indiana, and RusbvfUe, Indiana, would bo abandoned by Norfolk 
A Western under projects IN-2 and IN-10 respectively and may or may not receive 
continued roll service from NAW dependent on Implementation of those projects 
under the final system plan. Note 2 also applies to both Conner*vlU* and Ruohvllle. 
Conner*vlIk Is recognised as a relatively important traffic point ord will receive 
continued rail service 

10. See project OH-A. which also Involve* the Bluffton area. 

11. Should Erie Lackawanna be brought into Con Hall, the continuation of service 
between Griffith and State Line will be dependant on the Con Rail operating plan. 

12 RushviUe, Indiana, would bs abandoned by Baltimore A Ohio under project 
IN-I and may or may not receive continued service by BAO dependent on tmple- 
meatallon of that project under the final system plan. Note 2 also applies to Rush vllle. 

11. Traffic now interchanged between Boston A Maine and Peon Centra* (Con Roll; 
at Lowell would be interchanged at Springfield or some similar point that Is mutually 
acceptable to both railroads 


li 8ee project IN-7 tor abandonment of Norfolk A Weslm/s vtrr*nt root* P5w* 
NAW can reroute it* trains over other of Us own fines u, wcmnplbh IN-7, tV !«* 
projects are not dependent on one another. 

18. The Ann Arbor segment Involved In this project D under study * % UgM-kwilJ 
line and. should It not be recommended for inclusion in Con Hall, an tsuright srquH* 
Uon of the Woe by Chesapeake A Ohio would replace the annul*doa of twfcip 
rights tn this project 

16. Grand Trunk Western and Penn Central are In the jof 
coordinated operation* wjtliln bay City proper In cooperation *rillt dxy PK,rT *^ 
moot piaax*. 

17. The Ann Arbor fine through Ashley. Mich . la undenfui.* UghtdeuUty 
and may or may not receive continued service depend* 'll ou ttw outrun* d 
analysis and such subsequent subsidy decisions v nuv be made. 

18. The r«m Central segment Involved In tW* project U mvW *tvh * • 
density fit* and should it not he recommended tor Inclusion in r«uR*ff. ** 
acquisition of lbs Uns by Detroit A Markitnie would replace the »qul*tk»o • 


right* in this project. 

19. IiuplernenUtJon of this project will be dependent on 'hi role a * ( ^ 

under the final system plan. Under eertain structure mch * cotmerlko «*» 


unneresoary. 

2U See IN A lor P.r1«-Lackawanna access to Blnffiort Norfolk A ^ 

continue its services at Continental. Ohio, and Kokmno, lad-, frora * Kr 
21. In the alternative, Baltimore A Ohio would Abandon •n UPf k 
A Wasurn would acquire BAO’s Far dusky track anti ttoffif 
ZL MotkroevMe. Ohio, would be abandoned by Bsltinuire a Oiu,“ ,L\i( 
OH-IO. but Norfolk A Western' would null be present to 
Penn Central (CostRail) line from MlUbury to Elyria in ««**•* ** 1 
density line. ^ a 

21 W r hik the rorrtnd of the Canadian Tnutsport CommUaton orn fY ^mifd 
rwugnised, the Impact on the profitability of domestic railroads to* ^ 
and the prufwt approved In principle . 

24. While tha two projec t* are not depemlrnl on one ancx-lvw. <n* 

PA-1 would rhanga the rouUng showr. In tMa r«ruKci u> " ptimer* A 

PtUoburgh A Lake Erie from McKee* Rock* to McKeeap^ 1 td3wf nis*** 

Ohio (Cheode 8ystem) from McKeeqiort to ConoeJUvlU* * 4 '. ^ te tk 

are being explored to get Norfolk A Western trains fcwr. th^ 

PtUaburgb A Laka Erie. Imt tha one shown appeal pronl !“ ilQ<5y * % W 

25. Tha Penn Centro) segment involved In this project is U“' Iir1u gMi ® 
density Una, with Impkmantalicu contingent bn **■ rfC0C * Ljf!l 

ConRul or orquirition by another railroad ._j y u s 

26. The Penn Central segment Involved in this pro)** 1 an eotori 1 

density fine and should it not be reco*umen4ed for inclusion *n • ^^^8 

ocquiftitksn of the line from Winrhevtcr. Vo-, to Hagvntowti. _ 

Ohio would replace the ocquriftion of trackage rigliU In k 

27. In the alternativa, Pann Centra) (Con Rail) would arci 

Ohio (Cheeria Fywcm) line from LeRoy to RothoeUr Xfltf redd N 

2E Tills project is Interrelated to NY-1 tn that the <«* rv> 

Ashford to KaUcgg if NY-1 U imm implemented 


m. 
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light-Density Lines 

Appendix D-2 shows light density line segments (re¬ 
ferred to in Chapters 7 and 16) which are not recotn- 
aendwl for inclusion in the ConRail system and which 
itt connected to or crossed by one or more solvent rail- 
pxuk USRA has determined that acquisition of all or 


any one of them by any solvent railroad will not ma¬ 
terially impair, either singly or cumulatively, the prof¬ 
itability of ConRail or any other railroad in the Region 
provided that such acquisitions are not used for the pur¬ 
pose of establishing an additional competitive mainline 
route. Traffic involved is relatively small when compared 
to all traffic in the Region. 


Appendix D-2 ( Light-Density Lines of Railroads in Reorganization Offered For Sale to Contorting Solvent Rail¬ 
roads Under Section 206(d) (S)) 


Vq-iismoo ot these lines by solvent railroads will not materially impair the profitability, either singly or cumulatively, of any railroad 

in the Region or ConRail 


From 


To 


CANADA 

Within Canada 


715 Comber Leamington 

International 


101i Welland, Ont. Black Hock, N.V 

CONNECTICUT 

Intrastate 

W iiliruantic Terminus 

Plainfield Willi man tie 


DELAWARE 

Interstote 

Ebmtrr J c t , Dei. Elvewon, Pa. 


o/iw 

From 

To 

420 

N, Manchester 

Columbia City 

423 

Logansport 

Culver 

429 

Decatur 

Ridge vilie 

521 

New Castle 

Richmond 

556 

Richmond 

Lynn 

571 

Cedar Grove 

Brookville 

585/586; 

587 

Shelbyvi lie 

N. RuahvtUo 

589 

N. Vernon 

N. Madison 

591 

Cory 

Worthington 

593 

Martinsville 

Rincon Jct. 

593a 

Rincon Jct. 

Thomas 

596 

Duff Jct. 

Washington 

597 

Rincon 

Sandborn 

602 

Waveland 

Crawfords vilie 

630 

Effner 

Kenneth 

633 

Richmond 

Indianapolis 

689a 

N. Judson 

Hartsdale 


Interstate 

554 Hunter, Ind. Glen Kara, Ohio 


ILLINOIS 

Intrastate 


115 

122 

134 

111 

tub 


Matteson 
Ihipur Jct. 
Howr 
PC Jct. 
Huuonvtllo 
Robinson 
Mt. Carmel 
Mwoa 
Peoria 


Frankfort 
Dupue 
PC Jct. 
Churchill 
Robinson 
Mt. Carmel 
Harrisburg 
Waynes ville 
Atlanta 


MARYLAND 

Interstate 

198 North of Frederick, Md. Spring Grove, Pa 

MASSACHUSETTS 

Intrastate 

6 Millbury Millbury Jct. 

8/8a/9 Palmer S. Barre 

13 S. Sudbury Lowell 


Interstate 

2* **** ,M - Sheff, Ind. 

Chicago, 111. Hartsdnle, Ind. 


INDIANA 


«4 

fil 

«> 


Intrastate 


Hurtado 
Auburn Jct. 
Kendallviii* 

Manchester 


E. Gary 
Waterloo 
.State Line 
Mexico 


MICHIGAN 

Intrastate 


391 

Lenawee Jct. 

Ida 

394 

Grosvenor 

Morenci 

438a 

Vaasar 

Caro 

440 

Bay City 

Gaylord 

441 

Gaylord 

Mackinaw City 

444 

Munger 

Denmark Jct. 

444a 

Vassal- 

Denmark Jct. 

445 

Vaasar 

Millington 

445a 

Millington 

Lapeer Jct- 
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\ nnendix D-2 ( Light-Density Lines of Railroads in Reorganization Offered For Sale to Connecting Solvent ftaH 

roads Under -Section 206{d) (3) )—Continued 


Acauiaition of these linos by solvent railroad* will net materially impair the profitability, either singly or cumulatively, of say ralfctf 

in the Region or Con Rail—-Continued 


SffvuiU 


To 


MICHIGAN—Continued 

Intrastate—Continued 


445b 

Lapeer Jet. 

Oxford 

451/452/ 

453 

Rives Jet, 

Grand Rapid* 

454 

Mackinaw City 

Cadillac 

454a 

Cadillac 

Cedar Spring* 

456/457/ 

State Line 

Vicksburg 

458 


• 

460 

Grand Rapids 

Moline- Plainwell 

461 

Cedar Springs 

Comstock Park 

463a 

Otsego 

Dorr 

463d 

Lamar 

Grand Rapid* 

466 

Kalamosoo 

Dowagiac 

470 

Traverse City 

Walton Jet. 

472 

Muskegon 

Fuller 

472a 

Muskegon Heights 

Muskegon 

688 

Oxford 

UUca 

1300 

Dundee 

Owoaso 

1301 

OW0880 

Thompsonville 

1302 

Thomsponville 

Frankfort 


Interstate 

1303 

Frankfort, Mich. 

Kewaunee, W ? is. (ferry) 

393 

N&W Xing E. of Adrian, Vulcan, Ohio 

Mich. 

530 

HudKon, Mich. 

Bryan, Ohio 


NEW 

YORK 


Introsto’e 

81 

Rotterdam Jet. 

S. Fort Plain 

111 

Windsor Beach 

Rochester 

114a 

Rochester 

Scottsville Yard 

248 

Brocton 

Mayvillo 

666a 

Green Island 

Crescent 

1000 

Rochester 

Lima 

1023 

Batavia 

PAL Jet. 

1024 

Buffalo 

Batavia 


Sttmsni 

From 

T9 

497/498/ 

Morrow 

Ctrdeville 

498a 

499a 

Delaware 

Scioto 

502/503/ 

Bellefontaine 

St. Marys 

504 

507 

Clyde 

Green Springs 

514 

Coming 

Hobson 

516b 

Milford 

Clare 

516c 

Milford 

S. Leban"t. 

517 

New Paris 

Bradford 

519/520 

New River Jet. 

Baton 

531/531a 

Bryan 

Van Wert 

532 

533/534/ 

Van Wert 

Anson ia 


534* 

535 


536/537 

Springfield 

Yellow Spring* 

549 

Troy 

Cold Springs 

500 

Oxford State Street 

Union Village 

641a 

Bcrgholx 

Pan 

643 

Mill bury Junction 

Fremont 

644 

Trinway 

Zannavtlle 

692 

Glass Rock 

Spangler 

714 

Warren 

Ashtabula 


Interstate 

514a 

Hobson, Ohio 

Nitre, W.Va. 


PENNSYLVANIA 

Intrastate 


202 

York 

HeJlam 

252 

W’arren 

Ridgway 

253a 

257 

St. Marys 

Brookvillc Track at 
Brook villc 

Rldgwav 

326 

335 

Black Lick Jet. 

Coal Lick Run near 
Union town 

Indian* 

344 

Bridgevilie 

Sygan 

352 

Shippingport 

Kobuta 

355 

Scottdale 

Mt. Pleasant 


OHIO 

Intrastate 


356 

648 

651 

663 


371 

Magnolia 

Bayard 

664 

373 

Dover 

Newcomers town 

712 

374 

Newcomeratown 

Cambridge 

912 

375/376/ 

Marietta 

Cambridge 

922 

377 

387/388 

Elyria 

Bellevue 

1012 

477a 

478a 

At Columbus Union 
Station 

Howard 

Mi. Vernon 


481/482 

Luekcy 

Berwick 

165 

485 

Berwick 

Spore 


488 

N. of Granville 

Heath 


490 

Glass Rock 

Thurston 


491 

Truro 

E. Columbus 


494 

Athens 

Armitagc 

205a 


New Castle 
Red Bank 
Falls Creek 
Fairchance 
Houston 
Sharon 
Gettysburg 
Trevorton 
Franklin Branch 


Mercer 

Schenley 

Brockwmy 

Connel^vUle 

Washing 0 

Jmnwtown 

Carlisle Jet 
Hem 

Wilkes-Barre 


VIRGINIA 


Little Creek 


Introitote 

Cape 


Ch»rl« (®* r ® 0 * 1 ' 


WEST VIRGINIA 


Berkeley 


Intrastate 

Cum bo Yard 
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Major Market Extensions 

Appendix I>-3 is divided into two parts. Part I lists 
I those proposed extensions which the Association has 
I been unable to determine would either singly or cumula- 
I uvely materially impair the profitability of any rail- 
I rotd including ConRail in the Region. Part II lists 
I those extensions which the Association has determined 
I tovld not either singly or cumulatively materially im- 
| pair the profitability of any railroad including ConRail 
1 m the Region. 

I Mojor Morket Extensions Which USRA Hos Been Unable 

to Determine Would Materially Impair Profitability 

This part of Appendix D-3 is comprised of pro- 

II pcsed line extensions by railroads whicli if implemented 
|| would be tantamount to a major restructuring in the 
I Region end in some instances, the Nation. USRA is 
|| mibfe to determine that any or all of these proposals 
|| wouldnot materially impair the profitability of ConRail 
|| or other railroads within the Region. Many of the 
I proposed extensions might in fact also impair the profit- 
|| ability of peripheral carriers, which must necessarily 
| depend on the preservation of exist ing traffic flows for 

I their economic survival. 

Chicago and St Ixiuis are major gateways for traffic 
| interchanged between Chessie, Norfolk & Western and 
^ on one hand and the Western carriers, such as Santa 
|| FV*nd Burlington Northern, on the other. If, for exam- 
|| pk. Santa Fe were to be allowed to extend its lines to 
|| prime traffic generating areas such as Pittsburgh and 

I I brtmit, the consequent massive changes in traffic flows 
|| "«iM undoubtedly impair the profitability of major 
| Atonal and peripheral carriers which would be com- 
|| Prtiftg with Santa Fe. For example, cars which origi¬ 


nate in Pittsburgh and are destined to Los Angeles and 
now routed Chessie to Chicago thence Santa Fe, would 
probably be routed over the Santa Fe for the entire dis¬ 
tance if it were allowed entry into the Pittsburgh mar¬ 
ket. Other cars, which are now routed Chcssie-Chicago- 
BX might also be lost to a Santa Fe direct haul at the 
expense of BN and Chessie. 

The Cincinnati gateway serves as a major interchange 
point between the railroads of the South and the North¬ 
east. For example, if the Southern Railway were to be 
allowed to acquire the DT&I it would have direct entry 
into the Detroit market. Thus, it is reasonable to assume 
that some of the traffic which is now moving from 
Detroit via Penn Central or Chessie to Cincinnati and 
thence Southern Railway would be diverted to the 
Southern for the entire distance. Other traffic which is 
now routed DT&I-PC-L&N would probably be lost to 
the Southern Railway direct route. 

Some of the proposals by the railroads would extend 
their scope of operations and gain access to markets not 
presently served. For example, P&LE wishes to acquire 
the PC line from Warren, Ohio to Cleveland. Such an 
extension if implemented would simply provide an 
additional competitive carrier in the Pittsburgh-Cleve- 
land market and would allow P&LE to gain additional 
traffic at the expense of ConRail and other railroads. 
Proposals such as these in essence represent the transfer 
of gross and net income from one railroad to another 
and do not enhance regional rail viability. 

For the reasons cited above. USRA is unable to deter¬ 
mine that the Proposals on Part I of the Appendix D-3 
would not materially impair both singly and cumula¬ 
tively tne profitability of ConRail and other carriers 
within the Region. 
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Appendix D-3 (Major Market Extension Proposals Rerieired Under Seat ion 906(d) (3)) 

PART I 

Major market extension proposal* that cannot now be found not to materially Impair the profitability, either stnjtly or cumalattwjj 

of any rmllrood In the Region or ConlUiil 


Projert TD 



Location 


Description of project 


BAM - 

BN * 


BN'2 

BN 1. 

BN -A... 

BN-d.. 


CA-t. 


CBf. 

CS-IT._ 


DAH-1... 

DTAl-i.. 


UTAM.. 
DTA1-4.. 


Cbtago Hirer and Indiana HR. .. 

Indiana Harbor Beit RR ...— 

Michigan Central HR ......— 

Kankakee Belt Un*.. ...—.. 

Lake Shore ami Mirhkgan Southern Railway — 

Pittsburgh. Fort Wayne, and Chicago Ry . 

Pittsburgh, Cincinnati, Chicago A 8t- Louis HR. 

Cleveland. Olodnnati. Chicago A 3t Lout* Railway 

‘Chicago, HI.—Northern Hid . .—. 

Detroit. Mich .... 

Clare Land, Ohio . .—.. 

Cincinnati, Ohio ...—.*- 

■ Toledo. Ohio. .... 

! Coi*imb«f, Ohio .--. . .—-. 

Indianapolis, tnd. .... -...—. 

Kail 8t. Louis. UL ...... 

Pitt*burgh. Fa- and Vicinity 

Buffalo, N.1 ...... - . ... 

Hbrnango. Pa , Sharon, Pa., Youngstown, Ohio.. 


DTAM.... 


DTAi-4. 

DTdrt-7. 


Rutlrrdam Jet., N.Y., Buffalo, N.Y 
Tearing, 1U-, Hennepin. IB . 


Kola, III , Brisbane, lib, Steele, Ill., Hobart. ind . Griffith, 
tnd , Porter. Ind , Elkhart, Ind. 


Porter, Ind.. Bums Harbor, Ind.. Gary. Ind., 
Harbor, Ind.. E. Chicago, Ind. 
fitreauir, Ill.. Hennepin, III.... ... 


Indiana 


Poona4 Pastern Railway. 


Pittsburgh A Lab Erie HR. 


DTAI-«. 

DTA1-9.. 

DTAI-tO. 

DTAI-11. 

DTAI-15. 

EJAE 

GT-I. 

GTW-1... 

OTWd... 

GTW-A... 
GTW-4... 


Detroit, Toledo A Ironton HR . 

Buffalo, NY. K. Salamanca. N.Y —---- 

WlUcce Harre, Pa., to Alexandria, Va. -- 

Toledo, Ohio, Owogoo, Mich . Bay City Mich Midland, 
Mich 


Springfield, Ohio, OVen Echo. Ohio .. 

Tnmton. Mich., Gibraltar. Mich . Rorkwood, Mich . New 
port, Midi. Monroe, Miob. 

Middletown. Ohio. Hagiutuu. Ohio .~.~ 

Owoaso. Mich . Lansing. Mich .. 

Rivrc Rouge, Mich . Ecorw. Mich.. Poniard Mich - 


Browuslown. Mich . Cartelon. Mich .. .- 

Saginaw, Mich . Clare Midi.. Cadillac. Mbh Yuma, 
Mich . Garbui. Mich 

lima. Ohio, Chicago, Ill ... 

Maitland. Ohio. Glen Echo. Ohio ... 

Maitland, Ohio, Dayton, Ohio. ..... . 

Indiana Harbor, Ind . East Chicago. Ind ... - 

Helena, N.Y., Reonnltovn, N.Y —.. 

Detroit, Mlrh.. Detroit River Tunnel. Canada Southern 
Railway. 

Vleksburg. Mich.. Fort Wayne, Ind.. Richmond, Ind-, 
Hamilton. Ohio. Norwood. Ohio. Cincinnati. Ohio. 

South Bend, Ind., Kankakee, III, Btreator, Ill . 

Detroit, Mich .Jackoon, Mich.. Battle Croak. Mich . 


Atchison, Topeka A Santa Fe to acquire entire railroad 
Atchison, Topeka A Santa Fe to acquire entire railroad. 

Atchison, Topeka A Santa Fe to acquire entire railroad. 

Atchison, Topeka A Santa Fe to acquire entire railroad. 

Atchison. Topeka A Santa F* to acquire entire railroad 
Atchison, Topeka A Santa Fe to acquire entire railroad 
Atchison. Topeka A Santa Fe to acquire entire railroad 
Atchison. Topeka A Santa Fe to acquire yards, terminals and belt lines 
Atchison. Topeka A Santa Fe to acquire yards, terminals and belt lines of Penn t rntrai. 
Atchison. Topeka A Santa Fe to acquire yards, terminals and belt lines of Penn Control 
Atchison Topeka A Hants Fe to acquire yards, terminals and belt lines or Per.n OutraL 
Atchison. Topeka A Santa Fa to acquire yards, terminals and belt Unas o< Peun Central. 
Atchison. Topeka A Santa Fe to acquire yards, terminals and ball Mne* of Penn Central 
Atchison. Topeka A Santa F* to acquire yards, terminals and belt lines of Penn Or.tral 
Atchison. Topeka A Santa Fe to acquire yards, terminal* and belt lines of Penn OntraL 
Atchison. Topeka A Santa Fr to acquire yards, terminals and belt linos of r*nr. Cnitrrt 
Atchison. Topeka A Santa Fe to acquire yards, terminals and belt linen of P»nn Or.lnl 
Atchison. Topeka A Santa Fe to acquire vards, terminals and belt Unco of Penn Coated. 
Btwmver A Lake Erie to acquire trackage rights or ownership Internal in Peun GnW r lv 
Lackawanna Line* to serre market directly 
Bo»ton A Maine to acquire trackage rights over Penn Central. 

Burlington Northern to acquire trackage rtghts over Chicago A Northwestern south <* Lett wA 
purr haw Penn Central beyond to Hennepin for acceaa to steel plant, 

Burlington Northern to acquire trackage rights over Elgin, Joliet and Eatfms betrtwa Ios»£ 
vicinity of Brisbane and build new connection to Penn Central at &«>. Then arqwre f« 
Central trackage between 8u*l* and Hobart or between Steele and OrlffUh and obtain tractor 
rights to Porter and bridge rights to Elkhurt. 

Assuming Burlington Northern can reach Porter It would obtain trarkage hfkt* rt* Ft* 
Central as Uoted ^ 

Burlington Northern to acquire portion of Penn Central "Kankakre Belt’* Urn brtvwo s, 
connection at Streator and nmnepln Steel Mills 
Burbngton Northern to acquire Peoria A Eastern Including trackage ngbt* o*w !*****•" 
Union between Peoria and Pekin, UL. with use of necessary' PC fadllUe* presently order 
PAE traffic at Indianapolis, Ind. 

Cheart* System (Baltimore A Ohio) to acquire all rail properties of PALE including lb bio 
in Monongohrta Railway Co. 

Cheart* System to acquire all rail properties 

C heart c System (Chesapeake A Ohio) to acquire trackage right* orer Kr 1 «-Ufka*ofl*s 
Buffalo, East Salamanca, Binghamton and possibly East of Binghamv»e 
Delaware A Hudson to acquire trackage rights over Penn Central. 

Detroit. Toledo A Ironton to acquire Ana Arbor trackage between Toledo and O^ 01 * 
Central trackage between Owoaso and Bay City and Midland, or Detroit. T'tfeo * . 

acquire Ann Arbor trackage between Toledo and Durand and acquire trackage right* 

Trunk Western between Durand and Bay City and acquira Penn Central betww* 7 
and Midland. n . 

Detroit. Toledo A I ronton to acquire portion of Tenn Central BeUetonUitv’ Branctt 
Detroit. Toledo A Ironton to acquire Penn Central Toledo Branch 

Detroit. Toledo-Iron ton to acquire Penn Central Middletown secondary track between Wddh 
(ARMCO Lead) and Middletown Jet. 

Detroit. Toledo A Ironton to acquire Pena Central Saginaw Brooch ^ CwhM> 

Detroit Tolodo A Ironton to acquire Penn Central between Penford IDTAI maw* 

(CAO connection). av#ow ^ 

Detroit. Toledo A Fronton to acquire Penn Central Marsh track between 

enmesh Yard. hriwteo ikgiaa* ** 

Detroit. Toledo A Ironton to acquire trackage right* over Chroapeak* * ^ B mbSdbrt 

Clare and over Ann Arbor between Clare and HarVan thonor to Fronkibri■ 

Detroit. Toledo A Ironton to acquire Erie-Lackawanna line from Ums to _ * w ^ «cM 

Detroit, Toirdo A Ironton to acquire Erle-Lackawanna line from VLuiui 3 

Ohio. , obi* t* PaytA 3, ^ 

Detroit, Toledo A Ironton to acquire Erle-Lackawanna line from Montana. 

Elgin, Joliot A Eastern to oo<ju1rv certain faciUttea of Indiana Harbor »cLt. 

Grand Trunk to acquire Penn Central trackage. __central ^vopedr U> tM ^ 


Canadian National or Grand Trunk Western to acquire certain Penn o^hny 
troit area, Detroit River Tunnel, and all or portion* of the Canada bo» ' ^ u> 

Grand Trunk Western to acquire approx. 244 miles of Penn Central * ‘ ^ Way* •** 

dnaaU. Route to Include bridge trackage rtghu over Pann Cesttra 
Richmond. ^ .. n , t^veeo Booth B*** 

Grand Trunk Western to acquire approximately 162 mile* of P«n» ( 1 

and 8tr«ktor. rental vock from 

Grand Trunk Western to acquire approximately 110 mile* o* jnriudtfiA LXet/wit-WH: 

Battle Croak. OTWto acquire Peun Central terminalran»«^ w "^‘ 
tunnel. 
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Appendix D-3 (Major Market Extension Proposals Reviewed Under Section 206(d) (S ))—Continued 

PART 1 — Continued 

jfojor market * x tension propowila that cannot now be found not to materially Impair the profitability, either singly or cumulatively, 

of any railroad In the Region or ConRail — Continued 


f»*rtiD 


OTM..... ! 

<m-w. - 

OTf-H..- 
ECG-t. 


KOI™-..- 


icg*_... 

*<m.. 

ICO*._ 

ICO*. 

JCO-7_ 


Description of project 


Detroit, Mich., W»rr*n t Mich., Utica. Mich., Rochester. 

Mich. 

Battle Cretk, MLch.1.. 

Detroit. Toledo and Iron too HR...... 

Kankakee, IU, Indianapolis, Ind.... 


Chicago, III., Buffalo. N.Y_....._____ 


G™*! Trank Western to acquire and operate 28 miles of Penn Central track age between Detroit 
and Rochester Including terminal fortunes at Detroit and Sterling, MJcb. 

Grand Trank Western to acquire all Pern Central trackage in Batik Croak terminal. Modify rail 
facility In cooperation with City Redevelopment Plana. 

Grand Trunk Western to acquire entire Detroit. Toledo and I ronton HR. 

Illinois Central Gulf to acquire Penn Central roate rla Lebanon, former Pennsylvania R R to Hunt, 
and Big Pour RR to Indianapolis Including terminal facilities at Indianapolis, or In the event 
Southern Railway acquiree Big Four Bom Indianapolis to Cincinnati, Illinois Central Gulf to 
acquire Kankakce^IndianapoUi via Lebanon, Hunt, former Pennsylvania RR or via Lebanon. 
Davis former Pennsylvania HR with trackage rights over Peon Central or Indianapolis l-nlon 
Terminal for direct connection with Southern Railway. 

Winds Central Gulf to acquire former New York Central RR linos via Elkhart. Toledo and 
Cleveland. 


Kendogton, IIL, Porter, ind..... 

Hettev*o, ill. East Gary, Ind .. .. ..... 

Elkhart. I ml.. Buffalo. N.Y_____ 

Tbrr* Jti tits, Mkh., Wasepi, Mich., Jackson, Mich....... 

Welland, Ontario, Buffalo, N.Y., Niagara Folk, N.Y., 

Smpnttion Bridge, N.Y, 


Illinois Central Gulf to acquire former Michigan Central RR. 

Illinois Central Gulf to acquire Maltraon to connection with former Michigan 
Kensington and Porter. 

Illinois Central Gull to acquire former New York C*ntra)~M(chigan Central 
RWvs, Kalamaaoo. Detroit, Windsor, St. Thomas, and Welland, Ontario. 
Illinois Central Gulf to acquire Penn Central line. 

Illinois Central Gulf to acquire Penn Central Line. 


Central between 
Unas via Three 


JWH- 


rciL. 

ICO-U._ 

ICG-lk. 

*0-14. 


Us*. 


H*4 


F4U-2 

Hilt 

hu<; 


Ult-7 

ULl*. 

*LLi 




hofUr.t, III. South Bead. Ind..... 

East St. Dads, 111., Terre Haute, Ind , Indianapolis, Ind.. 
Munri'’. Ind.. BeUrfootalne, Ohio, Gallon, Ohio, Ben*. 

Ohio, Cleveland, Ohio. 

Indianapolis. lud., Dayton, Ohio, London. Ohio, Colum- 
boe, Olilo, Mingo Jot., Ohio, Pittsburgh, Pa. 

Mingo Jct., Ohio. Conway, Pa_ 

Cleveland. Ohio, AlUanoe, Ohio, Conway, Pa., Pitta. 

burgh, Pa. 

Rodion. Ohio, Akron, Ohio.. .... 

Ctochuiatl, Ohio, Middletown, Ohio, Dayton, Ohio, Belle- 
tontalr . Ohio, Ridgeway, Ohio, Findlay, Ohio, Toledo, 
Ohio, Monro*, Mich., Wyandotte. Mich., Detroit. Mkh. 

Cloanitatl. Ohio, Detroit. Mich. 

CtodniuU, Ohio, Indianapolis, Ind... 

IsHmfOn, Ky.» Speed, Ind. _____ 

Mlehigar rtty. Ind., Hammond, Ind...... 

OrrtUV, Ohio. Chicago, IU.. 

rwtrott Toledoh Ironton RR. ... 

Cfodp.n^u. Ohio, g. Charleston, Ohio.... 

WWk, Buffalo, N.Y.. 

IMtroit, Mkh., Chicago (Kensington), IB. 

iMtnat. Mieh„ Midland, Mkh.... 

Isckson, Midi. Lansing, Mich_ 

R °«r>. *nd , Joliet, IU ___ 

Q~W. Ohio. Chicago, IU......Z, 

“IvlUr, Pa, rrvtton, Ohio. . . 

J“ Twn * Ohio. Ukveland, Ohio _ _ 

*ZZ£^*'* m *' 0hiaZ ~- : — 

Si"*? 1 ** Jct - 0 bfo, Sheaango. Pa .. __ 

Mu*'ft* 0, 0,a °» Y *H° W Creek. Ohio, 

Ohio, Ho , W€rt p. 

Ohio, Omal, Ohlo^......._. * 

lnrti^ Jli »vji ^ * Btt,Unwr *» Nd., Hamsburg, Pa.. Wllni* 
rTTv?*’. P fc , Nfwirfc. NJ., Irmy 

«22* N „ J - N *"» York, N.Y. 

V Y ' I>0 ' ,,T • D * 1 ' w H®ln**on. D«L, Now York, 


Illinois Central Gulf to acquire former New York Central BE Kankakee Beil Una. 

till noli Central Gulf to acquire former Pennsylvania R R to Terre Haute and Big Four R R beyond. 


Illinois Central Gulf to acquire former Pennsylvania RR to Dayton, New York Central RR to 
London, and Pennsylvania RR beyond. 

Illinois Central Gulf to acquire Perm Central Line. 

Illinois Centra) Gulf to acquire Penn Central Line. 

Illinois Central Golf to acquire Penn Centra) Line. 

llUivuis Central Oulf to acquire Cincinnati to Ridgeway via former Big Four RR. Ridgeway to 
Toledo via former Ohio Central R R and Toledo to Detrott via former New York Central RR. 

Louisville A Nashville to acquire Penn Central trackage via Middletown, Dayton, Springfield, 
Urbane, Belkfontalne, Ridgeway. Kenton. Findlay, Bowttng Green, Toledo. Monroe. Wyandotte, 
and River Rouge. 

Louisville 4 Nashville to acquire Penn Central trackage via Riverside Yard, Lawrence burg JcL, 
Greens burg, Shelbyvflio. and Beech Grove. 

Louisville A Nashville to acquire iVtrn Central trackage south of Ohio River In Louisville and to 
Speed and Charlestown. Ind. 

LoulmrUlr A Nashville to acquire trackage rights via Perm Central In order to serve Burns Harbor. 

Norfolk A Western to acquire trackage rights via Fran Control between OmrUle and Chicago. 

Norfolk A W estern to acquire Detroit, Toledo A Ironton between Detroit and 8. Chartaston and be¬ 
tween Bondday and Ironton, Ohio. 

Norfolk A Western to acquire Penn Contra! between 8. Charleston and Cincinnati (Clara) via Xenia 

Norfolk A Western to acquire Penn Central trackage via International Bridge and some associated In¬ 
tervals In terminal properties 

Norfolk A Western to acquire Penn Central trackage via Toledo (Airline) and soup associated In¬ 
terests In terminal properties. 

Norfolk A Western to acquire Fenn Central trackage vta W arren, Mkh and some associated interests 
In terminal properties. 

Norfolk A Western to acquire Penn Central trackage and some associated Interests in terminal 
properties. 

Norfolk A Weatam to acquire Penn Central trackage and *amr associated interests In terminal 
properties. 

Norfolk A Western to acquire ownership of or trackage rights over Penn Central Unco. 

Pittsburgh A Lake Erie to acquire Kria Lackawanna trackage for 110miles via Sharon, Pa , Youngs 
town. Warren, and Akron, Ohio. 

Pittsburgh A Lake Erie to acquire Erie-Lackawanna trackage for S2 miles from Warm U> Cleveland. 

Pittsburgh A Lake Kria to acquire Erie-Lorkawanna trackage for 29.7 miles. 

Penn Central to abandon branches from 30th Street. Yard to U8S Homestead works and JAL 
Pittsburgh works, Pittsburgh A Lake Erie to perform switching far Penn Central giving cars 
to them at McKees Rocks. 

Pittsburgh A Lake Erie to acquire F.riv Lackawanna line between Dooghtmi, Jct. and fihenaugo. 

Pittsburgh A Lake Erie to acquire Erie Lackawanna line bvtwern Cleveland and Rochester, Pa., 
via BeUolrr, YnUow Creek and AUlonrr. 

Pittsburgh A lab Erie to acquire Erie Lackawanna Une via Wlertou including Captlna Branch. 

Richmond, Frederick?burg, A Potomac to operate over acquired lines of Penn Control, Cbrasie, 
Reading, Contra! New Jarsey to roach end and intermediate points and connections, with open 
routings at all points. 

Seaboard Coast Line to acquire Penn Central knee on Delmarva Peninsula to and including Wil¬ 
mington DeL, with trackage rights beyond to New York and secras to all Intermediate markets. 
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Appendix D-3. (Major Market Extension Proposal* Reviewed Under Section. 206(d) (3)) —Continued 

PART I—Continued 

Major market extension proposals that cannot now be found not to materidllr impair the proaubiiity, either singly or camulatiteiy 

of any railroad In the Region or Con Rail—Continued 


Project ID 


I vocation 


Description of project 


8L8F-I. 
8L8F 
BL&V J 

6L8F -» 

8LSF-S. 

8LSF4. 


800-1_ 


81. Loot*, Mo., Terr® Hiote, lod- 

T*cn> Haute, lnd. f IndlanapoUs. Ind- 

Indianapolis, Ind.. Cleveland, Ohio- 


SOU-2. 

80U I.. 


8TL8W-1.. 

grrLswa.. 

BTUlW*.. 

STLSW-d.. 

8TL8W-5.. 

8TL8W-A.. 
8TL8W-7.. 

8TL8W-8.. 

8TLSW-g.. 

8TLSW-W. 

8TL8W-1!.. 

8TLSW-12. 

T P8W-2. 

TPAW-g... 


Cleveland, Ohio, Buffalo. N.Y.. 

Ridgeway, Ohio, Detroit. Mich . 
lndlanapotis, lod., Pittsburgh, Pa.... 

Cincinnati, Ohio. lndlanapoH«. lod.. 

Detroit, Toledo A I ronton RK.... .. 

Springfield Ohio. 8. Charleston, Ohio. Cincinnati. Ohio 


8t. Looli, Mo., Chicago. Ill.. 

Cairo. UL, Chicago, III.... 

Chicago River and Indiana Railroad 

Indiana Harbor Bolt Railroad.. 

Chicago, 111., Detroit. Mich-. 


St. Louis. Mo . Indianapolis. Ind. 

Indianapolis Ind , Buffalo. N.Y.., 


Ridgeway. Ohio, Detroit, Mich. . . 

Indianapolis, Ind.. BaUrioutalne, OMo .... 

Indianapolis, Ind , Columbus, OMo.. ..... 

Union City, Ind , Pittsburgh, Pa. . 

Marion. Ohio to Jamestown. N.Y . to Buffalo, N.Y., to 
Suopantfoa Bridge, N.Y. 

Kffnar, Ind-, Columbus, Ohio —. 


Crandall, til, Indianapolis, Ind. 


St Loals-San Francisco to acquire Penn Centra) trackage via Vandalls. 

8t- Louis-San Frandsoo to acquire former Big Four route trackage 

St. Lnuis-San Francisco to arqalra Penn Control trackage via Anderson. Muudt, Riifcpvty of 
Oollon. 

St Louts-San Francisco to acquire P»nn Central trackage. 

St. Louis-Ban Francisco to acquire Penn Control trackage via Toledo 

9t. Louls-Son Francisco to acquire Penn Central trackage via Dunrrtth, Richmond, Dwa. 
Xenia and Columbus. 

Southern Railway to acquire Penn Central line beginning with Southern oonnectiaa r*ar Ota 
boros Avenue via Riverside, Volley let-, and Greensburg, Including Rlverdde Yard at Cfodaaiil 
and Hill Yard at IndlanapoUs. Also Penn Central linos beyond Hill Yard to provide mnaaUx 
with IndlanapoUs, Union RR '.Belt) and ownership or trackage rights to onruuet vfth hoc 
Central Une to Kanaka*. Also Penn Central Dearborn Branch. 

Southern to acquire entire Detroit. Toledo A tronloa with either ownership or track** dgkuta 
provide access from Detroit. Toledo A I ronton, main Une to Gest ffirw: Yard at Oudaaal 
Southern acquire direct connection between Detroit. Toledo A Iron too main lUw and Ctadasd, 
via 1 of I routes Penn Central from 9 Charleston via Xenia, Morrow, MJdiUeunrn Jet. Lomfoai 
thence Baltimore A Ohio trackage to Gest St Yard, or Petui Central from 8 C barbate rU 
Xenia. Morrow, Middletown Jet. Loveland. Clare, Undercut! Yard. Vine at, to Gen fit Yri 
or Penn Central Une or trackage rights from Springfield via Dayton. Sharondlk. Iwryd*A 
thence Baltimore A Ohio tnack4*c to Gest 9t. Yard- 
(k. Louis Southwestern to acquire andAw operate Penn Central route via P«ri> III 
St Louis Southwestern to acqalra and/or operate Penn Central route 
ffl. Louis Southwestern to acquire and/ox operate entira railroad. 

St Louis South western to acquire and or operate Pann Central portion 
St. Louis Southwestern to acquire and/or operate Penn Central route via South bend. lod. sol 
Toledo. Ohio. 

8t. Louis Southwestern to acquire and/or operate Pann Central route via Tern Hurts, Ind 
St Louis Southwestern to acquire and/or operate Penn Central route via Union City. KMtmv. 
Cleveland and Suspension Bridge. 

St Louis Southwestern to acquire and/or Operate Penn Central rout* vis Toledo 

8l. Louis Southwestern to acquire and/or operate P*nn Central route via Cincinnati and Bit** 

St. Louis Southwestern to acquire and.br opr rat* Penn Central routs via Dayton. 

81. Louis Southwestern to acquire and/or operate Penn Central route via Columbus 
81. Louis South western to acquire and/or operate Erie Lackawanna rout* 

Toledo. Peoria A Western to acquire trackage rights over Penn Central between €tlam md OAm 
boa. 

Toledo, Peoria A Westrm to squire trackage rights over Norfolk A Western CraoAfi ** 

Bloomington and over Peoria A Eastern between Bloomington and Indlanapoin 


market extensions which U3RA finds, with tpproprut* 
mollification in certain instances, will not, either singly 
or cumulatively, materially impair the profitability 
This part of Appendix D-3 is comprised of major any railroad including Conllail in the Region. 


Major Market Extensions Not Materially Im¬ 
pairing Profitability 


Appendix D-3 (Major Market Extension Proposals Reviewed Under Section 206(d)(3)) 

PART II 

Major market extension proposals that will not materUlly impair the profitability, either singly or cumulatively, of any roilroid m 

Region or ConRail _- 


Project ID 

Location 

BAM-l. 

Springfield. Mam., New York. N.Y. . . 

C8-2. 

Nicholas, Fayette A Greenbrier R. R.... 

CS-4. 

Canada Southern By., Detroit River TunnoL.__... 

C8^5. 

Shipperuburg (Lurgofi), Pa.. Philadelphia, Pa., Wilming¬ 
ton. Del., Allentown. Pa., Bethlehem, Pa. 

cs-«. 

Monorigohela Ry.... ... _ .... 

C8-7. 

Midland. Mich... .... 

ca-« . 

Bay City. Mien , f.*inaw, Mich.... 

C8-9 . 

leasing, Mich. .. ..... 




Dnarrlpttoa of project 


Boston A Mains to acquire trackage rigbti or Central Vsrmont lease and pK * rJ 
Cbesde System (Chesapeake A Ohiol to acquire all rail properties 

ChMSlc System (Chesapeake A Ohio) to acquire all rail proper!tr* ixirrm rts H*** 

Chessi* System (Baltimore A Ohio) to acquire trackage or trackage rights fro® w ^ * 
burg to the AUentown/Bethlebaro and Greater Philadelphia areas 
on-line industry In and between those point*. rri^ wsosh 4 ^ 1 " 

Baltimore A Ohio to srll J4 interest to Penn Central and/or Pittsburgh A 
to acquiring the Pittsburgh A Istke Erl* and It* W Interest in Monong^r' 3 
ChroAe System (Chroapeoke A OMo> to acquire Penn Central trackage 
to shippers on those tracks. _ to oo&ttnw *** 

Cbcart* System (Chesapeake A Ohio* to acquire Penn Central trackag- «> 
to shippers on those tracks. . , ^mr.tv W** 

Choasle System (Chesapeake A Ohio) to acquire Penn Cantral trackage i < . 
to shippers on those tracks. 
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Appendix I>3 (Major Market Extension Proposals Reviewed Under Section tO€{d) (3 ))—Continued 

PARI' II—Continued 

lUja tnnrl<* extcMloo proposal* that will nor matexinUj Impair the proflUMUty.. either singly or cumulatively, of any railroad In 

,,.the Rwgiyn or ConRail—Continued 


Mat ID 


Location 


CHL.. 

OHL - 

CML~.. 


Oiaf-d Rapid*, Mich..... 

LocuviUs, Ky..—*... 

Nitre-Charleston, 8wtas, W. Vo... 


d-O.. iWii# ■ r,Va 

CHI. .. Dsytco, Ohio, Wmen, Ohlo*.*^... 


Description of project 



OtwsM SyiUm iCheMpMkf A Ohio) to acquire Penn Central trackage needed to continue wnriw 
to shippers on those tracks. 

Chesrie System (Baltimore A Ohio) to acquire Vena Central trackage needed to continue service 
to skippers on tboaa tracks. 

Cbetaie System (Chesapeake A Ohio) to acquire Penn Central trackage needed to continue service 
to shippers on those tracks. 

Cbeanie System (Baltimore A Ohio) to acquire Penn Central trackage needed to continue service 
to shippers on tboaa tracks. 

C beetle System v Baltimore A Ohio ) to acquire Erie Lackawanna trackage between Dayton and 
Warren. 


(ML_ Wshki, Ohio. Greenville, Pa., hfcaxon, Pa,, Newcastle Pm. 

lim-r.Mll*. Pa., East Salamanca, N.Y..*.____ 

CUk. Bnflaic Creek KR..•. 


CMu~ 




WAM.. Cfadanatl, Ohio. Sooth Charleston, Ohio. , 




Uarretich, 1U__*___ 

Uwtrg.Ulcb..... 

degiasi., MJoh., Bay City, Mich.... 

Mtdbud Mlob., Bay City, Mich___ 


&U-U. 

tttu... 

***-! 


Kotoaster. Mkh., Oxford. Mich.. Lapeer. Mich., Vasaar, 

Mick 

Otsad Rated*, Mirb . Muskegon, Mich..... 

VifWwi, Mich., Kalamatoo. Mich., Grand Rapids. 

Mkt 


M»U, ID,, IxxMXut, ni-W. 

f«orfi uni Kut.ro K R____ 

&WUW. UL. Tan* Roue, Ind... 

“Uto-Bwr* Pi.. HinUtnif. Pi., Hafenunrn. Md... 


Ud^odiK. Mich.... 

W. Vi., 6vi«, W. Vi.. lAnditbivt. W. Vs., 
P««, Crwk. W. Vi. Ntuo. W. Vs., Dwpwitor Brtdff. 
w. Vi 

Chnltod, Ohio, Younolovn. Ohio... 


N.Y , Blntfiimtoa, N.Y., Northern No* Jenry. 


I***-... 


»«u.« 

M*ni ‘ 


N.Y., W a tarty, N.Y., Northern New Jersey, 

®hghat:iloo, N.Y. 

JJ”*" 0 *"- Ohio, AthubuK Ohio.... 

Afl( Wlppe. Pa.. Conway, Pm.. 

Po. Wlmon, Whooltac. W. Vi.. 

WUmtn * tr '"- 0*1 Norfolk, Vi.. 

*0«<lncton, IHl, Norfolk. Vi.... 


********** ad of tihio. 


Chessle 8y*t«n (Baltimore A Ohio) to acquire Erie Lackawanna trackage between Warren and 
Greenville Including the Bharoo-Newcastle Branch. 

Chassle System (Baltimore A Ohio) to acquire Erie Lackawanna trackage between Greenville and 
East Salamanca including OU City Branch. 

Chernia System ( B al tim ore A Ohio) to acquire rati properties or leasehold Interest now owned by 
ErW Lackawanna and Lehigh Valley. Alternatively Cheat* acquire track** rights over Buffalo 
Creek Railroad. 

DTAI acquire ownership or trackage rights over Penn Central between Cincinnati and South 
Charleston via “Little Miami’* route, or DTA1 acquire ownership or trackage rights over Penn 
Central between Springfield and Ivory dale via Dayton thence over BAO to LAN and Southern 
connections at Cincinnati. Also acquire ownership or trackage righla over Penn Central to LAN 
and Southern via UndrrcWff. 

Elgin, Job el A Eastern to acquire Penn Central line between Hogewtach and South Chicago. 
Grand Trunk Western to acquire all Penn Central terminal trackage at Lansing. 

Grand Trank Western to acquire Penn Central trackage within Saginaw and Bay City. 

Grand Trunk Western to acquire and operate the Penn Central track from Bay City to Midland, 
10 miles. Including the terminal facilities at Midland. 

Grand Trank Western to acquire Penn Central facilities at Oxford, Rochester, Lapeer and 8aglnaw. 

Chesapeake A Ohio to acquire Penn Central terminal facilities at Vassar. 

Grand Trank Western to acquire and operate 2ft miles of Penn Central trackage between Grand 
Rapids (Walker) and Muskegon. 

Grand Trank Western to acquire and operate approximately fil miles of Penn Central Utve between 
Vicksburg and Grand Rapids and Branch Line between Plain well and Otsego, also Penn Central 
terminal fad lilies in Grand Rapids assuming Penn Central discontinues operations north of 
Grand Ra pi la 

Illinois Terminal to acquire Peon Central trackage over which Illinois Terminal now has trackage 
rights. 

Illinois Terminal acquire PAE between Peoria and Indianapolis. 

Illinois Terminal to acquire Penn Central trackage between Decatur and Terre lfaute. 

Norfolk A Western and/or Delaware A Hudson to acquire o wne r ship or trackage rights between 
Wilkes-Barre and Hagerstown via Harrisburg. 

Norfolk A Western to acquire 28 M acres of land and amodated trackage and operating agreements 
from Penn Central. 

Norfolk A Western to acquire Penn Central lines and Penn Central interest In Nicholas. Fayette A 
Greenbrier Railroad. 

Norfolk A Western to acquire Erie Lackawanna trackage between Youngstown and Cleveland. 

poaribly limited to trackage rights between Leavlttaburg and Warren. 

Norfolk A Western to acquire trackage of or trackage rights over Erie-Lackawanna from Buffalo to 
Northern New Jersey and access to aome additional traffic baa* In that area. Abo trackage of or 
trackage rights over EL from Central Ohio to Homell, N.Y., If required for service or operating 
reasons. 

Same as NAW -15 but with track of or trackaga rights over EL from Buffalo to Waverty then of or 
ovar Lehigh Valley to Northern New Jersey. Also a connection to Delaware A Hudson at Bing¬ 
hamton. 

PALE acquire trackage rights or ownership of Penn Central trackage. 

Penn Central ckwe Conway Rail Barge coal trantioad facility and enter agreement tor joint use of 
PALE Colons facility at Allquippm 

Pittsburgh A Lake Erie to acquire Penn Central lines between Kabuta and Wclrton. 

REAP operate over or acquire Penn Centra) hues to reach end and Intermediate points and con¬ 
nections with open routing at all connection points. 

Southern to acquire Edge moor Yard at Wilmington and all lines east and south of the corridor 
main line Including 8b ell pot secondary tracks, line from Bridge to Ragan and from Porter 
to Newark. All hnes from Edgemoor Yard to Cape Charles including carfioat operation between 
Norfolk and Cape Charles and all Penn Central track* In and around Norfolk Virginia. Southern 
would propose to acquire the branch Unas on the Peninsula Line with the following exceptions: 
Line from Cape Junction to Kiptopekr (probably already retired). 

Crlsfldd Branch from Kings Creek to Crlsfleid. 

Willard Branch from Salisbury to Paraonsbuif. 

Vienna Branch from Hurlock to Vienna. 

The Oxford Branch from Easton to McDaniel, (probably already retired). 

The Denton Branch from Denton to Queenstown. 

The Cbos&ertown Branch from Massey to Cbestcrtown. 

The Centerville Branch from Townsend via Massey to Canterrllle unless the present shipper 
suhridy arrangement or a similar appropriate arrangement is continued. 

Also trackage rights as needed to provide direct connection to BAO and RDO at Wilmington. 
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Appendix D-3 (Major Market Extension Proposal,* Reviewed Under Section 806(d) (3 ))—Continued 

PART II—Continued 

Major market extension proposal* that will not materially Impair the profitability, either singly or cumulatively, of any railroad a 

the Region or ConRail—Continued 


Project ID 


TPAW-l__ 

TPAW-9_ 

USRA-L.... 

U8RA-1--.- 

U8RA-*..... 


U8RA-4... 


r8RA-5. 


Location 


E finer. Ind., Logansporl, lad-—.. 

Sheldon. III., Indianapolis, lad .... 

E-L System.-. 

E-L System...~. 

Buffalo, N.Y., Binghamton, N.Y., Northern New 


Harrisburg. Pa.. Allentown. Pa.. Bethkhem, Pa.. Phila¬ 
delphia, Pa., Wilmington. Del., Central Ohio. 


Buffalo Creek Ry.. 


Description of project 


Toledo, Poorla A Western to acquire trackage rigbU over Penn Central between K2xur sod Lgw. 
port. 

TPAW acquire trackage right* over Penn Central between Sheldon and In-iLwiapelt. 

Cheese Sysum to acquire entire Erie Lackawanna Railway Company. 

Norfolk A Western Railway Company to acquire entire Erie Lackawanna Rail ny Comma; 
Chassis System to acquire trackage of or trackage rights over Erie Leckj»v ^ thro Bdfce 
Northern New Jersey and access to some additional traffic bass la that area Also track*! g * I 
trackage rights over EL from Central Ohio to Hornell. N.Y., U required tut aerrloi or c^wi&g ] 


Norfolk A Western to acquire trackage or trackage rights horn Central Ohio via nirrttwffefe | 
Allentown/Bethlehem. Greeter Philadelphia, and Wilmington areas, with or wttknt ataw i* 
online industry In and between those points 

Norfolk A Western to acquire rail properties or leasehold Interest now owns*! by Em larkmcce ] 
or Lehigh Valley or acquire trackage rights. 


» While not specifically adding conditions at this time, this finding of no material 
impairment of profitability assume* that equitable rate divisions acceptable to 
ConRail ran be ixgotiated and that Con Rail would be relieved of all expenses which 

Other Coordinations and Market Extensions 

Appendix I>-4 lists proposed coordination projects 
which involve acquisitions of portions of solvent rail¬ 
roads by the ConRail system to be established under 


may be involved In the establishment of an Interchange yard at ftttamftsa aoi I 
the construction of other fadUUcs (i.e., bridges, etc.) necessary to move uiffl: )•« | 
this route without Interference to the Northeast Corridor pauengcf loa¬ 
the Act. These acquisitions do not require a finding bj 
the Association under the provisions of Section 306 
(d) (.3), but are listed here for the purpose of eliciting 
public response. 


Appendix I>-4 (Proposed Coordinations and Market Extensions Not Subject to Section 266(d)(3)) 

Determinations regarding profitability impairment not required 


Project 


DR-©.. 

IN-15.. 

IN-19.. 


IN-©.. 
MA-7.. 

MAA . 


MA-fl.. 

MD-2,. 


MDO. 


Location 


Various.. .—- 

Jeffersonville. Ind-. Louisville. Ky.. 
N. Vernon, Ind. 


Indianapolis, Ind. 


Boston. Mast.. Rotterdam Junction. 
N.Y. 

Canal Jet.. Mass.. Creamery. Mass.. 
Forest Lake, Mass.. Wheelwright, 

Mass 


Description of project 


Baltimore, M<L. Philadelphia, Pw, 
Washington. D.C., Wilmington. Del. 


Delta, Ohio., Detroit, Mich. 


The only project not subject to Section 209(d)(1) that 
Involves the State of Delaware Is MD-2. 

Penn Central (ConRail) to acquire the Baltimore A 
Ohio (Chessle System) lino from Jeffersonville to 
Louisville Inclusive, with BAO to abandon its Una 
from North Vernon to Jeffersonville. 

Penn Central (ConRail) to acquire 1 mile of Norfolk 
A Western track In the Indianapolis terminal area 
now being used only by PC. 

There are no other projects not subject to Section 200 
(d)(9) that Involve the State of Indiana. 

Penn Central (ConRail) to acquire trackage rights 
over Boston A Maine from Boston to Rotterdam 
Junction. 

Penn Central (ConRail) to acquire the Beaton A 
Maine Une from Creamery to Wheelwright, with 
BAM to abandon its Une from Canal Junction to 
Forest Lake and Its trackage rights over PC from 
Forest lake to Creamery and over Central Vermont 
from Amherst to Canal Junction. 

There are no other projects not subject to Section 309 
(d)(9) that involve the State of Massachusetts. 

Penn Central (ConRail) to acquire trackage rights 
over, or outright, all or parts of the Baltimore A Ohio 
(CbraaS- System) Une from Washington, D.C., to 
Philadelphia, Pa. 

There are no other projects not subject to 8ectlon 209 
(d)(9) that Involve the State of Maryland. 

Penn Central (ConRail) to acquire trackage rights 
over Detroit, Toledo A I ronton from Detroit to 
Delta, l tvrhiding the operation of DTAI*s Flat Rock 
Yard as a Joint facility. 


Service continued 


Location 


By 


NeU 


Not applicable. S/A..~ 

All points on acquired segment Noos | PC...... 

on the segment to be abandoned. 


All points on acquired segment 

Not applicable .. 

No service to be abandoned . 


AU points oil acquired segment None 
on the segment to abandoned. 


Not applicable ---- • 

No service to be abandoned -- 


Not applicable --— 

No service to b# abandoned. 


PC- 

N/A. ... 

WA- 

PC— 


n/a- 

n/a_ 

N/A— 

N/A-■ 






J_- 


See footnotes at end of table. 
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ot Subjet* to S*ctim m{d) (5) )-Continued 
l«iirnir*»t not required—Continued 


!• iXJllldhlftiru, id 4 ilAqt liurtgl 

1 I)*»s*pU*ntif pfajeet 

__ r 

SwrlceeomlnMd 

i toud/ 

Note 





By 

There are no other project# not subject to Section 206 
(d) (3) that involve the State of Michigan. 

The only project not subject to Section 206(d)(3) that 
involve* the State of Ohio Is MI-12. 

The only project not subject to Section 206(d)(3) that 
Involves the Stale of Pennsylvania is MD 3. 

Not applicable. 

N M_— 

N/A-- 

N/A 

— 




• 



l ikrtm slUnutiv* to project IN 
t Tbt Nan Central line with which the 
mt) ws Sett-density line emi may or a 


D-l. 

it to be acquired connects Is under 

■fit 


l. See Chapter 13, Passenger Service, tor a discussion of rerouting freight trains 
around the Northesst Corridor. In the event of an outright acquisition of this hue 
by Penn Central (ConRail), Baltimore A Ohio would retain trackage rights and 
•one or all on-line Industry as negotiated. 














































APPENDIX E 

Operations Planning Studies 


The Association’s operations planning efforts and 
Jading? an? (li*cussed in Chapter 5. The planning proc- 
which was carried out in two phases, is described 
in greater detail in this appendix. 

Tlie first phase, overview studies, focused on iden¬ 
tification of the critical factors involved in satisfying 
the* 'requirement* of the Act. A goal of this phase was 
to identify the steps necessary to assure that ConRail 
^>u!dbafinancially self-sustaining. 

Thr second phase consisted, of detailed or simulation 
Su ites of alternative operating strategies. In contrast 
to tlw overview Judies, which dealt with orders of 
‘Magnitude, the detailed studies analyzed in specific 
various alternatives under consideration. 

OVERVIEW STUDIES 

Tlic overview studies included economic overviews 
f ormed under contracts with outride consultants, 
* surveys ot physical resources by USRA staff 
^ (roieiTtions of changes in the oj>erating results 
^ ir.kHjpt railroads, account-by-account, as they 
^fged and rehabilitated. (EL was not included 

m «e**udiea) 

Wmic Overview Studies 

tW ° econom * c overview contracts was 
« to Stn^. Wishart & Associates (SWA) of 
° C ^ C0> * The objective txf the study was to 


appraise the potential viability of two ConRail options 
and to identify the principal leverage |K>ints in making 
ConRail financially self-sustaining. 

Carrying out the study objectives, parallel work 
was carried out in two areas. SWA made financial pro¬ 
jections on the basis of assumed investment require¬ 
ments and oj>erating performance improvements. In 
this area, SWA used Southern Pacific's Corporate Plan¬ 
ning Model to test the economic viability of ConRail 
under these varying assumptions. 

In the second area, in cooperation with the Associa¬ 
tion of American Railroads, SWA formed an Opera¬ 
tions Evaluation Team composed of senior railway 
officers who conducted an intensive 30-day survey to 
identify problems and assess potential improvements. 
The team included five railroad vice presidents, experi¬ 
enced in Operations, each of whom was assigned a por¬ 
tion of the l»ankrupt railroads. The team personally 
inspected 60 percent of the trackage of the bankrupts 
and interviewed key line officers. Although the effort 
concentrated on the operating departments of these rail¬ 
roads, it also included a brief review of their market¬ 
ing and support activities. 

The financial projections generated by the Corporate 
Planning Model were the first estimates of ConRail's 
potential prospectus under varying assumptions. It 
should be noted that SWA was assigned to “work back- 
ward v from viability to determine the practical steps 
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nfceest&try‘to Achieve viability. Two network configura¬ 
tions were!included in this evaluation: 

• Two-system OonRail with the Penn Central and 
Ann Vrbor in out* system and the other four bank 
nipt properties in a system similar to the Mid- 
Atlantic Railroad Concept. 

• One Con Rail encompassing the (six) bankrupt 
properties. 

In the course of this evaluation, SWA found that: 

• Splitting CRC would add materially to the cap¬ 
ital requirements and significantly reduce the po 
tentiul financial performance. For either system 
to be viable: 

— Car ownership must be reduced by one-third 
and cars on line would have to be cut by nearly 
half. 

— The size of the system must lie reduced by one- 
third. 

— Even with these reductions, rehabilitating the 
plant was estimated to cost between $1.5 and 
$2.0 billion. 

Through their inspections of the facilities and dis¬ 
cussions with key operating officers, the team of rail¬ 
road vice presidents identified 8,400 miles or 38 percent 
of the lines of the bankrupts to be considered for aban¬ 
donment. SWA also found that: 

• Rehabilitation of the track is the first priority. 

• Planning, organization and control of the bank¬ 
rupts must be strengthened. 

• Mucli more management attention must be focused 
on equipment utilization. 

The second economic overview project, performed 
concurrently with that of Strong. Wishart & Associates, 
was conducted by Reebie Associates of f}reenw’ich, Con¬ 
necticut. This study concentrated, through cost analysis, 
on identifying w’here the bankrupts are presently losing 
money. It also included a series of recommendations 
for revision of ConRail’s marketing and plonning func¬ 
tions. Specific observations from the Rcehie Study 
included: 

• The railroads need to identify their economic 
“place in the sun” so that resources and manage¬ 
ment attention can allocated effectively. 

• The physical condition of the bankrupts has de¬ 
teriorated to such an extent that normal debt serv¬ 
ice on the rehabilitation program may be greater 
than the direct savings resulting from rehabilita¬ 
tion. (The rehabilitation, nevertheless, is necessary 
to continue operations). 

• The principal means of improving the profit per¬ 
formance of the bankrupts are: 

— Full recovery of costs of passenger services, in 
eluding the cost of capital. 


— Improved train operations to minimize inter. I 
mediate handling in yards. 

— Improved car management systems to mmimia 1 
empty backhauls. 

— Increasing the revenue yield to at least a break¬ 
even level on traffic now handled Mow variable | 
costs. 

— Establishing equitable division of revenue* be¬ 
tween Southern/Eastern and Western Emm 
railroads. 

— Rt»gaining lost traffic through upgrading and I 
modernization of plant. 

— Recovering full costs, including the cost of 
capital, for branch line operat ions. 

In addition, Reebie Associates stressed the need for 
a reorganization of management to provide profit 
orientation and incentive in the field to achieve bal¬ 
anced traffic flows. Reebie also recommended minimiza¬ 
tion of organizational layers between top management ! 
and field profit renters and a marketing goal of selective 1 
rather than ^aerossthe board” rate increases. 

Engineering Overview Study 

In conjunction with related studies for the Fwknl 
Railroad Administration and the Association of Ameri¬ 
can Railroads. Thomas K. Dyer. Inc.. Consulting En¬ 
gineers, made a computer analysis of the installation! 
of ties, rails and other track materials for the last 40 
years by the bankrupt railroads and their predacaflKfM 
The maintenance data were related through computer 
programs containing empirical data on material hilt 
with statistics on gross ton miles and track mile*oper¬ 
ated. This,was done to project future track materii 
requirements. To provide perspective and to projectj 
the overall industry demand for materials, similar data 
were obtained from ICC reports of other railroa *1 
in the Region and other Regions to estimate future 
material requirements. 

These analyses indicated that: 

• As shown in Figure I. the number of ties d^ 1 | rr 

replacement each year will grow through 1W • 
to the unusually high level of tie installations ^ 
ing the World War 11 period. This occurs 1*** 
the bulge of installations of materials in ; , 
Forties is now recycling. , 

• The material cycle of the bankrupts is ‘ U P ! ^ a 

on many other railroads, including *oine 1 . 

all of the solvents. Therefore, the over* etI 
for materials will grow rapidly wbih I ^ 
is limited, causing track material cost* to 
growing inflationary pressures. 

USRA Staff Studies ^ ^ 

An initial data-gathering effort by * 4 

tions Planning Staff included field u * Mt; 
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plrtkmof $5-pagt* checklists on the operations of more 
than 6® of the bankrupt's classification and industrial 
bitching yards, as well as inspections of many of the 
tn*in and secondary lines. The information gathered 
daring these evaluations, which tended to confirm the 
I fadings of the overview studies, indicated that: 

• Physical plant conditions range from adequate to 
virtually inoperable. 

• Management generally is crisis-oriented and has 
little time to plan. 

• Labor, ear and locomotive resources an* inade¬ 
quately controlled. 

• U compensate for bad physical plant, attention 

noting major customers' service requirements 
‘‘•*3 in some instances reached uneconomic levels. 

*? 0,1< ‘ ^ cins to know where and why money is 

hnst, but each assumes it is beyond his 
control. 

Management lines of communication and budg¬ 
etary control rm* inadequate. 

fusions of Overview Phase 

Aftn the overview studies, the requirements for 
ti i , ^’ s Wcr * initiated or redirected. In addi- 

Judies provided planning paramo- 
tb ’ lss ' m I^inns for the detailed studies, and pive 
i management and Board of Directors per- 

/ S f ° ma ^itude and nature of the rail- 
fdijiw ' r k u,l ^ } nioii situation. Although the detailed 
^gnit i l fSealed differences in the exact 
I pktagd ,\ ° 1 ^problems, the priority ar*eas of ein- 
£llf # k- f l in the overview phase were generally 


confirmed by the detailed studies. The overview studies 
thus focused USRA’s planning efforts on the critical 
areas for improvement. 

DETAILED STUDIES 

On the basis of the overview studies and the experi¬ 
ence of the USRA staff, a series of detailed studies of 
key areas were carried out in preparation of the Pre¬ 
liminary System Plan. Many of these studies are con¬ 
tinuing for use in preparation of the Final System 
Plan. 

Doto Base Development 

In preparation for its detailed planning effort, and 
concurrently with the overview studies, USRA devel¬ 
oped an origin/destination traffic-flow data base for 
the bankrupt railroads. 

The basic input to the USRA operations planning 
process was a definition of the present demand for rail¬ 
road freight sendee by the bankrupt carriers or others 
in the Region. USRA's objectives in developing the 
Railroad traffic and revenue data base were to: 

• Assure a high level of completeness and accuracy. 

• Provide data quickly so as to not delay the plan- 
ning process. 

• Provide the traffic and revenue data necessary to 
facilitate analysis of potential system configura¬ 
tions. 

• Support the planning efforts of RSPO, state and 
regional .planners and solvent rail carriers in the 
Region. 

The development of a railroad traffic and revenue 
data base of the quality necessary to achieve the above 
objectives was complicated by the following conditions: 

• Present railroad accounting procedures do not 
provide a single document containing all the data 
elements necessary to define the customer, geo¬ 
graphic, commodity and carrier revenue character¬ 
istics of each carload shipment. 

• For many of the data elements contained on rail¬ 
road documents there is no industry-wide standard 
coding structure. Conformity with such standards 
as exist varies greatly among carriers. 

• The volume of data is so large that existing 
machine-readable (computerised) data files must 
l>e used for the larger railroads to avoid the high 
cost and intolerable delays associated with key¬ 
punching source documents. 

• The level of sophistication in the computerized in¬ 
formation system varies widely among the North¬ 
eastern railroads. As a result, certain critical data 
elements are not captured by some carriers. 

Two potential sources of data exist which can lie utilized 
to fulfill the above objectives. They are the Revenue 
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Waybill and the Interline Abstract. There are several 
problems in using the waybill as the basic source of 
integrated data base: 

• Many of the bankrupt railroads do not have way¬ 
bill information in their computer files (especially 
on overhead traffic). 

• Some railroads do not normally retain a paper 
copy of waybills on overhead traffic. 

• Although the waybill contains a wealth of infor¬ 
mation about each shipment, the “data discipline' 5 
of this information is often poor. 

• Although waybills (except memo bills) do show 
the total freight revenue* they do not show the pro¬ 
portion accruing to each carrier participating in 
the route of movement. 

• Billing station rather than actual station is often 
shown in the waybill files. 

• The expense and time neouiring to code, keypunch 
ami edit w aybill data w ould be inordinate. 

The abstract was selected as the principal data source 

. because: 

• The abstract contains the revenue proportion of 
each carrier participating in the route of move¬ 
ment. 

• The level of discipline of the individual data ele¬ 
ments is higher than that on the waybill. 

• The mandatory railroad accounting rules require 
the abstract to show the actual stations between 
which the traffic moves, rather than billing sta¬ 
tions. although some discrepancies still exist, espe¬ 
cially in urban terminals. 

• The carrier delivering the shipment to the desti¬ 
nation always prepares the abstract and mails a 
copy to each carrier participating in the movement. 
Thus it is |x>ssible, when the carrier's computer files 
do not contain the necessary data elements, to ob¬ 
tain a complete picture of traffic and revenues by 
key-punching the abstract. This is not possible 
with waybills. 

• Since many cars (waybills) may appear on each ab 
strart, the time and cost of the data-eollection 
effort is reduced. 

• Since each railroad participating in the movement 
of a car (or cars) appearing on an abstract will 
take the data for its portion of the movement from 
the same document in the same accounting month, 
it is possible to integrate several railroads* data 
into a non duplicative data bast*. This permits 
analysis of traffic flows on a merged basis without 
double counting. 

However, the abstract has the following shortcom¬ 
ings: 

• Shipper consignee data elements do not appear on 
the abstract. The absence of this information mini¬ 
mizes disclosure problems, however. 


• The data of actual movement for each shipment 
t over each carrier do not appear on the abstract 

• Car initial and number, while present on the ib 
struct, are not in the computerized abstract data 
files of all railroads, which precludes identifying 
the car type except by inference from tha com¬ 
modity code. 

Nevertheless, it was concluded that the advantage? of 
the abstract outweighed the alternatives, and therefore 
the abstract was selected as the basic data souroe. Ab¬ 
stract data for interline shipments and waybill data for 
local (single carrier) shipments on the A A, CXJ.LHB, 
LV, PC, RDG, and EL have l>een converted to a ani 
form computerized record. The following are typical of 
the uses being made of this and other FSB A traffic and 
revenue data: 

• Traffic data for the planning months of October 
and March of 1973, sorted by major ConRail 
gathering points, is being used for blocking and 
train-requirement studies by Stanford Research 
Institute under contract to USBA. 

• Annual traffic data was supplied for the light- 
density line study and served as input to the 
TONS AD analysis. 

• Origin/destination traffic flop’s were used to an¬ 
alyze several proposed ConRail options. 

• Regional traffic flows were provided as inputs to 
the Temple. Barker & Sloane Traffic Projccticw 
forecasts. 

• Various formats of data were submitted to the 
Rail Services Planning Office, regional ngen i^ 
the states and local governments and to the Im¬ 
part ment of Transportation. 

• Traffic data (car float) at Cape Charles. \ a.. 
York Harbor and across Lake Michigan were wp 
plied to A. T. Kearney & Co., for analyst? e 
marine operations. 

• Traffic data were analyzed by the Public Interetfj 
Economic Center in its economic and environtnw j 
study. 

Location Coding 

The seven bankrupt railroads move more than ^ 
cars per day among more than 7,200 stations a ^ 
interchange locations. To analyze a networ 0 j 
complexity, it was necessary to design a P 
location code structure based on railroad °P er ^ ^ 
logic. Codes sequenced on operational logic ^ 

planner to aggregate and disaggregate u it 1 ^ ^ 

the same manner that the railroad operate** 

realistically operate. * rU ctut« 

None of the seven railroads used sue » J 

# i T|v^ raiirw”* 

when the planning process started, p . 
freight station accounting code numbers 


280 














941 #' 


tluch the traffic*flow records arc based, were not opera- 
tiofially logical. The Penn Central’s ten-digit operation 
todf network also was not. operationally logical, prin- 
fipnlly becaufie it w as designed to serve administrative 
jjjj iccounting purposes as well as transportation uses. 
The geopolitical location designations utilized by the 
Interstate Commerce Commission, the Census Bureau 
icd many studies conducted by the Department of 
Triasportation were unusable for this purpose because 
too, are not operationally logical and therefore 
mid be misleading as to the operational feasibility of 
proposed aggregations and disaggregations of the traffic. 

The U8RA Car Movement Code was designed to 
iBcw analysis of tiaffic flow based on the way in which 
an aro distributed to the ultimate structure. AH of the 
faring points” in the network were identified 
through extensive analysis of local operations and dis- 
cceion with railroad operating officials. “Gathering 
points” are defined as the yard or siding which is either 
(he final location where a car is switched prior to de¬ 
livery to & customer or to interchange or else the initial 
location where a car is handled upon receipt from a 
customer or interchange. This includes any point where 
x (oral or indust rial switcli engine drops cars for switch¬ 
es or picks up cars after switching for movement by 
iroid train. In addition, major interchanges were des¬ 
isted as “gathering points.” 

The USRA Car Movement Code for the 7-railroad 
(including EL) includes 517 gathering points. 
TW range* in size and complexity from a single inter- 
print served by a run-through train to a local 
I nnl serving more than 100 stations on several different 
tcurii lines. In many cases, local stations on it line be- 
gathering points are served by more than one 
Cohering point, depending on the origin or destination 
a 1° handle these situations, the USRA Car 
Movement Cede Structure includes “Multiple Gath- 
nn ^ Prints.’ A subprogram was designer! to assign 
3 * f ividttal car^ destined to a station served by a multiple 
Jeering point to the gathering point at either end of 
* e h** segment, depending on the direction of move- 
I of the car. 

To handle a system of this size, a 10-digit code was 
l^o digits have been reserved for future cxpnn- 
^ °* the System, if required. In addition to provid- 

vJi ^ ^ r8 * em ^ or cnr movement, codes were in- 
11 .. allovi assignment of stations and lino segments 

rSFtV I 0UH lM * wor * C8 i^ing considered during the 
1 h inning process and to allow classification of 
I ihl* , ^ rmerrt,s biture status under the criteria for po6- 
I nc h line abandonments. 

^ally ]' ^'^ ie ring point serving as a base, an opera - 
I rilled ^ number, appropriately 

t \ 1 ^ 8en * 11 ^ Petering point, was assigned to 
I (KS^ 01 ^ ^ mn freight station accounting 
) and interchange locations included 


within the ConRail network. The code has been ! designed' ; 
to allow changes to be made in the code structure. Thi 4 ! 
gathering points are based on present operational'pkf- f 
terns, but as changes and consolidations are made irr the 
gathering services, the code structure should be modified 
to reflect these changes. 

It Is extremely difficult to plan rapidly and efficiently 
a network with more than 500 traffic nodes. To expedite 
the planning process, the 517 gathering points were 
aggregated into 147 “super nodes.” Gathering [joints 
which originated sufficient traffic to preblock traffic for 
other gathering points, and those which received suffi¬ 
cient traffic so that other gathering points might do 
preblocking for them, were retained as super nodes in 
the consolidated network shown as Figure 2. 

Each gathering point which did not originate or 
terminate enough traffic to generate inlxnmd or out¬ 
bound preblocking opportunities was consolidated 
(along with its traffic) into a super node. All consoli¬ 
dation was done in such a way as to maintain the integ¬ 
rity of the traffic flowing to and from each of the orig¬ 
inal gathering points so that the system can be dis¬ 
aggregated at any time. 

The 147 Super-Node system was used by Stanford 
Research Institute (SRI) in developing a traffic move¬ 
ment blocking plan. SRI is expanding its program to 
allow the use of the 517 traffic nodes. 

Future Traffic Flow 

The USRA operations planning horizon extends 
through 1985. To plan operations for 1985. it was nec¬ 
essary to forecast traffic flows for that year. Temple, 
Barker & Sloane (TB&S) prepared a tonnage expan¬ 
sion factor for each of 12 commodit ies for 1980 and 1985 
for ConRail. Conversion tables were provided to trans¬ 
late these tonnage forecasts into carloads. 

Much of the traffic of the bankrupts originates out¬ 
side the Eastern part of the United States. TB&S used 
different growth factors for traffic that flowed into the 
ConRail network from Western and Southern portions 
of the United States, because the West and South are 
exj>coted to grow economically at a different rate than 
the Eastern part of the United States. 

The future demand forecasts also recognized that 
traffic on the bankrupt railroads is exj>ecied to grow 
significantly slower than traflic on the major solvent 
railroads in the Eastern part of the United States, pri¬ 
marily because the other major roads in the East move 
proportionately more coal than the bankrupts. Of all 
commodities hauled by these railroads, coal traffic is 
•xj>ected to increase most rapidly by 1985. 

The TB&S demand forecast assumed that the bank¬ 
rupt carriers’ position vis-a-vis other railroads in the 
Northeast and Midwest and vis-a-vis other inodes would 
remain approximately the same as it is today. TB&S 
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ibo prepared Rn estimate of the change in demand, by 
commodity* that can he expected in 1985 if: 

• The bankrupts physical plant continues to deteri¬ 
orate relative to other modes and other railroads 
in the Northeast or, 

• ConRail is able to improve its position relative to 
other modes and other railroads due to rehabilita¬ 
tion, modernization, merger and improved manage¬ 
ment and marketing techniques. 

Operating plans have been developed, using the optimis¬ 
tic demand forecasts for 1980 and 1985. In addition, 
operating plans have been developed for alternate vol- 
edc projections and for downward revisions of TH&S's 
forecast to reflect the current business recession. 


Troin Blocking 

To facilitate adaptation of the numerous aspects of 
! or and train movement to computer analysis, the flows 
outlined in the data base were merged into 147 origin 
and destination super nodes. A network that repre- 
*nted main lines connecting these locations was estab¬ 
lished. The resulting model w as applied to three separate 
■wnputer programs which were used in scries in a five* 
fcp process. 

Tkfi analytic process. —The first step in the process 
minimi and required a decision as to what blocks 
f0U M bo made for outbound care from each origin yard 
'including those, care being switched at that location 
I Mtt intermediate yard) and what ultimate flow desti¬ 
nations would be included in each block. The resulting 
blocking strategy was then input to the first program 
T hkh contained the 147 x 147 matrix of traffic flows in 
***• This program moved the flow's from origin to 
fetation in accordance with the input strategy. As the 
I moved from yard to yard, they were added to the 
•Ppropriate block at each yard. 

T.n* output of this second step was the sizes and des- 
I nniwonv of blocks on hand to move at each yard as well 
** printout formats that permitted tracing various 
^ ne twork, volumes handled in each yard 

* input strategy that allowed modification or 

| rcrctctmn. 

niton S* * n P rom *uro * 8 manual, the de- 
I ^ )rocck8S °f placing blocks on trains, routing 

networ ^ designating enroute work 

I Mediate U P or out blocks at inter¬ 

op* Points. These trains are input to the second 

iiu^i * ,IC *‘ assur cs that all blocks reach their ulti- 

vtomni; * na,l V n aTI< * trains are on proper routes to 
^ “ wii assigned wor )^ 

block 2* pnntout ^oeds arc produced, showing 
| nrjf* !^ S on tra * IW ®- s well as a record of all 
I *** enroute^ llHJudin * ,oa(l ^ cm P ties ? tons, route and 

I ),0 gram, which receives output directly 


from the second, computes network and train statistics. 
These include train miles and hours, car miles and 
hours, gross ton miles and numbers of cars, tons, and 
trains by direction on each segment of the network. 

TOFC traffic was not included in that |>ortion of 
the data base being used in the Blocking Studies. Such 
traffic was considered in the intermodal study (see Ap¬ 
pendix F). TOFC trains that were developed in the 
intermodal study were input into the record of trains 
operated. 

Unit train traffic was identified to the extent that 
railroad records were available to coincide with the 
data base period. Such traffic was excluded in aspects 
of the program that would not be applicable to unit 
traffic such as the count of care being humped or other¬ 
wise classified in a switching yard. However, all unit 
trains as well as TOFC movements w'ere included in 
summarizing the trains and gross tons operated over 
each line segment. 

Comparison of blocking plans .—Using the 147 su¬ 
per-node network, thirty options or variations of op¬ 
tions w'ere simulated in preparing the Preliminary Sys¬ 
tem Plan. As shown in Table 1, the sensitivity of the 
projected ConRail operation was tested under different 
conditions. Additional scenarios are being processed to 
test the sensitivity of the ConRail system to changes 
in train size, work rules, extent of plaut rehabilitation, 
exclusion of various leased lines and further changes 
in demand forecasts and network configuration. Also, 
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to prepare the Final System Operating Plan, the net¬ 
work planning process is lieing expanded in scope to 
analyze and plan the blocking and train operating plans 
to handle the traffic planning among the 517 gather¬ 
ing points on the ConRail system. The depth of the 
effort is also being expanded to develop the capability 
to simulate classification yard operations in detail. 

From the blocking strategy, the total numbers or 
cars handled at one, two or three intermediate yards 
was indicated in summation. Every effort was made in 
all options to handle significant flows directly from 
origin to destination and all major tlows were generally 
limited to a single intermediate handling. An effort was 
also made to block so that traffic flows would lx* handled 
on the shortest feasible route. 

Whenever a significant volume was developed to an 
ultimate destination (20 to 40 cars depending upon 
distance and other circumstances) a block was made to 
that destination. For all locations, including 13 major 
system yards, the number of cars being switched and 
classified was considered as well as the number of clas¬ 
sifications and the size of the block formed by each 
classification. Blocks that were too small were dis¬ 
continued and the components re-sorted to appropri¬ 
ate blocks. 

Summaries of the ojK*rnting statistics and yard load¬ 
ings from some of the scenarios processed are shown 
in Table 2. The major comparison produced was the 
total number of cars being switched, with specific com¬ 
parisons being drawn off for the 13 major system yards. 
Although not shown hen*, comparisons were also made 
of loadings on 17 system yards of lesser volume. Com¬ 
pared to the existing operation, it was possible through 
planning to reduce system switching requirements un¬ 
der all options and, as a general rule, the total number 


of cars lieing handled at system yards was less than art 
!x?ing handled today. 

Although the number of classification^ required of 1 
each yard was frequently more than they are preparing 
today, railroad officials concurred that in most c*** 
the projected requirements did not exceed thecapability 
of most locations. There were areas, however, when? 
the capability was ojien to some question. These Ion- 
tioim were identified for all versions and adjustment! 
made. To handle questions concerning cither the total I 
number of cars lieing switched or the number of claaifU 
cations to be made at a given yard, a separate program 
has lxn*n developed that provides the detail necessirt] 
to carry out a detailed simulation of such yards. 

The outputs of the train operation nnd system sto-j 
tistics program produce^) several totals for comparison 
bet ween the options, as shown in Table li. Running times 
were assigned for present operations as well as for the 
[H>strehabilitated operation for each segment Train 
hours and car hours were produced and compared umfcr 
both conditions. Train miles and car miles were ib) 
developed and compared. The data Irnsc for current 
traffic flows was run through a special program in 
short-route car miles were determined. Circuity per¬ 
centages wen* then determined for each version. 

(iross ton miles generated and gross tonnages foreirh 
line segment were also compared for each plan. Trains 
were rerouted in many eases to tost the resultant 
in terms of number of trains and gross tons on selected] 
line segments. In addition, the effect that major re-j 
routes would have on car hours and miles and 
hours and miles was determined. Similarly, totH i 
potential for line reductions, specific traffic flows ^ 
removed entirely from selected routes. Through 
in trains that were doing work enroute were indicate 


TABUS 2 .—147 “Suprmodc M network planning Kcenario outputn 


Scenario, network and 
date/volume 

i-r. 

E listing 
1773 

l-A. 

ConRail 

1773 

1-B, 

East/ 

West 

1771 

North/ 

Sooth 

1773 

rv-A. 

ConRail 

( 

1090 

USRA 

V-A, 

ConRail 

1 

1985 

USRA 

1-E. 
CRC h 
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CRC 1IA 
1973 
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USRA 

! vi-c. 
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22.025 

23,?* 
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5.719 
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6.034 

4.818 

5.626 

5.813 

940 

1,007 j 
2291 | 

Car mi lea (thousands) .. 

11,176 

10,913 

11,018 

10.936 

11.299 

11.582 

9.765 

11,197 

12,656 

1.970 
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482 

4*6 
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504 

419 

479 

534 

78 

00 , 
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N/A 
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g 
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1 032 
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N/A 

N/A 

N/A 

N/A 

N/A 

N/A 
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MN 
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0 
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94 
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0 ‘ 

0 
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1.945 
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0 1 

n 
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MN 
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0 1 
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|. otU as the curs in blocks that were passed enroute 
latwreti trains. 

TV munber of trains oj>erating on various segments 
oftlw* network was compared within several of the 
ivrsions. If major or lengthy segments were out of hal- 
W t i modifications were made in blocks being carried 
to {K*rmit consolidations of trains or splitting up of 
hr^r trains to avoid a situation that called for execs- 
«!ie crew and perhaps power and cal)oose deadheads, 
finer die effect on the system statistics was minimal, 
the lancing effort was not carried out on all varia¬ 
tions. 

A traffic flow bv commodity was produced prior to 
commencing work on any of the versions so that com- 
moditv content of traffic flows and blocks on trains 
ronUbedetertnined by ready reference. 

Ihta used in block and train formation was rounded 
•nd represents an average day in a 25-dav month. Spe- 
rifir output figures represent a design day (a fairly 
hmw day) rattier than an average day. When conver¬ 
ses was nmdi* to monthly or annual statistics, the ap¬ 
propriate multiplier was used to portray an accurate 
comparison, factoringout the 25-day average. 


Copocity of Facilities 

It is generally assumed that railroads have significant 
unonnteof unused capacity. This may be accurate but 
M‘. generalizations are inadequate for development of 
^ Preliminary System Plan. In fact. exj>eriencc con- 
f nii*| by recent FRA computer simulation studies of 
fail way line capacity indicates that, as physical capacity 
b l PP r °»<'hed. small cljanges in volume have signifi- 

R**®ter impact on delays and therefore on 
rapacity. 

The same study (discussed below) found that delays 
tffoi to grow approximately as the inverse square of 
4I ^»* in train speed. For example, if slow orders re- 
♦“re cutting average train speeds in half, delays would 
,01lr ^ lncs » f^iven the present physical condition 
,/j l * n tanpt rarriers, the volume of traffic to be han- 
the number of potentially redundant facilities 
rr* “hiple tracks, panillel lines, etc,), USRA de- 
^ r ^ a * a( ltV|uate rapacity could not be assumed, 
ijj* 0r "v CAparit y has explicitly analyzed for 
tW rna,T V IM ^ an ^ yards where significant changes in 
°P*nition are contemplated. 


line Capocily Anoly*i* 

fefiiwf 1 (ICC) jointly contracts! 

uv* (\ i' S1 ? ° f I’ r ’ nc >PaI lines with n Train Perform- 
iqp t l. n,n,0n contracted to develop, test and 
Simulation Model for developing 
a" '* ne capacity and delays 

JW* M . CnS ' tv ' * rac ’k configuration and speed. 

•fernu J* r -° nnnnc6 c alrulafor. —Detailed operating 
‘° n for line was provided to T. K. Dyer, 


Inc., to be utilized in its Train Performance Calculator 
(TPC). The information includes the following: 

• Line Geometry—curvature, gradient and speed 
restrictions. 

• Definition of oj>erating segments and mileages. 

• Definition of test trains of various sizes with HP/ 
Ton ratio for each type of train. 

Using the Train Performance Calculator, transit 
times over a given line arc determined for each of the 
following types of trains: passenger train, merchandise 
train. TOFC train, loaded unit train, and empty unit 
train. T. K. Dyer has simulated train runs of these types 
in both directions over approximately 9,700 road miles 
of |K>tentiul ConRail mainline for RSPO and FRA. as 
well as USRA. 

In addition to providing running times, which are 
used ns an input to the Dispatching Simulation Model, 
. the output of the Train Performance Calculator has 
been useful to USRA because it provides practical tran¬ 
sit. time, and fuel consumption information over each 
mainline segment, making it possible to evaluate more 
closely the incremental circuity costs and fuel efficiency 
associated with changing or upgrading routes. This in¬ 
formation was used to define the mainlines required for 
ConRail. since it enabled USRA to make trade-off deci¬ 
sions between incurring incremental operating costs as¬ 
sociated with additional route miles rather than acquir¬ 
ing and subsequently rehabilitating additional mainline 
segments. The Train Performance Calculator is pro¬ 
grammed to define the difference in running times re¬ 
sulting from rehabilitation of the track or changes in 
locomotive characteristics, such as results from electrifi¬ 
cation. The additional cost of overpowering trains to 
increase speed can also l* evaluated. 

Disjxitohing Simulation Model ,—The Dispatching 
Simulation Model was used to test track capacity and 
estimate train delays. Inputs to the Dispatching Simu¬ 
lation Model include the following information for 
each line segment under study: 

Track Arrangement. —Number of tracks, location of 
sidings or crossovers, length of sidings, location of sta¬ 
tions, yards and junctions. 

Signal System. —Direction of movement and block 
spacing. 

Run Time*. —For various hp/ton ratios from Train 
Performance Calculator. 

Schedules, —Of all trains. A schedule consists of 
starting time, origin and destination points, and work 
required en route. 

Trains. —Assigned to five priority groups: 

—Passenger 

—TOFC and Preferred Merchandise 

—General Merchandise 

—Loaded Unit Trains and Empty Unit Trains 

—Local and Transfer Movements 
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To verify the accuracy of input and to calibrate the 
model to allow comparisons with later runs, each line 
was first simulated with the existing track configuration 
and existing traffic. Once the program was validated for 
a segment, variations were made in input to test differ¬ 
ent operating strategies. The model was set up to meas¬ 
ure on a quick-responsc basis the impact of such changes 
as the following: 

• Proposed schedules can be run to simulate rerout¬ 
ing of present traffic or entirely new* traffic flows. 

• Tracks can be taken out of service for short periods 
to simulate maintcnance-of-wav work. 

• Tracks or sidings can be added or removed and sig¬ 
nal systems can be modified to allow bidirectional 
running. 

• Running times can be varied to reflect slow orders 
and the removal of slow orders following rehabili¬ 
tation. 

The Dispatching Simulation Model provides a tabular 
simulation printout and a “stringline” diagram for each 
line segment and each o|>crating scenario simulated. The 
tabular printout presents the detail of all delays in¬ 
clined by each train, including programmed delay, such 
as work enroute or simulated mechanical breakdowns, 
and dispatching delay caused by interference from other 
trains or limitation of the physical plant. Delays for 
each simulation are totaled and averaged for each prior¬ 
ity group of trains. 

The stringline diagram provides a visual display of 
the results of the simulation. It is useful for quickly 
spotting problem areas and the probable cause of any 
delays to trains. Figure 3 illustrates a computer-gener¬ 
ated stringline diagram for the multitrack line from 
Harrisburg to Conway with existing trains. 

The Dispatching Simulation Model can be used to 
test the “breakdown capacity” (the point at which addi¬ 
tional trains cannot be handled and traffic begins to 
back up) of a line under varying operating conditions. 
It is also useful for determining the amount of delay 
incurred and, by associating costs with delay, a judg¬ 
ment can be made as to the value of reducing delays. 

If a line reaches the breakdown point, or if an unac¬ 
ceptable amount of delay is incurred, the line can be 
resimulated with a variation in the configuration or con¬ 
dition of the physical plant or the schedule cf trains 
operated. If a simulation indicates that there is no prob¬ 
lem with line capacity using a particular operating 
strategy or schedule, a further test can be made to see 
if reductions can be made in the physical plant without 
interfering with the traffic. 

FRA has utilized the Dispatching Simulation Model 
in its Parametric Track Capacity Analysis Project to 
simulate present traffic ami track configuration on 7,030 
road miles of line, including 12,162 miles of main track 
of the 7 bankrupt carriers. Although a computer simu¬ 
lation is not, the same as actual dispatching, the Dis¬ 


patching Simulation Model is useful for jointing up 
possible* problem areas. 

Simulation of proposed rerouting*. —Several pn>. 
posals for major rerouting of traffic were tested on 
the Model to determine if they are practical and, if not, 
where the problems are. A few examples follow: 

• The reroute simulation of all Conway-^^ 
traffic via Cleveland and Toledo and via Bucvms 
and Toledo indicated that this was not a viable 
plan, and for this reason the Ft. Wayne line will 
have to be retained, at least through the rehabilita¬ 
tion period, 

• The reroute of all Indianapolis-St. Louis traffic an 
the South Line indicated that additional double 
track would be necessary to use this as the on!; 
route, and the North route will be needed until the 
improvements are made. 

• The reroute of Buffalo/Niagara- Detroit traffic via 
Cleveland and Toledo indicated adequate capacity 
if the Ft. Wayne traffic is not also run via Cleve¬ 
land. Therefore service considerations, not capac¬ 
ity, govern use of the Canada Southern route. 

Origin-destination traffic flows are being analyzed by 
Stanford Research Institute to determine the most effi¬ 
cient way of handling the traffic. An output of this 
analysis will be pro forma freight train schedules over 
each line segment. The Dispatching Simulation Mode! 
will be used to test the practicality of these schedules 
prior to preparation of the Final System Plan. 

Parametric Finding*. —Parametric analysis of line 
capacity under varying conditions produced track- 
capacity related conclusions including: 

• Double track with reverse-running signaling h« 
about five times the capacity of a typical single 
track CTC line. 

• Installing a Centralized Traffic Control SySem 
(CTC) on a double-track line segment is helpful 
during maintenance and expedites the flow of high 
priority trains, but it does not materially in* 
prove overall capacity, as the delays to low prior¬ 
ity trains offset the gain to high priority trait* 

• Removing varying train priorities and establish¬ 
ing a uniform speed for all trains over a line in¬ 
creases its capacity by about 40 percent 

Yard Capacities 

Yard capacity is recognized as a major operating 
constraint. To significantly improve the movemcn 
loads and empties through the system, it is ® 
to make the classifications necessary to l >erm ||.. ^ 
to bypass intermediate yards. Providing the a ' 
classifications desired to minimize rehandling o 
could require significant changes in the “ ltU *. 50 { 
done in individual yards. One of the basic uno > « 

the Blocking study was to determine tn 
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system classification plan through successive iterations 
with the computer simulation model. 

Having developed a potential system classification 
plan, it was necessary to review the resulting workloads 
on each yard. Where the system classification plan would 
overload a yard, consideration was given to expanding 
capacity or else changing the classification plan. A series 
of Yard Studies was conducted to provide the data 
necessary to identify capacity constraints and to weigh 
the alternative solutions to capacity problems. In addi¬ 
tion, the various yard studies gave an indication of the 
potential improvements in operating efficiencies avail¬ 
able in each yard. 

Classification Yard Studios 

In addition to the class yard information gathered 
by the Economic Overview consultants and by USRA’s 
Regional Managers and Operations Planning staff, the 
consulting firm of R. L. Hines Associates, Inc., was re¬ 
tained to furnish the following additional information 
and analyses on 23 of the most significant bankrupt 
classification yards: 

• identification of existing constraints including 
physical, equipment and manpower constraints 
(e.g., for physical constraints, number, length and 
capacity of class tracks, switching leads running 
tracks, rip tracks, points of interference, etc.) 

• Definition of incremental expense changes asso¬ 
ciated frith varying a yard's work requirement* 
(e.g., cost to add an additional crew, savings result¬ 
ing from reducing yard switcher requirements by 
one unit, etc.) 

• Definition of capital investment requirements asso¬ 
ciated with adjusting the. cajHicity of a yard (e.g., 
addition of another classification group, lead or 
connection.) 

• Definition of Work Now Being Accomjdished in a 
Yard including: 

—Outbound and inbound movements (trains, trans¬ 
fers, interchange runs, locals and industrial drags 
including approximate timing and volume of 
each of these movements). Legible copies of a nor¬ 
mal week’s inbound and outbound consists were 
obtained as part of this task. 

—Activities of each yard crew and local (summa¬ 
rized using a Gantt chart for each crew), 

—Description of volume variations by clay of week, 
month of year and hour of day for each yard: 
and selection of a “normal” period for further 
analysis. 

• Identification of Time Required to Perform Vari¬ 
ous Yard Work Elements (assuming existing pro¬ 
ductivity and work rules) including the average 
time required to: 

—couple a track (fixed + variable/car) 


—double one track to another (fixed+variable-’ 
car) 

—set-over a track from the bowl to the ciepaitoit 
yard (fixed *f variable/car) 

—hump a cut (fixed-f variable/car includingpaR. 

back and average re-hump if required) 

—inspect an inbound train (fixed + variable/car) 
—move between various parts of a terminal and to 
make significant moves within a yard 
—perform other significant yard activity 

In addition to the ubove types of information, the 
field teams also prepared qualitative reports of the 
existing constraints facing each yard and the relitro 
effectiveness with which each yard was being operated. 
The group also submitted recommendations for change! 
in each yard. 

The information was gathered from each terminal 
through interviews with railroad personnel, analysiscf 
available data and observations of key activities. The 
Hines team spent an average of 10 man-days of diU 
gathering and observation in each of the terminals re¬ 
viewed. Each team consisted of an operating consult¬ 
ant (with prior experience as a General Manager, or 
General Superintendent of a major railroad), an 
engineering consultant (with Railroad experience is 
ii Chief Engineer) and an experienced railroad cost 
analyst. 

The information gathered by the limes group, com¬ 
bined with the data collected and observations made by 
USRA’s Regional Managers and Manager of Yard 
Operations as well as Penn Central a Director of lards 
and Terminals (assigned to work with HSR A on s full 
time basis), yros sufficient to evaluate whether the in¬ 
dividual terminals eould perform the work assigned 
under each operating plan and to estimate the coat ami 
problems associated with expanding the capacity of i 
terminal if the work load assigned under an operating 
plan exceeded the terminara present capacity. 

Terminal effectiveness studies .—ITSK A'S Rcgkw ; 
Managers (supported by a full-time liaison represent* 
tive from each Penn Central Region) have been anslw 
ing local and industrial switching operations at Ufa* 
tions. The purpose of these studies has been to re'- e * 
the costs and revenues associated with the pickup*® 
delivery (industrial and local) switching functions® 
estimate the profit contribution or loss for the 
involved. Based on the findings in each case, *** 
possible actions might be taken to improve the pr° 
contribution: 

• Improve efficiency of switching operations, 

• Substitute truck pickup and delivery, 

• Change rates, or rate structures 

• Ensure all legitimate charges are collcc j 

-r&rS edioo 

Yards selected for study represented a n5 . 

of the bankrupts’ system in terms of location, 
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w of business and switching complicity. The yards 

•feted were: 


Satf\e of Yard 

Abrtm< .-— 

fcna Harter- 

Cutoa---——-— 

Mffmwr-- — 

ImKmpoU« Terminal- 

Kfnawre--——— 

MMnlp- 

Minr» Junction-—- 

Honor-—— ~f— 

(Ml Cltj.. 

fciAwfer-- 

Jprtnflfeld---— 

WflrtBo... 

Wf« Albany___.._ 


Location 
Norristown, Pa, 
Porter, Ind. 
Canton. Ohio 
Wilmington. Del. 
Indianapolis, Ind. 
Buffalo, N.Y. 
Midvale. Pa. 
Steubenville, Ohio 
Bedford, Ohio 
Oil City, Pa. 
Rochester, N.Y, 
Springfield, N.Y 
Welrton. W. Va. 
Albany, N.Y. 


To determine the revenue generated by customers 
*rved from the yards listed above. Sales Department 
Records were reviewer!, containing summaries of cars 
uniting and terminating at each customer location 
ind including the O/D routing which each of these 
tirs followed. Demurrage records, accessorial charges, 
md summaries of other miscellaneous revenue records 
wined to each customer were also reviewed. 

ToMne the total cost of oj>erftting the yards in ques¬ 
tion, yard-specific operating costs were reviewed and 
M*«l overhead allocated on a per-car basis to each 
f yards m question. Per diem charges associated 
T th each of the yards was obtained through Car Dis¬ 
tributor! Records. The costs of operating switching 
locomotives were obtained from the mechanical depart- 
Wm - Man-counts of supervisors, clerical forces, T&E 
(T * n maintenance °f equipment and maintenance of 
fortes assigned to each yard were obtained from 
*H*nrjsion at each terminal. 

Tenninal supervision as well as vardmasters pro- 
Tv *d * detailed explanation of the duties of each switch 
rrt * including the customers served and the approxi- 
^ f!nv needed to serve each of them. They also were 
iK » i! r approximate yard sorting time that 

^ * ^H^ted to each of the industrial customers. 

K T^^hing requirements, interchange operations. 
^ frn *inal supervision was also able to provide a 
l0 / ^ Km number of locomotive units assigned 
ar* 1 how each unit was used each day. 
j^J ri * lon ^djret offices supplied the remaining in- 
t\«r • ° n * >avro ^ °°^ts and arbitraries and any 
^ I^ine-hanl cost attributable to each 

wJ IST ^ a * rarS 8 * ,K ^ €5< 1 wafi derived and al- 
, f ° f / lf>se ,xars on the basis of line-haul cost for- 
'?*** by USRA. 

:.v j,. im "/* 1 ’^“^riberl above for these sample yards. 
L** J*™ on,r ‘b"»ion to net railway operatinp in- 
kj™? b' **ch of the yards studied is being 
1 ’ w ' f bin each of these yards, bv each of 
Mo d«f.n r 1 ,0,ners * Vheaa findings will lx* correlated 
n "bether any relationships can be de¬ 


veloped to describe business that generally was unprof¬ 
itable for the railroad. For the Final System Plan, find¬ 
ings from these preliminary studies will be extrapolated 
to estimate their system impacts and recommendations 
will be developed to correct deficiencies or weaknesses 
uncovered by these studies. 

Equipment Utilization 

As indicated in earlier portions of this plan, to sur¬ 
vive as a private industry, railroads must significantly 
improve equipment utilization. USRA carried out two 
studies related to this objective. 

Car utilization improvement and car ownership are 
the two major areas of freight car planning. Car utiliza¬ 
tion, defined as the number of car days on line per load 
originated, is determined by the carriers' traffic pat¬ 
terns, operating methods and car distribution strategy. 
Car ownership refers to the characteristics of the car¬ 
riers fleet (number of cars by type, grade, size and spe¬ 
cial appliances) and is determined by the new car 
acquisitions, car maintenance and shopping programs as 
well as retirements. 

The importance of freight car planning is indicated 
by the size of the fleet, which included over 175,000 cars 
owned and leased at the beginning of 1974, and the high 
cost of new cars. At an average cost of $22,000 per car 
in 1973, replacement of the bankrupts’ car fleet would 
cost $3.9 billion. In 1973, the bankrupts’ total equipment 
costs were over $300 million consisting of net car hire, 
car leases, shopping, depreciation and interest expense. 

The first objective for the freight car planning study, 
which was conducted by Strong. Wishart & Associates, 
was to develop an approach to freight car control that 
would ennble ConRnil to improve car utilization sub¬ 
stantially. To accomplish this, Penn Central, represent¬ 
ing 90 percent of the bankrupt operations, was analyzed 
as follows: 

— For each of eight ear types (plain box, equipped 
box, gondolas, open top hoppers, covered hoppers, 
TOFC flats, multi-level flats, other flats, and all 
other cars), the utilization statistics were developed 
from car accounting and traffic records to show 
tho empty and loaded car days on line per load 
originated. 

— The |>olicies of PC in the important areas of fleet 
sizing (maintaining the number of empties on line 
at the minimum level required to protect current 
loading rates) and car distribution (allocation of 
each car to a particular loading point or movement 
off line) were compared to practices on other rail¬ 
roads. 

— The ability of the PCs computer system to control 
the movement of cars effectively was evaluated in 
relation to the capabilities of systems on other rail¬ 
roads. 
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— The effect of deteriorated plant on the time that cars 
spend in trains was evaluated. 

For each of the above areas, an improvement potential 
was developed in car days per load. Recommendations 
were developed also for basic car distribution proce¬ 
dures, the organizational structure necessary’ to imple¬ 
ment these procedures, and the necessary’ elements of 
computer-processing support. 

To develop u freight car acquisition program and 
forecast freight car expense, a computer model called 
CONCAR was developed. This model used the follow¬ 
ing inputs: 

— Temple, Raker & Sloane forecast of originated ton¬ 
nages for 1976-85, by general commodity classifi¬ 
cations. 

— A matrix develoi>ed from PC traffic records to con¬ 
vert TBS forecast of originated tonnages to origi¬ 
nated carloads by car type. 

— A projected 1976 fleet developed from the 1973 fleets 
of the bankrupt railroads, adjusted by the acquisi¬ 
tions, retirements, bad order fall-outs and shopping 
programs between 1973 and 1976. 

— Historical per diem rates by car type for system and 
foreign cars. 

— A shopping program designed to restore to the serv¬ 
iceable car fleet the maximum number of repairable 
cars which are now bad ordered. 

— A retirement program designed to achieve an aver¬ 
age fleet age of 18 years. 

Historical measures of ear utilization performance 
modified by estimated improvements in car utiliza¬ 
tion. On the basis of these inputs, the model calcu¬ 
lated the following statistics for each year from 1976 
to 1985: 

— Beginning serviceable and unserviceable ear 
count by car type. 

— leading capacity of system serviceable cars by 
car type, based on historical system turn time ad¬ 
justed by estimated utilization improvements. 

— On line foreign car capacity to load by car type, 
based on the historical percentage of originated 
loads in foreign cars. 

— If total loading capacity (system and foreign) 
exceeds the forecasted demand, the use of foreign 
cars is reduced to the minimum level required to 
cover the demand. 

— If the total demand is greater than the system 
and foreign capacity to load, the model increases 
the system car fleet by acquiring enough new cars 
to cover the excess demand. 

The model's outputs include an equipment acquisition 
program, total car costs, fleet composition and utiliza¬ 
tion statistics. Many runs of the model have been made 
to evaluate the fleet requirements and financial results 
of the options, different shopping programs, various lev¬ 


els and timings of utilization improvement factor*.tJ* 
inclusion of EL in the Con Rail system and the effecUof 
such external factors as car service rules and inconti.p 
per diem. 

Locomotive Utilization 

Utilization of locomotives was studied to deUnmae 
the required locomotive fleet, by types and quantities of 
locomotives, for each of the several alternate CnnRail 
system configurations. Too few, or an improper mix of 
locomotives, would provide an unacceptable lew! of 
sendee. Too many locomotives, or locomotives of th* 
wrong type, would unnecessarily inctva.se investment 
base, carrying charges and maintenance expense*. Be¬ 
cause the service life of a locomotive unit is relatively 
long and the unit investment is large, locomotive fleet 
structuring must be predicated on the traffic levels and 
mixes anticipated over a period of years and on a cap¬ 
ful analysis of utilization. 

Ninety percent of the locomotive fleet of the bankrupt 
railroads (excluding EL) is operated by Penn Central 
On most Penn Central routes, eastbound tonnage usually 
exceeds westbound tonnage, which results in a motive 
power imbalance, and the deadheading of power from 
eastern terminals to western terminals. IxKomotivesai* 
presently distributed in six regional pools as well a* i 
system pool, the latter being controlled by Penn Cen¬ 
trals “Blue Room” in Philadelphia. 

A major problem encountered in this analysis hfc 
been locating accurate data. The problem was further 
complicated by the fact that ConRuil locomotive re¬ 
quirements will be appreciably affected by plant re¬ 
habilitation and improvements in operating and main¬ 
tenance procedures. These include upgrading of road j 
and yard track, improving maintenance, elimination of 
certain branch lines and a new computerized operating 
data system allowing more centralized control of moti' f 
power. Identifying and measuring the quantity and tim 
ing of these modifications and improvements, and their 
translation into locomotive requirements, is crucia in 
determining future fleet size year by year. 

The availability of cabooses has also been a 
problem on Penn Central; therefore, throughout j 
analyses, caboose utilization was considered along * } 
locomotives. 

Several approaches were used in the detemnn® 1 
of locomotive and caboose fleet requirements * j 
proach started with the existing operation and fl«*/j 
based on a thorough analysis of anticipated j 

traffic levels and improved operating and nuunten ^ j 
procedures, estimated future changes in fleet ret,u| 
ments. To this end, visits were made to 1 c 
Room,” and to selected yards and locomotive act 

across the system. ^ ^. j 

Tlw» purposes of these visits were to stu > “ ^ 
ods of assigning and utilizing motive P 0 * c1% 
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nu!*th<* utilization of locomotive units based on visual 
n cp*tirm and sampling of records of locomotive ac- 
tfrjtiestml to elicit alternative approaches from expcri- 
e.vi personnel. This effort culminated in the develop* 
toent of estimated changes to the present fleet for each 
fsrtor affecting the fleet structure. 

A s&cond approach used was to compare the locomo¬ 
tive performance of each of the bankrupt lines with 
each other and with a number of other railroads to iso- 
lttt and quantify areas of improvement. A computer 
model was constructed using the “factor analysis*’ tech* 
aique. Ten factors, each having a hearing on a railroad s 
biomotive fleet size and composition, were considered 
gross-ton miles in slow order territories). Numeri¬ 
cal ients were determined for each railroad for 
avhofthe9e factors; the coefficients were fed into the 
computer model and the relative importance of each 
fvtor was computed. Once these factor values were 
obtained,an anticipated decrease in slow orders, for cx- 
topk. could be immediately translated into a reduc¬ 
tion in locomotive unit and caboose requirements. This 
mod*! wa- mn and the results compared with the “on 
rt* gnmncT Approach discussed alx>ve, allowing a fine 
taring of fleet requirement!*. 

A third, longer range approach to the problem is the 
^lopment of n computerized simulation of ConRail 
K'oootive requirements. A simulation model is being 
i^rlopM which accepts train origins, destinations, 
to>r»f origin and destination, and power requirements, 
Mv !' 4S van! power requirements. The reassignment 
power is considered as it is made available, in the 
®*nnerin which it is presently handled. 

Maintenance and servicing requirements also are han- 
^ i® f he model. After calibration to closely reflect the 
operation, procedural and system changes are 
to®* reflected and the results of these changes obtained, 
mu Performance Calculator and Train Dispatching 
01 ^ on tptit$ are used as inputs to this process. Fleet 
^turement lata from this modeling approach will be 
I n*>rate<i into the Final System Plan. 
t ' n,lm ** r of locomotive units required each year 
U8 i n £ fhe several factors described 
♦♦salts of this analysis are shown in Chapter 6. 

^ministrative Studies 

I ^ Judies directly related to opera - 

| * aK blocking, line capacity and yard stud- 

| ‘ ^ con ductod a number of studies of admin- 

I f procedures, including clerical forces, datA 
M u ^ information and other general 

1 TiiStrative functions. These findings >vere uti- 
Paring financial projections, 

7 agtncien .—The 7 bankrupt rail* 

i ri ° l ^ e * nc * u< ^ 8 ®^00 yard office and agency 
| To f [)r *J r:tin " 8 |x»rcent of the total employment. 
^ r e clerical force requirements of ConRail, 


and to estimate labor protection payments, it was nec¬ 
essary to review’ present and future yard and agency 
procedures and to define the size of the present work 
force by job at each location. Combining this informa¬ 
tion with the forecasted workload by van! and agency 
location and the systems and procedures which will be 
implement^ at each location, a forecast was prepared 
of ConRails clerical force requirements. 

The status of yard and agency information systems 
on the principal ConRail reads is as follows: 

The Penn Central is currently implementing an in¬ 
formation system called TABS^ an acronym for 
Transportation and Rilling System. The major objec 
tive of this system is to provide a common data base 
for car accounting, transportation, billing, revenue 
accounting, freight sales control, tracing, car distribu¬ 
tion and statistics. 

Home routes and record rights are to be imple¬ 
mented into the system in early 1975. This addition 
should be an aid to car utilization and per diem con¬ 
trol. Rcj>etitiv© waybill codes (RAVC) are provided, 
and waybill profiles are stored in the computer files. 
RWC waybills report full waybill information with 
the exception of car initial and number, waybill date 
and numl>er and rate and weight of commodity. 

The movement of empty pool cars is monitored by 
TABS. Patrons will have access to information on the 
movement of their own pool cars and will have the 
capability of changing pool assignments. TABS will 
also ensure that waybill information has Wen re* 
ported for every loaded car moving on the railroad 
through a cross check Wtween car movement and the 
waybill information file. 

The final TABS installation date is scheduled for 
April 1975, for a total of 204 reporting locations. Of 
these locations, 80 percent are now operational. 

The agency system on the Penn Central is called 
FACT (Freight Agency Coordination Terminal). 
The Penn Central lias 12 open stations, located 
in East St. Louis, Chicago, Indianapolis, IVtroit, 
Columbus, Cleveland, Buffalo, Pittsburgh, Boston, 
New York, Philadelphia and Baltimore. All other 
stations on the railroad are considered nonagency 
stations. Each FACT location is surrounded by sup¬ 
porting field terminal locations. The locations of these 
field terminals are based primarily on the originating 
and terminating locations of local freights. 

Most field terminals ojierate on an 8-hour day, 5 days 
per week. At the close of business in field terminals, all 
calls received in that terminal are automatically trans¬ 
ferred to the FACT Terminal, which is manned 7 days 
a week, 24 hours a day. This was one of the selling points 
used by the Penn Central before the state commissions 
in justifying the closing of stations. 

FACT Terminals are being converted from unit 
record equipment to IBM 360/20 through which all 
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data will he transmitted to the central computer in 
Philadelphia for processing. 

The Erie Lackawanna recently opened four regional 
billing offices located at Buffalo. Scranton, Youngstown 
and Hoboken. These four locations will do all of the 
billing and collection for their respective territories, 
under the responsibility of the accounting department. 
The agency or station, of which the EL has 144 manned 
locations, reports to the division superintendent. Each 
of those locations prepares waybilling and handles its 
own demurrage and switching accounts. The waybills 
are forwarded to the regional center for freight billing 
and collection. Demurrage and switching bills are pre¬ 
pared by the local agents. 

The Lehigh Valley has a central freight agency in 
Bethlehem, Pa., which does the billing for all credit 
patrons. The agencies on the LV are in 2 divisions, 
the Eastern Division and the Buffalo Division, with 17 
agencies in the East and 16 agencies in the Buffalo 
Division. 

Most of the LY is set up with dualized agencies where 
each agent may control up to as many as five other sta¬ 
tions, with a major freight agency in Newark which 
covers Bayonne, Newark, Jersey City and New York 
Terminal ns well as handling the revenue billing for 
TOFC at Oak Island. The Stations Department is made 
up of 6 appointed agents, 24 union agents and 25 
“group 1* clerks. Also under the Station Department 
are 31 block operators. 

The Reading Stations Department covers both sta¬ 
tions and train dispatchers. In the Philadelphia area, 
there is a central hilling bureau which handles all out¬ 
bound billing. All stations on the system, other than in 
Philadelphia, keep their own accounts and do their own 
hilling. 

Central of JVcw Jrrney has four freight service cen¬ 
ters in Elizabethport. Bridgeton, Lakehurst and Whar¬ 
ton, N.J. There are 112 people in the Stations Depart¬ 
ment, including 73 agents and clerks. Each of the agen¬ 
cies is responsible for its own ancillary charges. The 
sendee centers collect all the revenue. 

All outbound waybilling is memo, with a copy being 
sent to the freight service center where the revenue 
billing is prepared. The freight service center also 
matches all memo bills with revenue bills on inbound 
shipments. 

The use of “stand-alone* yard and terminal mini¬ 
computer systems is being evaluated to determine when 
and where the installation of these minicomputer sys¬ 
tems and major terminals would improve the financial 
performance of OonRail. This evaluation will consider 
l>oth the cost reduction and operational improvement 
aspects of these systems, as well as intangible benefits, 
such as better customer service and a reduction in mis- 
routing. 

PC’s Freight Agency Coordination Terminal 


(FACT) will be evaluated as a candidate system fa 
extension to all of ConRail. Some of the potential irtta I 
of improvement are: computerized FACT tfrminil 
procedures, improvement of messenger routes, deemed 
train delays, restructured organization to reduce exces¬ 
sive management personnel and relocation of brlling I 
clerks to reduce the number of ears moving on memo 
bills. 

Yard office procedures are being studied to determine 
if the present methods or work rules are inefficient, 
leading to an excess of clerical personnel. Information 
gathered from yards will be used as a basis for this 
study. 

Management Information System Planning 

The management information systems of the bank* 
nipt roads have been reviewed to establish which infor¬ 
mation ureas are critical to management decisionmak¬ 
ing, to uncover deficiencies in those areas and to anuHxe 
the deficiencies to determine the improvements required 
if the systems are to meet future management ne«k 

Experience in constructing IJSRA’s Tmffic Data 
indicated serious data and information problems on the 
bankrujH roads. Although the situation may not be 
atypical of the railroad industry, significant, reliable in¬ 
formal ion is, in many instances lacking on the bank¬ 
rupts. Typically, data are plagued with errors, and con¬ 
siderable time and money was expended by l T SRA for 
data validation and error correction. 

The information systems of some solvent carrim 
have been reviewed, but even the best managed diUj 
systems emphasize current operat ions and fad to id-1 
dress information needs for long-term planning wd 
decisionmaking. Critical management information sI 
often collected, not with decisionmaking in mind, but I 
only because of requirements of the If C or other i^l 
thority. Even the best railroad data systems still fa 10 1 
integrate accounting data with car movement data w»| 
way that provides a basis for determining real p 
performance. 

A factor which severely complicates the integral 10 * 1 
and upgrading of ConRail systems is the heko 
patibility between systems. The bankrupt roa > I 
developed different data processing systems a V*\ 
form essentially the same functions. Differences * in ^I 
systems can be attributed to dissimilarities I 

size,* data processing budget, management 
sophistication and competitive posture. 
not necessarily diminish the value of an\ in . J 
road’s system, but in the case of ConRail- tb^ 
anoe between constituent systems impli^ orTn 

integration difficulties. , not pro- 

In summary, the ConRail road system^ **** .j J 
viding management with the informs 101 
effective decisionmaking. Furthermore - 1 * 
fer from lack of standardization. < on ^ a ’ 
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svstcm development must overcome both of these defi¬ 
ciencies* On the basis of the Penn Central merger expe¬ 
rience. this will require advanced planning and coordi¬ 
nation to minimize cut-over problems. 

A task force has been established to renew manage¬ 
ment information systems proposals. The task force in- 
dodcs expert representatives from USRA, FRA and 
AAR 

Administrative Organization 

The administrative and management structure will 
8 ktc as the framework within which ConRail’s deci- 
lioiemnst be carried out. Penn Central alone has ap¬ 
proximately 6,300 nonagreement employees, most of 
whom hold some administrative responsibility. Thus, 
fstablishment of OonR&il may offer important oppor- 
imtm for improvements in administrative cost as well 
is eiciency through a merger of the administrative 
wpmization. 

The top management organization is being analyzed 
for the Final System Plan in a separate study by Mc- 
Kinsey & Co. In its broadest sense, the administrative 
study conducted by USRA staff deals with the present 
utilization of manpower by the seven bankrupt carriers 
mmpiiml to the* ultimate requirements for and utiliza¬ 
tion of manpower under ConRail. Therefore, the total 
tabor force, both agreement and nonagreement posi¬ 
tions, was reviewed. Projected manpower requirements 
developed for the organization structure were based 
initially upon the single ConRail option. As the selec¬ 
ts process continued, the administrative aspects of 
other options which seemed promising w ere considered. 

The objective of the study was to develop an orga- 
nitttion structure through which ConRail can be 
fcina^d effectively and efficiently. A second and more 
jtoinedmc objective was to estimate for the Preliminary 
*7*an Plan the total manpower requirements for the 

onRail system through the year 1985, and on the basis 

0 data, to project general and administrative 

tosts for these years. 

first phase of the study was collection of informa- 
organization structure and departmental 


functions of the bankrupt carriers. The specific infor¬ 
mation acquired included corporate and departmental 
organization charts, employee salaries, summaries of 
the numbers of agreement positions and their locations 
and, where appropriate, statistics concerning the vol¬ 
umes of work being handled by the various functions. 
Where possible, volumes were related to appropriate 
workload indices to be used in determining the size of 
effort anticipated for ConRail. 

The bulk of the information-gathering effort was 
handled through direct contact with officers supervising 
the respective departments. These interviews supple¬ 
mented the statistical data obtained, providing explana¬ 
tions of departmental functions and the ideas of those 
interviewed as to the potential impact of consolidation 
upon each department. 

The intention was to develop as complete knowledge 
os possible of the activities in all departments to facili¬ 
tate a logical integration of the functions of the six 
carriers. An effort was made to identify areas offering 
potential for reduced costs through such measures as 
consolidation of activities, elimination of duplication, 
improved methods and realization of economies of scale. 

At the same time, the processes through which man¬ 
agement decisions are reached were examined. Since 
effectiveness of the management process in translating 
corporate goals into results will bo critical to Ton Rail’s 
future, it was necessary to emphasize those processes 
which serve the ultimate goals while replacing or sup¬ 
plementing those which an* inadequate. 

As individual departments in each bankrupt company 
were being reviewed, special emphasis was placed upon 
those functions whose performance* would have the most 
direct impact upon ConRaiPs performance. Tt should 
lx* noted that, although minimization of cost is one goal 
of the administrative study, it mav not always be com¬ 
patible with sound decisionmaking processes. In such 
cases, improvement of the processes may require th© 
addition or upgrading of personnel, with correspond¬ 
ingly higher costs. 

The Administrative Study supplied basic, information 
for Manpower Planning, Operations Planning, Market¬ 
ing and Financial Planning. 
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APPENDIX F i 

----- 

Intermodal Services . 1 


Intermodal services play an important and expanding 
rote for the railroads in the Region and provide a means 
by which these companies can meet the high competitive 
»vi<e levels provided by motor carriers. Sonic funds- 
cental changes in marketing and opcmting strategies 
vill be essential, however, if these services are to con- 
tr.buu* to the long-term viability of ConRail. 

The objectives of USRA intermodal planning studies 
intitule: 

• Development of long-tenn intermodal strategies, 

• Identification of future potential markets, 

• Development of an intermodal o]>erations plan, 
including assets to be acquired by ConRail, routes 
to 1* t* 91 *! and sendee schedules, 

• l^panuion of a long-term capital budget and 

• I*velopment of guidelines for organizational 
structure and management-control systems, 

aectjon summarizes the principal findings and 
^ usioih of these studies, with emphasis on merchan- 
piggyback) intermodal services and recom- 
, t,on8 fr,r Preliminary System Plan. 

(i trl! f 1 S * rv ^ ces °f the bankrupt railroads include 
*u k service (I railcr-on-Flat-Car and Container- 
j^l* . *T f ° r TOFC/COFC) for merchandise 
^ ' lnc u< ^ n K express traffic, as well as coordinated 
r,c ' distribution services for bulk commodities, 
Judina materials and automobiles, 

Ul,enn0l ^ u * services evolved slowly, as an 
* 1 °f earlier programs developed to restructure 


unprofitable, less-than carload (LCL) freight services. 
Containerized LCL services first were offered by a few 
railroads in the 1920’s, but were extremely limited in 
their application. Coordinated rail-highway piggyback 
services were established in the East in the 1930*8 by 
the former New Haven Railroad, which handled motor 
carrier trailers between Boston and New’ York. 

Piggyback traffic grew' rapidly after 1953, when the 
Interstate Commerce Commission (ICC) officially sanc¬ 
tioned such programs in the “New Haven” case, in 
which it decided that railroads could haul motor carrier 
trailers without holding a motor carrier certificate for 
the line-haul movement between rail terminals. 

Volume grew’ from 891,000 carloads in 1904 to over 
1.5 million carloads in 1973, an annual rate of approx¬ 
imately 6 percent per year. The service expanded from 
its original LCL role to include a variety of plans for 
shippers, motor carriers ami freight forwarders. 

The railnmds recognized the need for this broader 
role during the luter 1950*s to meet increased motor 
carrier competition resulting from the const met ion of 
new 4 toll roads and interstate highways. The Reading 
Company and the former New* Haven, Pennsylvania 
and New York Central railroads used their subsidiary 
motor carriers (operating rights which had generally 
l>een obtained prior to the passage of the Motor Carrier 
Act of 1935 and held under the historical ‘‘grandfather” 
clause) to develop coordinated rail-truck programs for 
LCL freight and branch line substituted service, us well 
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as the other broader TOFC plans. The Erie Lacka¬ 
wanna, Lehigh Valley and Central of New Jersey ob¬ 
tained motor carrier substitute service authority, but 
used contract truckers for pickup and delivery services.' 

Spearheaded by the Pennsylvania Railroad, the 
Trailer Train Company whs organized in 1955 to form 
a national pool of TOFC flat cars. Trailer Train, today 
the nation ? s largest private car owner, is owned by 82 
railroads and one freight forwarder (among the owners 
are the Penn Central, Reading and Erie Lackawanna). 
This national pool provided a fleet of standardized cars 
that provided the impetus for the rapid growth of 
TOFC. 

The advent of containerized shipping in the late 
1960’s resulted in the development of rail-water inter- 
modal services (Container-on-Flat-Car, or COFC), 
further broadening the potential market for the Re¬ 
gion’s railroads. 

Nature of Present Services 

In 1973, five potential ConRail railroads offering 
piggyback service 1 accounted for 35 percent of total 
U.s. TOFC/COFC carloads and 63 percent of the 
TOFC/COFC tonnage originated and terminated in 
the Region. The 5 roads operate a total of 77 TOFC/ 
COFC terminals, linking all the major market areas in 
the Region. Traffic to and from the South and West is 
interchanged with other carriers at key gateway cities, 
including Chicago, St. Louis, Cincinnati and Alexan¬ 
dria, Va. 

There are also approximately 65 bulk commodity and 
automobile distribution terminals served by the 5 roads 
in the Region, in addition to many other privately 
owned and operated intermodal distribution facilities. 

Traffic flows are concentrated between major “end 
point” markets or gateway interchanges. Nine cities 
(each originating or terminating more than 100 loaded 
tmilers/containcrs per day) nccount for over 70 percent 
of total potential ConRail traffic. Most of the remaining 
traffic consists of smaller (often imbalanced) flows to 
and from low-volume terminals. 

The preponderance of ConRail piggyback traffic is 
handled by more than 50 dedicated trains operating 
over 5,800 route miles. The remaining traffic, moving in 
smaller blocks that do not justify dedicated trains, 
moves in conventional freight trains which require 
switching and handling in classification yards and incur 
added delays in transit. 

A significant portion of total ConRail TOFC/COFC 
traffic (about 80 percent) consists of “wholesale” ter- 
minal-to-terminal traffic (Plan I, IIVfc and III piggy¬ 
back) in which the customer or an agent is responsible 
for the “retail” collection and delivery service. Since 
late 1972 much of this traffic has been handled under 


1 Fean Central, Krle Lackawanna, Reading. Lehigh Valley and Cen¬ 
tral of Sew Jeney 


so-called 1 ‘trainload” or multiple trailer discount nt«, 
in which various “third parties” aggregate ih„ requinsi 
minimum volumes, purchase line-haul transport*tiw 
from the railroads and then “retail” single-trailer sere i 
ices. Rail door-to-door service (Plan II piggyback! 
consequently has declined in relative importance.. 

The development of the “land bridge and “mini- 
bridge” concepts, under which containership operators 
substitute rail line-haul for a portion of the ocean move¬ 
ment for import-export traffic, is responsible in part for 
evolution of the trainload and multiple-trailer discount 
rate structure. Entire trainloads of containers art moved 
by Penn Central, the Lehigh Valley and Erie Lack*, 
wanna to and from East Coast ports. 

Approximately 10 percent of intermodal traffic coo-1 
sists of U.S. Mail, handled in dedicated mail trains pri¬ 
marily by Penn Central under contract to the P«ul 
Service. Of the planned nationwide net work of 21 bulk 
mail centers. 9 will be located within the Region uni 
will offer a significantly increased potential market for 
ConRail. 


Issues and Problems 

Rapid growth of TOFC/COFC service has resulted 
in a number of problems and basic policy issues which 
must be addressed by ConRail if the intermodal concept 
is to lead to profitable growth. 

Over-expansion, —Tn an attempt to increase market 
share significantly while facing declining profitabilhr, 
considerable intermodal over-capacity has resulted in 
substantial intramodal competition among the Eastern [ 
railroads for a limited traffic base. The economics of efi- 
cient intermodal service are such that rail service must 
be limited to moving large blocks of traffic lietween ma¬ 
jor “load centers” while a highway gathering service is 
used to aggregate these blocks into trainload volumes*! 
modern and efficient intermodal transfer terminal* 

A strategy by individual railroads to blanket the le¬ 
gion with duplicating terminals and line-haul *^*1 
to enlarge each railroad’s revenue base lias resulted id 
significant overcapacity, and low market share 

Hi<jh operating costs. —The development of mam 
smaller terminals, unable to take advantage of potent 
scalo economies (often served bv mixed freight train* 
has resulted in high operating costa. This strategy ** j 
resulted in a fragmentation of intercity flows, with ™ r 

o line WtfH I 

imbalance and empty equipment mileage, ^ 1 

siderable unproductive time while equipment, i' c 
terminals for prospective loading The need t ^ r ° T ? s | 
high customer service levels for these siruillor J 
required the operation of many shorter HI 
trains* with their attendant higher costs. a^r-J 
Inadequate revenue*. —The trend to termini 
minal service and volume discount rates ha» 1**^! 
impact on TOFC/COFC profitability in 1973* > 1 

bined effect of “third parties,” >vho P® r orm w 
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tn&tionally performed by the railroadB; and discount 
^ hi5 eroded profit margins to the 'extent:tluat rare- 
noes barely cover variable expense and fall short,of , f.ulb 
(flttomic cesis which provide a “survival?! returnion m- 
T^in»*nr and allow for replacement of capital assets. 

yrvice lias deteriorated clue to unreliable freight 
train performance (caused bv the poor condition of the 
pijj^cal plant) as well as terminal congestion and de- 
bv leased by inefficient, outmoded terminal facilities). 
Its low service level has lmd the effect of imposing 
in artificially low coiling on rates, above which custom- 
§k divert their freight to trucks. In fact, it appears that 
|Mch time-sensitive freight already has been diverted 
jbr shippers.** 

l**i*q\iatt profit nun gin *. — The resulting margin be- 
[ti*n revenues and ex|>enses lias not generated a cash 
|hr wficieiit. to jicrmit modernizing and replacing the 
rolling stock mid terminal facilities essential to an 
[exploded intcnnoditl function. Penn Central, for ex- 
UDple,has estimated that TOFC/COFC services gener- 
[ifel ,1 contribution above variable costs in 1973 of ap¬ 
proximately $4.5 million on gross revenues of $170.4 
million. However, an estimate of fully allocated Penn 
M*n!r*lcosts,on an ICC accounting basis, indicates that 
I & deficit <rf $30 million was incurred. If current replace¬ 
ment cost* find a realistic return on investment are in- 
MiuM inihfl Mlculation, the loss could be twice that 
pQntU 

Htfmjrvu r *t/iteru* and controls . — Strategies which 
h*r* emphasized volume growth without the proper 
| A ' f#,|rLS * or monitoring profits have contributed to cur- 
profitability problems. With a higher proportion 
|d T0F( COFC costs being variable with volume 
llroropnrvd to conventional carload service), it is essen- 
P 1 1 ,T n ^1 time management control and profit 
'«nt.»ring system fa* in place to guide dav-to dav dc- 

^ Uko, profitability reports by terminal, traffic lane 

IfTp” i r L ? ^ mr,ir l,n ^ ^e absence of timely operat- 
| i u -r >* lead to uncoordinated and inef- 

I N ‘ ‘inking. Detailed operating budgets, 

M bH h[8 l >on Ability for revenues at the termi- 
I... Iln fl Ky *y ingredient to effective operating 

h i in the equipment area, Un- 

Icw. 1 " u,11| ^-rs 4 held accountable for all direct 
Wbox& ' 1 ,Uir nnbalanced and empty equipment 

r >».»:!ZT T 18 ** ot >»»<•. «<• 

r^tral ♦ ,n formation and controls of the Penn 
|T j, f ' 1 *' that found on moa 

^itu . ? ,ral ^ er, nodal Department 1ms its own 
_ r,rm Htion system which reports Hows by 

^*1 CVatrmi 

h. ■ ■»«itul with »cv«rul '1.1 

L*"* Ncw Yrtrk-B0.ton, New York- 

^ * Hownver, ,!ue to the nets! for eon*Nr 

m 4W»:oi,f,r ; 0, i th * of short haul wrvlc*. 

5 *“•*'** •‘•rrlces In HIT*. due to rontlnnlnj? 


traffic lane ind f develops liriritdd statistics <m loaded 
and empty mov^s. Much remains to be done, however* to 
improve faith the timeliness of datav and* its use at the 
decisionmaking level; * 

Service coordination .—Attainment o f f the full poten¬ 
tial of intermodal services is dependent on increased 
coordination and coo|>eration with connecting railroads 
serving other Regions, and with the local highway gath¬ 
ering services. 

One third of the potential intermodal market con¬ 
sists of traffic flows to and from points outside the 
Region. Artificial barriers at major gateway cities, re¬ 
sulting from tariff practices as well as operational con¬ 
siderations, have discouraged interregional trains and 
services. An interregional intermodal network can be 
developed to foster such services bypassing congested 
rail terminal areas and eliminating costly “street” 
interchanges. 

Such a network would provide the railroads with an 
effective means for competing for the interregional truf¬ 
fle with long-haul motor carriers not constrained by 
historical railroad gateways. The National Intermodal 
Network Study being conducted for the Federal Rail¬ 
road Administration has concluded that effective in¬ 
terregional services would be instrumental in improving 
the. rail intermodal market share. 

An effective highway “retail*' organization is essential 
to provide a true wide-area ConRail intermodal capa¬ 
bility. It is undoubtedly important to develop, through 
improved services, increased profits from existing and 
potential “retail" markets (forwarders, shipper associ¬ 
ations, the Postal Sendee, express companies* motor 
carriers, etc.). At the same time, however, the rail 
motor carrier subsidiary should play a broader role in 
providing ConRni) customers with an alternative retail 
capability, as well as continuing to provide the tradi¬ 
tional suhstituted-service to points from which rail 
service is reduced or withdrawn. 

The future role of the motor-carrier subsidiaries of 
the ConRail railroads has not been clearly defined. 
Pennsylvania I ruck Lines, for example, functions pri¬ 
marily as an intermodal terminal contractor and equip¬ 
ment leasing organization and performs highway pick¬ 
up and delivery and substituted service for the parent 
company* A small amount of revenue (approximately 
12 percent of PTL 1973 revenues) is generated by non¬ 
rail operations. Reading Transportation Company |K*r- 
forrns some TOFC pick-up and deliver}' work and op¬ 
erates a few Reading TOFC terminals, but 90 percent 
of RTC revenues are generated from truck-billed 
freight.. 

Opportunities for Future Services 

AV?c markets .—The ConRail railroads sen e all major 
freight generating centers in the Region today. Future 
growth will occur through increased share of existing 
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market^ .rather than geography expansion into-now 
markets. However, new terminal facilities, located near 
concentrations of demand, will improve, acceaf'to inter- 
riibdal services for these existing markets. 

For example, the movement of industry to suburban 
locations such as Long Island, Middle New Jersey and 
the western suburbs of Chicago, has created high truck¬ 
ing costs for those shippers who have located in areas 
away from existing intermodal terminals. New termi¬ 
nals in those and other growth areas will facilitate the 
generation of new traffic. 

The basic Conliail intermodal route structure and 
related sendees may lie compared to those of regular 
route, general commodity motor carriers who operate 
scheduled sendees between fixed terminals at published 
rates. There will be a number of opportunities for addi¬ 
tional specialized sendees for volume shipments to and 
from shipper terminals or other facilities such as ma¬ 
rine terminals or postal facilities. These movements 
would be essentially contract sendees, handled apart 
from the regularly scheduled network service and priced 
to reflect their unique sendee characteristics. 

The development of less-than-truckload (LTL) and 
tpartial truckload (PTL) sendees, using subsidiary 
motor carriers and other retailers to provide an areawide 
gathering service, will create a major new' market for 
ConRail. Increased sinall-shipment traffic and the new 
truffic resulting from the Postal Service’s new Bulk Mail 
System will complement the traditional directional 
imbalances characteristic of present day rail traffic. 

Containerized export-import freight traffic can be 
expected to increase in the Region, since ConRail serves 
all major North Atlantic ports. Rail sendees substituted 
for coastal or intcrcoastal water movement, however, 
arc subject to a lower rate ceiling than truck competitive 
services. Therefore, only traffic that moves in large 
blocks or train loads with minimal terminal handling 
that can be handled profitably should be solicited by 
ConRail. 

Existing markets .—A detailed study of intermodal 
traffic flows and profit contribution for the ConRail 
railroads (not including Erie Ltckawanna) indicated 
that approximately 32 percent of total loads (represent¬ 
ing 17 percent of revenues) did not generate “survival*’ 
profits in 1973. The combination of high costs and 
inadequate revenues does not generate sufficient cash 
flow to replace capital assets or to increase capacity at 
today's high replacement costs and interest rates. 

Some of this traffic can be handled more economically 
by truck. In smaller markets that do not generate suf¬ 
ficient volumes of TOFC/COFC freight to support 
more than one carrier efficiently, traffic should lie con¬ 
centrated on one carrier. The remaining unprofitable 
traffic could be made profitable by a combination of cost 
reductions, selective rate increases and improved inter¬ 
line divisions. It is estimated that revenues would have 


to be increased by approximately 15 percent overt 
levels to attain Survival’* levels of profitability if tfll 
present traffic were to b© retained. 

Selective rate increases on unprofitable flows woolj 
have the effect of diverting some of this traffic to other 
carriers. The alternative to a profit improvement i 
gram of this type w ould be n drastic cutback in serried 
to a profitable core volume. Regardless of the strategy 
adopted by ConRail management, project ions of foirt 
market potential must allow for the (xn-siblo loss of 
much of the present marginal traffic. 

Projection of 1980 and 1985 intermodal traffic lewis) 
were made under two alternative assumptions. A !&* 
level projection (that used in the ConRail pro forma 
income projections) assumes continuation of present 
market shares with growth related to the regional 
economy-* 

The base* level forecast indicated an increase 
ConRail intermodal traffic of 30 percent toween 19 
and 1980 (allowing for the elimination of apprau-l 
mately 15 percent of current traffic, due to its unpro&d 
ble nature), and a further increase of 36 percent berween| 
1980 and 1985. 

A high level projection of the Conliail intermodal] 
market potential was developed for l\SRA 1 baaed < 
preliminary findings of a nationwide intermodal mar-] 
keting study being completed for the Federal Railr 
Administration (FRA). These projections, allorin 
for pruning of marginal traffic and selective markrtm 
indicate that ConRail intermodal traffic could iner 
by approximately 18 percent between 1973 and lM 
(a comjiound rate of growth of 2.5 percent) with a 
further increase of 145 percent between 1980 and 19 
(a compound rate of growth of 19 percent per year), 
shown below: 


Projected ConRail intermodal traffic 


Year 



Depending on ConRail’s intermodal P^ lc,e * . I 
irketing strategies, intermodal service hast wo wi 1 
rying levels of potential. Under the base j >r ^J 
in, 1985 revenues would amount to approxii *** 1 -^ 
llion. Using the high level forecast, revenues " 
approximately $510 million. h*r«i| 

A significantly increased intermodal ni*r * r *^*3 
pendent on a number of interrelated fatt <?r> '* 1 
arly will involve a long lead time to imp 4 Tn roV1 j e 1 
cient, upgraded physical plant is require to p 


* I>iDpl«*. Bnrkor A Slonnc. op tit. 

•R**blo AmorUtm. ConRail Bi RoSal om4 l*i*r 

Greenwich. Connecticut; CSRA Contract No. 500 A 
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*ju»* *k competitive line-haul service; interregional co- 
I oninited services must be established with other rail- 
rotds; an expanded highway u retaiP division is essen- 
t;tl to entry into new markets; equipment fleets and 
VfruuuJ facilities must be modernized and expanded. 

The preliminary results of the Federal Kailroad Ad- 
ttjustratkm’s Intermodal Network Study indicate that 
ConBiil,chiatothe heavily industrialized Region which 
if *rre$s would be a key element of a nationwide inter- 
[ modal network. Hie opportunities for an increased rail 
siiare of the "eontainerizable" freight market are sub¬ 
stantial. The TOFC share of the “contrtinerizable ,% 

[ mirkft was 3.7 percent in 1971; this could increase to 
1113 percent by* 1990. 

Table 1 displays the projected nationwide “contain- 
I mnb!e" freight market for 1990 and show’s the portion 
afdie total rail ind highway potential that is eeon<?mi- 
aflr suited for an interniodal network and the traffic 
[ il; hmn In* scheduled in economic, dedicated trains. 

Of the total daily “schedulable* volume of 23,663 40- 
equivalent units, almost two-thirds of the total con- 
fifts of traffic diverted from existing mil services; the 
Wince consists of traffic diverted from for-hire and 
private motor carriers. Approximately half the network 
|porenrial (11.999 units) is freight now handled in con- 
r*nt»onal mil carload service. This traffic represents ap- 
frosimafalv 12 percent of “conlamerizable" rail freight, 
tot.mlvabout \ jwreent of a 11 rail freight traffic. 

I I f is noteworthy that projections of the potential, 
FttoduM TOFC market for 1ORO exclude npproxi- 
aitdv half of the TOFC traffic the railroads would 
j ** expected to handle. Much of this traffic 

be diverted to highways, or to rail boxcar serv- 
n of factors such ns balance, operating costs 
tff^rvife requirements. Thus, a broadly expanded in- 
. 1^1 traffic base must consider the relative role of 
i^KvWk vs. carload service and the development of a 
| nit ering strategv consistent with'ConRaiFs carload 
^Hcerinsrstmtogj*. 

Titu l Artrngt tiaUy U S. container market, t9SO 


|*>IC 
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The Economics of Intermodal Competition 

The greatly expanded market share for intermodal 
services includes the diversion of approximately 4 pex- 
cent of present carload freight traffic to intermodal serv¬ 
ice, but only in situations where empty mileage is held 
to 5 percent of the total or less. The balance of this 
growth is attributed to capturing much of the projected 
increase in intemity highway freight. 

Figure 1 compares the relative economics of TOFC 
and rail carload service, highway carriers, rail unit 
trains and barge transportation. These costs represent 
“engineered" full economic cost, rather than historical 
average costs. The figure portrays the comparative line- 
haul unit costs of various specific service configurations 
for truck and rail carriers. 

The long term variable cost per ton mile is charted 
against the length of haul for barge operations, high¬ 
way carriers under various load assumptions, and three 
forms of rail service: conventional carload service; 
trailers on rail flatcars (TOFC or piggyback); and 
rail unit trains. The costs presented represent full eco¬ 
nomic costs, incorporating estimates of costs based on 
current replacement costs ami interest rates. They are 
estimates of true long-run costs, appropriate for invest¬ 
ment planning. 
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The extremes are very km-cost barge service* * and 
very expensive trucking where loads are assumed to be 
in one direction only. Comparing the various rail costs, 
rail unit trains have lower costs than conventional rail 
sendee, when the required volumes are available to real¬ 
ize these* lower coats. Conventional carload service is in 
the inid range of the rail costs examined, except that 
unit costs rise sharply for short haul shipments. 

Piggyback is generally higher in cost than carload 
service, under conditions of average empty return ratios 
and incorporating present piggyback terminal and 
dravage costa. Piggyback service can be cost competi¬ 
tive with boxcars when the rail terminal switching cost 
is high or when rail line-haul service is high in cost 
because of low volumes or short distances, such as on 
rural or urban branch lines. 

Piggyback service can be cost competitive with trucks 
on a point-to-point basis for hauls of 300 miles or more, 
assuming average ratios of loaded to empty returns. 
However, if the local drayuge cost to and from the mo¬ 
tor carrier terminal or shipper dock is added to piggy ¬ 
back service to develop total door-to-door costs, piggy¬ 
back competitiveness is lessened and the break-even 
length of haul between truck and piggyback is consid¬ 
erably larger. For example, if local dravage expense is 
$60 per loaded trailer, the break-even between motor 
carrier (with 4 percent empty mileage, representative 
of efficient intercity carriers) and piggyback service 
(with present Con Rail terminal coats and utilization 
levels) is extended to 460 miles. 

If highway costs predicated on the use of nonunion 
owner-operators (who generally price their services on 
a marginal cost basis) is used, the breakeven point be¬ 
tween highway and piggyback is extended even fur¬ 
ther. The impact of high line-haul and terminal costs 
for piggyback is to exclude the railroads as viable 
competitors in the intermediate distance markets, where 
most of the shipments comprising the potential inter- 
modal markets are found. 

The average length of haul for Class I intercity mo¬ 
tor common carriers in the Central Region was 281 
miles in 1972 c and the average length of haul for LTL 
freight alone is somewhat longer. The Regular Com¬ 
mon Carrier Conference of the American Trucking As¬ 
sociation (ATA) estimates that shipments under 1.000 
lbs. in weight move an average of 574 miles. 7 If Con- 
Rail is to increase market share, provide truck-com¬ 
petitive intennodnl services and achieve the projected 
increa*** in •volume, it is clear that an efficient, lower- 
cost operating system is essential to serve profitably 
the intermediate-distance markets. 


■ Sr* Appendix R for a dlarureloa of waterway coats not borne by 
barjfi* carrier*. 

• American Trucking AaaocUtlon. American Trucking Trend*, 1974. 

Wa*hln£ton. D C. 

T Regular Common Carrier Conference, 1 9€9 Coifi and Jtevmue* 
and Small Shipments, Washington, DC., December 1971. 


A key set of cost factors is the legal limitation 
truck sizes and weights. Size and weight limit 
constrain truck operations and tend to rtifKiee unit i.p-1 
eratingcosts which might otherwise be 

Truck weight limits were recently increased i 
what (from 73,280 pounds to 80,00n pounds 
Combination Weight on Interstate Highway*).] 
of double-bottom (or even triple-bottom) unit* \ 
to become legal in those states within (ho Region that I 
presently do not allow, or restrict, smh units, trticbq 
costs would be reduced somewhat, and jK-rhapseven! 
lower than rail. 

An Intermodal Operating Plan 

An operating plan was developed for ConRii! I 
(Perm’Central, Reading. Lehigh Valiev and Central] 
of New Jersey), using 1973 as the basj year. A mi 
planning study was performed undrr contract 
USRA* to assist in tin* evaluation of pro- nt ojierat 
and to furnish planning guidelines and ^trategws 
the Preliminary System Plan. 

This study included field inspection of all major 
terminal facilities, a shipper attitude survey, coDedi 
and evaluation of financial and statistical data 
nished by the respective railroads, modification 
application of forecast data developed by the I 
intermodal network study and the coordination of the 
resulting intermodal traffic flows with those of 'vc- 
ventional rail traffic prepared by USRA. 

Traffic flow s between terminals and regions, devel 
from special study data furnisher! by the carriers.*t 
analyzed, and traffic blocks moving between point* 
able for handling by dedicated TOFC COR 1 t 
were identified. These blocks of traffic then were a, 
gated into trains and routed over major 
corridors. . 

Schedules for these trains were developed in * ,von 
ance with present as well as projected operating c° l 
tions. consistent with market demands. Thus, 
evening departures and early morning arn^h 
prescriU'd for all key markets In ■ 1 ! 1 . 

the competitive market in the Region require®con* * 
second-morning delivery. J 

Trains must be faster than average tonnage 
but they do not require high operating speeds . 
to-biock average speed of 45 m.p.h. is general.' 
between key ConRail markets. Reliability o ” * 

must be at least 85 percent, in order to coinp^* or 

way freight traffic. 

the resulting train and consist data then ^ § 

ied to Stanford Ik l » » 

1 SKA uniting and line-lo.m tcr 

resulted in the generation of relevant °F erii ‘ 
tics for inclusion in system pro forma income- 
and facilitated evaluation of line cap»« lt >- 


• K^bip, r t oi., op. at. 
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Terminal evahuition .— Terminal volumes resulting 
from the traffic simulations subsequently were related to 
tuning facilities and their capacities to determine the 
number of facilities required (and any required modi¬ 
fication or expansion) for an efficient level of opera¬ 
tion consistent with the need to maintain accessibility 


to customer. 

Productivity standards then were used to project the 
number of terminal jiersonnel and transfer equipment 
required. Modifications or expansion of facilities re¬ 
quired to handle projected traffic levels were identified, 
iwl estimates of required capital investment prepared. 

Profitability 'irwlysi *. —Profitability of traffic was 
analyzed on a *traffic-lane” (origin-destination) basis 
King computerized standard costs and average point- 
to-point revenues. Marginal or unprofitable flows or 
terminals were identified, and were deleted from the 
nrtme base and the revised system profitability was 
tonmned. 

A total of 32 percent of system revenue loads (repre¬ 
senting 18 percent of revenues) was found to-incur 
uritble costs exceed) ng revenue by approximately $72 
|<r trailer (or 25 j>crcent more than the system average 
fmnue per load). These unprofitable flow’s represented 
ipproximate.lv 23 percent of the possible city-pair com¬ 
binations; each flow averaged about 3.2 trailers per day. 

Such relatively small flows are insufficient to realize 
^ rnie economies of intermodal transportation. Com- 
kning or consolidating terminals and trucking traffic 
to rbc remaining terminals to consolidate flows and 
pirate large blocks is one means of continuing service 
^shippers of this traffic. As stated earlier, certain traf- 
r fows are inherently imbalanced and incur high 
Anting costs. I nless rates are adjusted to reflect true 
crststothese shippers, the result is a cross-subsidization 
* '-uppers of profitable freight. 

I w" c ^ mu,lStAnces in which terminals would be 
. alternative sendee from other railroads or other 
JiV terminals is generally available within a few 
toifeofthp former facility. 

analysis . —Concentrating flows over 
pvt intercity routes, consolidating terminal facilities 
j ^^coordinating train operations of the ConRail rail- 
J , U,tS ™ a reduction in operating 

j^. ** 1 * Probable improvement in customer sendee 

miles served by dedicated trains are reduced 
• TiV Proriniaiely 3.300 or a reduct ion of 29 percent, 
m miles are reduced by approximately 30 per- 
roii> J can Central 1973 levels and train size 

# J ( ^edsomewUt, 

35 unit miles are reduced approximately 

—U_ 4 ‘ nt from Penn Central 1973 levels, and 

‘CtraCfo 1Jt > nr> 

I* 4 *** th«t ia 0( !v ln prt> t k,ftlon to train milea. ainc* It U 

lWk v I. ll,erUw tmfflc now originated or trraal- 

1 ,,tJ *Ui Confc ,m f 11 .‘7’ of **rw Jwr; and Reading wlU 

■*** ror th* long-haul 


• Car miles are reduced approximately 10 percent 
from Penn Central 1973 levels.” 

A core system serving approximately 22 market areas 
will result in a viable ConRail intermodal system. A 
total of 30 intermodal terminal facilities have been 
identified for closing or consolidation. A number of 
other facilities are possible candidates for further con¬ 
solidation. Some of these facilities were closed or con¬ 
solidated by Tcnn Central during 1974, and the related 
train services reduced. These changes are consistent with 
the plan developed by USRA. 

Opportunities for increased direct rail interchange 
with other carriers that would reduce the workload on 
key gateway terminals, such as Cincinnati, Chicago and 
St. Louis, are being explored by Penn Central. Possible 
joint terminal operations or coordinated interline serv¬ 
ices (to points not served directly by ConRail), which 
have not been explored in detail, would result in further 
operating costs and the generation of new revenues. 

Improved use of equipment, especially trailers, will 
result from streamlined and coordinated intermodal 
operations. It is estimated that the 1973 trailer fleet of 
13,200 units*® could be reduced by 25 to 30 percent; 
several hundred surplus Flexi-Van flatcars would also 
be retired. 

Terminal improvement *.—'Terminal facilities re¬ 
maining in the ConRail system will have to be upgraded 
and expanded to accommodate traffic resulting from 
terminal consolidations as well as projected growth. 

It has been estimated that ConRail will have to in¬ 
vest more that $100 million in intermodal terminal 
facilities in order to accommodate projected demand by 
19Sfi. Many facilities were constructed without the bene¬ 
fit of a long-range plan and are inefficient and costly to 
operate. Excessive congestion and delays to shipper 
trailers caused by inadequate facilities arc not only 
costly; often they discourage shippers from using inter¬ 
modal services, 

A major new block-transfer terminal is proposed for 
Crestline, Ohio, at the point where the former New 
York Central line to St. Louis crosses the former 
Pennsylvania Railroad mainline from Pittsburgh to 
Chicago. located nt the center of the ConRail system, 
where major east-west traffic flows cross and converge, 
this facility will simplify the handling of smaller 
traffic flows that cannot justify direct train service but 
still represent profitable business for ConRail. 

Trains from Boston and New York-Philadelphia to 
Chicago and St. Louis will exchange blocks at this 
point, reducing delays presently incurred by enroute 
switching. The proposed location has considerable low- 
cost land available for expansion and is a strategic site 
for support services such as trailer maintenance and 

w Combined ownership anti teaaed equipment of Penn Central. Read- 
In*. Lehigh Valley and ONJ. 
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repair, empty equipment pools and eventual freight 
consolidation and break hulk. 

Train service to points such as Detroit, Columbus 
aiid Cincinnati would be provided from ('restline. In¬ 
ter-regional run-through trains would be assembled and 
blocked at Crestline, eliminating present costly high¬ 
way interchange at gateway cities. The implementa¬ 
tion of this major system yard is conditioned upon 
maintaining schedules, since trains must converge at 
about the same time of day to exchange blocks. Thus, 
Upgraded and well-maintained intercity routes are es¬ 
sential to the plan. 

No additional new facilities are required to handle 
projected 1980 traffic volumes, but several outmoded 
terminals must lie modernized or replaced. To accom¬ 
modate the projected 1985 traffic, however, a major 
expansion of intermodal terminal capacity must be 
anticipated. It is essential that planning for these 
facilities be in progress now, particularly in view* of 
the acute shortage of strategically located land. 

Xew concepts in rolling stock and terminal support 
systems should be evaluated jointly with other rail¬ 
roads and suppliers, to identify further operating im¬ 
provements in intermodal operation. For example, the 
trend to higher maximum truck weights will result in 
increased use of 45-foot trailers. In 1972. more than 30 
percent of all new highway trailers were 45 feet or 
more in length. Present TOFC/COFC flatcars cannot 
handle two 45-foot trailers on the same car. 

Increased use of highway doubles (principally tan¬ 
dem 27-foot trailers) results in greater cube per high¬ 
way unit. This is important to highway motor car¬ 
riers because of the trend to lighter-density LTL freight 
and the opportunity to avoid excessive dock handling. 
New TOFC/COFC cars must lie capable of carrying 
these shorter units if the railroads wish to attract an 
increased amount of motor carrier LTL freight. 

Trailer Train (which owned 35.409 intermodal cars 
as of December 31.1973) is actively working on the de¬ 
velopment of new concepts in rolling stock to handle 
a combination of trailer sizes, including 27- and 45- 
fool trailers. 

An alternative to long piggyback cars would be the 
use of single-trailer flatcars or integral trains of shorter 
cars. Single-trailer cars would eliminate the problems 
associated with “marrying" trailers (i.e., placing two 
trailers having a common destination on one flatcar) 


and also would facilitate the implementation of single, 
trailer rates. 

Access to eastern cities with restrictive overhead 
clearance (such as New York City) will require either 
the development of low-deck flatcars or the elimination 
of clearance restrictions to facilitate rail access to urtan 
traffic generators as an alternative to more costly truck 
service to and from TOFC/COFC terminals in coo-1 
gested urban areas. 

Any improvements in car design that lmve the effect 
of reducing tare weight or wind resistant will reduce 
TOFC operating costs, and contribute to increased 
profitability. Ix>w weight cars will improve thenet4o*| 
tare ratio, anti be more efficient in terms of fuel con-] 
sumed per net ton-mile. 

Conclusions and Recommendations 

ConRaii should serve all major market areas of the 
Region with an improved, viable intermodal network, 
a network serving all the principal east-west and north- j 
south traffic flows, and one that would provideConRu! 
a means for effectively competing with truck transpor¬ 
tation. 

Much of the potential intermodal market is concern 
trated in the Region or is dependent on an efficient ml j 
link to and from the Region. Given the necessary ter¬ 
minal facilities with well-maintained intercity route*j 
and reliable line-haul services, and an effective market- , 
ing strategy* ami management control system, it trea¬ 
sonable to project a growing and profitable rele for 
ConRaii intermodal services. 

A key ingredient for realizing the true potential 
intermodal service, however, must be a commitment 
based on the understanding of the proper role of inter* I 
modal service vis-a-vis other rail services, as well 
other competitive modes and the development of strit-l 
egies and policies which stress operational efficiency I 

profitability. ]f 

Identification and development of a prohtnoie- - j 
supporting ConRaii intermodal system. linkedI 
other regional intermodal networks, will prmi * * j 
shipping public with efficient reliable tmnsporfauosj 
complementing conventional rail nnd * r ^**71 
systems, with efficient use of resources end limit 
ital funds. The intermodal concept «’nn b‘ J 

beyond its traditional role of present T( iy(l ] 0 pJ 

services, exerting a positive influence on t u l0T ... J 
ment of the rail system of the future, an r m 
a “total transportation" sendee to the 
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APPENDIX 


G 


Concept for Improved 
Passenger Service 


All present or planned and proposed routes in the 
®*P°n shown in Figure 1; Table 1 and Figure 2 
.ndirate examples of elapsed times and frequencies for 
type of wridor services proposed. 

^ propos'd improvements are designed to attract 
tftAtimnm of potential ridership on each train bv pro- 
convenient frequencies within each corridor, and 
, adjacent corridors with through direct train 
*^toor convenient connections, as shown in Figure 8. 
^ ‘tinman sen*ice frequency proposed is equivalent 
least two daily trains in each direction. The two 
| *1 i tnunuiii encourages use of the rail mode by of- 
^ lra ' e ^nj more than one return trip each day. 
1 'mpnsal also assumes that both non-business and 
Mivolcrs will be attracted to the services pro¬ 
lifer £ n ’ al majority of travelers will be diverted 
L,^‘‘ w, ° m °l‘de.s through provision of a reasonably 
Lr!! We " If ^ latvs an ^ lapsed time competitive or 
|hke Jj 111 lJ lt l .* ,e a, domobile. This market »p)>e&rs 
n n * ,r * rr ^sensitive, ami service standards 

|ttw. to n,v I* low and service available for 
I'jJL'' ln,n c<lS * °f travel is important. 

° r t,,i4 Northeast Corridor, train service 
l^-v.j f ' " 1 Mm M‘ tr u ith the highei speed) 

P n forttth| f VOrnil,< ^ rcm * Ulr High-density but 

kfo'Ki^ f Htt,,| »g of about 7.* seats per car can be 
j lounge section on each train would 


Tabu*. 1. — Summary of recommended service improvements 


Corridor 

Present 
sendee level 

Recommended 
service level 

Transit 
time 1 

Number 
of dallv 
round 
trips 1 

Transit 

time 

Number 
of dally 
round 
trips 

Now York to Waahimtton _ . 

Y08" 

30 

rw* 

<*> 

New York to Boston . . 

1W’ 

It 

Par 

(*> 

Chicago to Milwaukee.. . 

t'ltr 

7 

\’W 

10 

Now York to Buffalo 

bur 

J 

rxr 

(0 

Chicago to St Louts... 

s*oor 

3 

w 

4 

Chicago to Detroit. ... .. 

PM” 

2 

5 W 

4 

Detroit to Cincinnati . 

None 

0 

w 

2 

Pittsburgh to Indianapolis.. 

mr 

•1 

r*y f 

2 

Chicago to Cincinnati. 

par* 

•1 

6*15" 

3 

Cleveland to Pittsburgh. 

None 

0 

3'00" 

3 

Cleveland to Cincinnati. .... 

None 

0 

y*r 

3 

Cleveland to Buffalo .. 

None 

0 

nv # 

2 

Philadelphia to Pittsburgh_ 

7'i®" 

•2 

7'00" 

2 

Washington to Pittsburgh. . 

PIP* 


6'ocr 

2 

Waahlngton to Norfolk .... 

None 

0 

4'00" 

3 

Detroit to Buffalo. 

l'06 u 

t 

Poor 

1 

Cleveland to Chicago .. 

Noor 

0 

.V4&" 

3 

Indianapolis to St. Loult ... 

4'M" 

• 1 

4W' 

9 


* Baaed on current Am trek timetable 

• By 1W0 frequency should bo H hourly Now York to Washington, and )i hourly 
Now York lo Bcvton; by 19£f frequency ihouJd bo tf-bourty Now .York to Washing 
ton, and hourly Now York-Boaton. 

* 3 round tripe Buffalo to Syracuse; 4 round trlpo Syracuse to Albany; 7 rout’d tripe 
Albany to Now York. 

• Lon« distant* trains operating In prr>|*wod corridor* 

4 1 daily round trip ptui 1 additional round trip trlwookly via Harrisburg. Also 1 
dally round trip Washington to Cumberland. 
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FIGURE 1 

PRESENT. PLANNED AND PROPOSED CORRIDOR ROUTES 



serve light food and liquid refreshments and could also 
l>e used as revenue seating during peak travel periods. 
Each seat could have a fold-down tray on its Imck (as 
on commercial airlines) to allow the traveler to enjoy 
food and drinks at his seat. 

The proposed services also should apjnuil to the busi¬ 
nessman who, because of a decided la^k of attractive 
alternatives, presently is forced to use commercial air 
services on rnunv trips of less than 300 miles. To com¬ 
pote for business travel purely on the basis of speed, 
Amtrak would have to increase its train speeds to an 
• xtent which would be economically, if not technologi¬ 
cally infeasible. The scheme proposed here offers down¬ 
town - to- downtown elapsed times which compare fa¬ 
vorably in many markets with those of air travel, 
particularly when delays associated with airj>ort access, 
luggage and weather conditions, are considered. 

As an additional inducement to business travelers, this 
service would offer “parlor cars’’ with low-density seat¬ 
ing (about 30 seats per car) and other services. Because 
of the higher quality services offered, fares should be 
substantially higher. In most markets, they should ap¬ 
proximate first class ait fares. It is believed that many 
business travellers would forsake the speed advantage 
offend by commercial air services in short distance 


markets for effective mil service. Evidence of sad* 
business travel by train is provided by the substantial 
number of travellers choosing Metroliners betwee 
New York and Washington even though the »l*hoar 
train ride is 2 hours longer than airport-to-airport 
flight times. 

Service 

As shown on Figure 3, each of the corridor 
proposed is not- considered as mutually exclusive, 
corridor is linked with each other, through the l ,r * 
sion of inter-corridor trains or convenient p * 

form” connections. For example, there wonlc •* 
daily round trips between Pittsburgh and Indian*!* 
One train could not only carry passengers 
and terminating at those two cities, but a * . 

New’ York, Philadelphia and Columbus. 1 
train could link Pittsburgh with direct train 
and from Indianapolis and St. Louis, »«- ^ < . . 

ns one of the St, Louis-Indianapolis C(>n ; 1 |jjtoCfc* 
Convenient connections could also be pro*'' y. 
cinnati, Toledo, Detroit and Chicago 
arrival and departure times at interchange I tn ^ r j jr 
those of the Cincinnati I>etroit/C levolnt.* 
nati/Chicago corridors respectively. 1 ^ ^ |4) » 

Corridor services is analogous in 
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FIGURE 2 

FREQUENCY OF SERVICE 


ALBANY 

BOSTON 



NUMBER OF LINES BETWEEN 
CITIES REPRESENTS NUMBER 
OF DAILY ROUND TRIPS 


•tfp’ urban transit system where a passenger can reach 
any destination by “long-distance subway 1 * trips or by 
I oaapngtrains at crossing points* 

I The unbroken solid lines on Figure 3 show the major 
I ^ wecn w ^ich a passenger could make a trip 
I ** out incurring an overnight journey, either via di- 
r-—cting train service. Such trips would be 
I r! * ^ tWw? n almost all major cities in the area west 
nuk ° and Pitr ' sbur £ h east of Chicago/Mil- 
^ * /Hns< addition, the major upstate 
libit*! °- W ! d ^ C)rtbeast Corridor cities would be 
Konld ^ * tve * an(b Columbus and Cincinnati as 
NVw;, ^^burgh with Richmond and Newport 

corridors into a network will tend to 

I Ptr eorrij* the average number of passengers 

| a) nklor l° r <rabl ** a refi ult of travelers making non- 

I corridor 4^7 (bstanco tri P s on corridor trains. The 

Infers*to . abou ^ be designed to act as 

|**b ^ 2 ’jl° 'r^'! 1 long-distance trains in the Region 

I 108 * N'orfoik r or ^ tan an< l tbo ,MMV Boston/Chicago 

[«tea* Unrinnati services. This should further 

l^-4ttt*n^7 0non ” 4 ' s ^ the corridoi I the 

trains. 


Equipment and Utilization 

With the exception of the New York-Washington and 
Boston-New York services, all equipment in the pro¬ 
posed corridor services should be standardized to pro¬ 
mote maximum utilization and flexibility. Existing 
equipment given major overhauling could be used, or 
new equipment specifically designed for the service 
should be purchased. 

Turbotrain type equipment could be used but, while 
attractive in theory, this equipment has the disadvan¬ 
tage that additional cars cannot be added to existing 
trains to meet peak travel demands. Conventional new 
cars, such as the present Mctroiiner “shell 11 cars coupled 
with bi-directional locomotives for quick “turnarounds 11 
might be ideally suited for this type of service, A de¬ 
tailed operational and marketing analysis should be 
conducted by Amtrak for this purpose. 

USRA has not performed detailed studies which 
would allow it to estimate the magnitude of equipment 
requirements for the proposed services. However, at a 
minimum 3-car trains are visualized, including two 
coaches and perhaps a third car configured with first- 
class accommodations, a snack bar and lounge. Actual 
equipment requirements will undoubtedly vary by cor¬ 
ridor and by train, but for purposes of this analysis, 
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FIGURE 3 

INTEGRATED CORRIDOR NETWORK - INTERCORRIDOR CONNECTIONS 


DETROIT 


BUFFALO 


MILWAUKEE 



ST. LOUIS 


CINCINNATI 


SOLID LINE BETWEEN TWO CITIES INDICATES 
TRIP CAN BE MADE IN ONE DAY 


NORFOLK.' 
NEWPORT NEI 


minimal equipment requirements have been assumed. 

Amfcrak presently requires about 21 sets of equipment 
to operate its corridor services. The combination of 
today’s relatively slow train speeds, short trip lengths, 
assigned equipment in each corridor, and excessive turn¬ 
around times has resulted in average utilization of 
only 38.3 miles per day, per train set. If the proposed 
scheme is implemented, utilization of equipment would 
l)e increased sharply, to a level of about 550 miles per 
day per set. 

The proposal would create about 15,000 additional 
daily train miles. 1 This would require an increase of 
alamt 100 percent in the number of train sets currently 
operated by Amtruk in the corridors, hut because of 
increased utilization, the public would be afforded al¬ 
most 200 |>ercent mote daily train miles. 

It should be pointed out clearly, however, that the 
Association s proposal is conceptual only. Estimates 
encompass present corridors of Chicago/St. Louis. 
Detroit/Chicago. Chicago/Milwaukee. New York/ 
Buffalo/Detroit and Washington/Cumlierland. Pro¬ 
posed and present estimates exclude Boston/Washing¬ 


1 The additional train tnllm and coniwMioently fwrerntatf* Inrrraar la 
probably Momcwhat ovrmtatrd n* certalu fit* tin* train* aticb a* tbr 
Xationnl Limited, Jamen Whitrtjmb HUey, Floridian and proposed train* 

*m*h it* the Bo*ton/ChIraffo *frvl«i» rouLI. with proper achrdullnc. aerri* 
a* corridor train* (hue rtduclnj; th<» additional train aide*. 


ton service. Present and proposed equipment requin 
moots exclude consideration of span 4 sits for main 
nance purjxjses. The increment in train miles may* * 
substantial, but it is roughly equivalent to the udditio 1 
of only three Cbiengo/Los Angeles daily trains. 

Anticipated Financial Posture 

The combination of increased equipment utilixxxi<< 
and the linking of corridors into a network shotiM 
to reduce costs and increase patronage. 

Because of its available resources ami past expeneiv 
with corridor services, Amtrak is more qualified to * n 
alyze this sendee in detail. However, a rough 
motion of the anticipated operating losses msy * 
gested by utilizing the financial results of comptf*^ 
existing corridor services and applying them to t iep 
posed services. In 1974 the operating t'* 1 0 m '' . 
Amtrak turboliners between Chicago 
was approximately $9.00 per train mile. ^ it * 
cent load factor, this service develop‘d 
about $5.00 per t rain mile, producing a 1 <*k 0 
train mile. • 

Applying this deficit to the 15,000 dai > f,u m 
of new sendee us suggested by this concept ^ 
suit in a loss for the Region for these 1,1 ‘ . 

|>er day or approximately $ 22 , 000,000 anmi.i y ^ ^ 
increase* in the load factor to 55 P emnt ' 
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L r train mile would increase to $6.60 and the deficit 
I fWl ]j be lowered to $2.40 per train mile or $13,000,000 
ImiMilIv. At the load factor of nearly 65 percent now 
I tag achieved on Amtrak's Chicago- Detroit service,the 
hpOBes increase to $7.80 per train mile. This produces 
(ideficit per train mile of $1,20, or $6.5 million on an 
I inaual basis. 

in annual deficit of between $41 and $22 million can 
I thus be anticipated. The low end of the range is less 
Itian Amtrak’s losses on some of its long-haul sendees. 
1 For example, the Chicago-Scattlc sendee loses $7 mil¬ 
lion annually and San Francisco-Chicago service loses 
U million annually. But these sendees operate only 
; nin miles per day vespectivcly. Simi- 
jxrij. tin* high end of the deficit range approximates 
ri/.t ..f ; i Now York-Florida service, but flu 
ItniD miles operated an? only 60 percent of those to be 
I operated under this proposal. 

Oca nationwide basis, Aintrak operated about 75,000 
wpk inilail par day in 1973. With the. proposed corridor 
I traces, this would rise to about 90,000 train miles per 
Uif.inincrease of 20 percent. At the time, the in- 
|fT«ncntal ofK niting deficit of $ 22 -million is relatively 
I *bfn compared with Amtrnk’s current total def- 
|snt which is exacted to roach $300-million for fiscal 
" ited mon* simply, Amink has an opportunity 
|to increase its services substantially (as measured by 
i miles) at only a relatively small increase in the 
-'■it and in doing so it will have created an inte- 
I- I network of corridor trains offering service to 
I xijorpopulation areas in the Region. 

Capital costs are excluded from this approximntion 
which might lx* incurred hy the proposed 
l&rri'lorAndros. Although the capital costs of locomo- 
cars can be easily calculated, the alternative 
ft costa, in the form of airj>orts, highways and other 
‘Mis, concurrent with a lack of such train services 
1 ^easily estimated. Therefore, inclusion of capi- 
_ not add to a meaningful comparison be- 

die option of investing in rail or nonrnil pns- 

WrladlitMa 

lamentation 

***** ^ ein pbasized that the frequencies and the 
^ miit (* 3 i n f r a ble 1 aiul Figures 1 , 2 and 3 , 
*>*nomy to illnstmte the concept of nn integrated 
Nim j nCtW ° r ^ ^^Possibility for detailed planning 
Wnk rr mriHOn °^ * m P rove ^ services will lie with 
^ no l0n ^ ure > although arrival and departure 
Ut convcn ^ en ^ daylight and evening 
hr* nrCe58ari, - v *dlow that those schedules 
P U u P°n implementation of the project. 



These must be determined by more intensive analysis 
of travel putterns and demand factors. 

Point-to-point elapsed times arc those which could 
reasonably be attained given improved track conditions. 
They include an extra margin on each major segment 
to com|xm&ate for unforeseen delays and to allow time 
at major interchange points for connections. In estimat¬ 
ing these ela|>sed times, consideration was given to 
the relative differences in profile (grades and curves) 
in each corridor and the extent to which trains would 
l>e required to reduce speed through urban areas. 

A further indication of speeds attainable was derived 
by checking elapsed times from older timetables when 
speeds were generally higher than those* prevalent 
today. 

It is certain, however, that irrespective of the arrival 
and departure times ultimately chosen, the point-to- 
j>oint times shown here would be literally impossible 
to attain, if the service were to lx* initiated today. Even 
if equipment were available, the present deteriorated 
condition of track on these segments would preclude 
running times such as those suggested here. 

Furthermore, the upgrading of all of these segments 
will require at least 3 to 7 years. Equipment needs 
will have to 1 x 5 determined, designed and ordered or 
existing equipment given major overhauls. New sta¬ 
tions will have to l>e built and existing ones modernized. 
One or more centralized shojis for maintenance will 
have to l>© constructed. Detailed marketing and opera¬ 
tional studies must he performed. 

All this will require substantial time and effort and 
should lx? accomplished simultaneously with the track 
upgrading program so that when the track program is 
completed the service can be implemented without the 
serious drawbacks presently faced by Amtrak. 


Recommended Corridor Rail Routing* 


Routing 

PC. 


Corridor 

BuffaloCleveland____ 

Chicago-Cincinnati _ 

Chicago-Milwaukee __ 

Chleago-8t. Lou la__ 

Clrvcland-Chlcago 

Cleveland-Cincinnati_... 

Detrolt-Baffalo » ......_ _ 

Detroit-Chicago__ 

Detrolt-Cincinnati __........ 

IndlanapolU-St. Lou!*_ 

New York Boston__ 

New York-Buffalo__ 

New York-Washington_... 

Phlladelphla-PIttsburgh 

Pittsburgh Cleveland_... 

Plttahurgh-IndUnapolU ..... 
Washington-Norfolk/New port 
Newa____ 

Wsuhlngton-Pittsburgh_ 


PC rt« KankAkee/Indianapolis. 
Milwaukee Road. 

ICO via Springfield. 

PC via Toledo/South Bend. 

PC via Cotumbutf/Dayton. 

PC via Canada. 

PC via Nile*/Jackson. 

PC-Detrolt to Toledo. 

BAOToledo to Cincinnati via Dayton. 
PC. 

PC via Providence. 

PC via Albany/Syracuse. 

PC via Philadelphia/Baltimore. 

PC via Harrisburg. 

PALE, BL via Youngstowu/Nllea. 

PC via Columbus/Day ton. 

REAP Washington to Richmond. 

CAO Richmond to Newport News. 
BAO. 


Also connecting service via Cleveland. 
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APPENDIX H 

Federal Subsidies to Non-Rail 
Transportation 


The problems of ihe railroad industry and cspeci- 
illy the bankrupt railroads in the Region stein from 
»bo* of factors ranging from changes in the indus¬ 
trial mix of flic Nations economy to internal manage- 
! fill deficiencies. Within this range is u factor of pub- 
^ P°tiry • uneven government assistance to various 
modes of transportation. 

Go\eminent assistance to each mode is made up of u 
^plox mix of tax benefits, capital grants, regulations 
md operating subsidies provided by all levels of gov- 
^wnt. Hiis appendix concentrates on the tnagni- 
^ w of federal assistance to the railroad mode, its 
^petition and other forms of transj>ortation. These 
11 '.called sul>sndies in this analysis, consist of: 

biuret expenditures for right-of-way facilities 
''filch are not repaid by the user 

^*1 operating subsidies to transportation ear¬ 
ners 

# Grants for equipment 

* I'>lfrest-f m . government loans and 

at aiUmiiHjrt... f 0 j| lrt maritime industry, not 
‘liable to all modes. 

’iiritiff 1 /- ,I< /' X f ‘'' s<T ’^ es the extent of those subsidies 
I *Uii8ti,J - 4> ^ Qr most recent year for which 

^I^dituree generally are available. Ixrnn 
P r ogmms are not consideted subsidies for 


purposes of this study. A loan guarantee provision is 
not a cost to the government unless the beneficiary 
defaults. In that event, the loan guarantee may involve 
some cost to the taxpayer. 

Ail arbitrary 10 percent estimate has been used as 
the cost of capital for portions of this appendix. The 
government makes similar investments in the form of 
cash grants, without considering the interest factor 
or other measures of opportunity cost, and as such this 
estimate may understate the real opportunity cost of 
public capital. 

The discussion of public subsidy contained in this 
appendix may not constitute a complete analysis on the 
subject. While based on a compilation of available data, 
that data may not be entirely complete or current. It is 
presented here to provide a perspective on government 
assistance to transportation modes and to provide a 
basis for further analysis and discussion by all inter¬ 
ested parties. 

Notional Transportation Development 

Federal transportation grants begun in 1823 with the 
first land grant to Ohio for a wagon road which was fol¬ 
lowed with land grants and financial support for im¬ 
provements of rivers and harbors. 

In their formative years, almost all mode's of trans¬ 
portation have received some type of federal aid. To 
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T abi , k 1. _ Frdtral and phrnlf crpmOlnrtt for right-of-way faeilitirs for ground and dammtir <eillrr freight transports', on, n;f I 


'Dollar* in mUbonxj 


Mod# 

Operating 

revennea 

Private #\p«nditurv*. Inriodlng all iucj 
chariei for right-of-way faeilitle* 

Federal axpepditn.-e* rut core*! 
u*#r charges for right -of-n, 

E*penditurr* 

Property 
tawa paid to 
State or local 
government 

F#rcentag# 
of O.R. spent tor 
right-of-way 
facilities 

(•rfrr-^t J 

Expenditure t«Ui vinut 
oy*'J leuiin 

Rallroids, ri*a I ...— ...... -........-— 

41A400 

*•2.670 

tuts 

21 

Nor. Z«, 

Rall-cciuprtttivu motorrarrhw ..... 

27 »0 

• 1.600 

• None 

4fl 

•tWl 8 

Inland watvrway operator* . 

aoQ 

Non# 

Non# 

Eero 

•»t , M 

Oreat Lakes .. ... . — .— 

206 

Non# 

None 

Eero 

M Mi 


» Federal expenditures are for Ffwal Yw July 1271 to June 1772, private eipendl 
lure* are for calendar year W72. 

• Rxelucll!* yard fartlltie*, Claw f railroads spent $1,479 million foe maintenance 
of road track, grade crowing prelection and payroll Uim fUSKA Staff aJialyUi) 
Annual carrying rbanr* on Invwrtment In R-O-H wa* estimated roughly as I1.8D 
million by the Amoriatlnn of American Railroad* (flwrtiartU Etp**4iturt* for //ig*> 
wag. U'oTeeiray «4 Air Faeduur and Prtrate Kspenddurra hr Rodroad FoeUitiea 
(Washington May U>7I>J 


• Includes state and local user #h*nrr« a* well at federal tai^. w»r> uwn 
mately WO million. 

• expenditures shown are email expenditure* and do not Include aay iapCMoai 
of capital for the project On the other hand, as Mated In fontiwtr 2, abet* vsatf 
earning charge* are important In rail rights-of-way cost ami are «**rioated torsi dnx 
$1.2 billion annually. 

Sources* USRA staff analysis Technical background luJannabao inildli 


date, total government expenditures, (federal, state 
and local) for domestic transportation other than rail 
have exceeded $450 billion. * 1 * Virtually all this has been 
.spent within the last half century. Of this sum, federal 
expenditures for rights-of-way and their improvements 
alone are estimated conservatively at more than $100 
billion. 

Initially, railroads received federal aid for right-of- 
way facilities, primarily in the form of land grants. 3 
The railroads repaid the federal government for the.se 
lands through tariff reductions/ averaging 50 percent 
for passenger and freight traffic and about 20 percent 
for mail. The reduced tariffs on civilian traffic were 
eliminated in 1040 and on military traffic in 1945. 

Railroads 

Ruilrouds have received limited support from the 
federal government in the last fifty years. The depres¬ 
sion-era Reconstruction Finance Corporation loaned the 
railroads about $938 million. Although there were some 
defaults, the full amount was repaid with some interest. 
More recently, pursuant to a loan guarantee program, 
the Interstate Commerce Commission has made pay¬ 
ments on defaulted loans. In 197*2 one payment totalled 
$29.3 million for a Reading Railroad loan/ 

«• A •aorta t too of Americas Railroad*. GQt+rnmtnt Expenditures for 
High trap. Wntmeoy, ond Air FocillUra and Private Fopendilurtt /or 
Railroad Facilitie* (Washington D.C. : Association of American Rail- 
rftftda, May. 1074 >. Table 1. 

•Aviation Adviaory Service, Government Support of thu tf.$, Rail 
road* With Particular Effect rpon the Creation and Hurt aimed YU$ 
bllity of a Key Tranaportalion Industry. Prepared for Pan American 
World Airway*. Inc. (New York June 8, 1074), pp. 8-10 and Table II. 
Federal and State land grant* were estimated at $420 million. Addl 
ttonal Federal and State right* of-way grant* were valued at $87 million 
when granted to the railroads. Some •ooreea may value the land granta 
higher, while others any the land wi»* of no value until the railroad 
wa* built. 

• Aviation Advisory Service, Inc op. cit., pp 8-10 and James C. 
Notion. Railroad Tran • port at ion and public Policy i Washington. DC. 
Brooking* Institution. 10179 1 , p 89. footnote2 

• IJbmry of Oongrr** CVingre**fr»nnl Research Service, Emergency 


Railroads not only own and maintain their private 
rights-of-way, but pay taxes on most of these facilities 
as well. Railroads paid $400 million in various lonl 
property taxes in 1972. Of this amount, the Association 
of American Railroads estimates that $185 million wu 
property taxes levied on the rights-of-way, exclusive of 
yards and other local taxes.* Rail’s competitors,otkg 
than pipelines, use publicly owned and maintiiDei 
right-of-way facilities, paying only a portion, if any of 
the costs and no taxes. 

Expenditures for right-of-way facilities for od*t 
forms of transportation account for over 75 percent of 
all transjiortation subsidies. Generally speaking, 11,1 
charges for cost of capital ware included nsanel<*n#of 
of I’ost. Table 1 compares the private expenditures of 


able 2. Ton-milt market tharen intercity freight canidftf 


Mod# 


Net ton-mi)'** Percent nf 
(trillions* total ■ 


Clam Ini) . .. 

Motor earner* . 

Inland waterway _. 

Oreat UkrvAt Uwnrnw. 

ToUL ... 


LWO | 


100 


> Exclude* Oil Pipeline* and Air Cargo. t v 

Sauna: Yearbook of Radtoad Facte 1*74 edition <Waah»ngl«i. n r h * Ci *' d 
American Railroads, 11174). 

Federal A aria!once to Private KnterpHat: A 
of the Federal Government, p 9. Aviation AdflaotJ Sr * 
cffp. 21 and Table V. The Transportation Act ** /J/ralirca* M 
ICC to grant up to $5»o million In loan guarantee* ™ * ^ Aim 

capital expenditure* or maintenance of property ICC 

$242.5 million were guaranteed and dlabur*ed to 
paid $115.8 million in principal anil $4.1 wHlten • j ml*-** 

FY 1973 for default* by right railroad*, hut reeor _ ^ *a* 

by the cod of 1978. At that tlin** there taarr $ - l#TB 

outataodlng. The Regional Hall Reorganisation * r * 
additional loan guarantee* and granta for North n**** 

Tbene loan guarantee* are rimllar to the na thn* 

I Insurance) available to the martttine indaatry. uak*^ 

IU8.S million of mortgage* guarantee! for 43 l•=*_ —** 
tlonal agreement# provide $889 million la ® Dr * ^ 

•hip* under <*jaatruction. T*ble II Of ** ^ 

* Association of American Railroad*, op. e*t. ,. trr ur* *** Bt 
million, atwat $80 million a*ae*oed on 
paid and oonatltuted claim* agninet the 
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Tam.*-. 3.— Total federal subsidies to transportation (excluding expenditures from u«er charges) fiscal year 1971 


(Dollars in millions] 


Mode 

Right-of-way 
facilities 
construction, 
operations and 
maintenance 

Equipment 
grants (BCDS)» 
mass transit 

Operating 
iru bridle* 

Interest 
tree loans 

1am 

guarantees 

defaults 

Special tax 
advantages 

Total 


*125 

291 

45 1 
463.4 
48# 

0 

260 






$225 

291 

66.1 

655.4 

555.3 

154.3 

500 

feted emwwiyr.. 






rjmi UfctwSt Uwrrrnc* Seaway.. 

$15 


$6 



OotgiifcJPPnff- -.. 

$182 

67 3 
’60 

(Amtrak) 


$10 

>45 

Arid**. .-. 

ialuwupansbot. .. _ ^ 





WWW• • 

$29.3 
(Reading RR) 

Ntetnnrit .. .. 

250 


Total.- . 

•1.862.5 

265 

329.3 

6 

29.3 

66 

2,547.1 



• Shp oMirorUta differential subsidy. 

• Cwu d * $•*«■*■ «* station of rolUrg stock which expired January 1, 1075 
Tspiwr had to choow between using this 5-yrsr depreciation or the Investment 
Uicndlt With the rctaitJitrment of the Investment tax credit, the 5-year amortiia- 

UMltUlCtedlMM 

•Tin iJDoiuii ifprotmatte the amount of avoidable coats of public paomger 


aarvfe* not covered by revenues from paoecifer fares. Prior to the formation of the 
National Railroad Pammpnr Corporation, tty» Nation's railroads were absorbing 
tbr financial loss of providing this public service. 

• In contrast, the rail Industry spent 11.47 blllkm on maintenance of way In 1973 
plus paid $1.2 Nihon lor interest on debt on such facilities, a total cost of $2.67 billion 
See Table 1. 


wilroeds in 11)7*2 to federal expenditures in the same 
ywr for right-of-way improvements which subsidized 
nil’s compel 'tors. Table 2 shows the market share of the 
am* surfarv transportation modes for that year. 

Other subsidies range from ope rating subsidies to 
complex inx "deferral" incentives for the maritime in* 
‘iiistrv. Tabic *\ shows all forms of federal subsidies to 
tnmsportfttion in 1972, including aids for non-competi¬ 
tive DKXlcS, 


Wo tor Corners 

Motor carrier?* benefit by sharing the public high- 
^ instead of owning and maintaining private right- 
°* W| y ^lities. In 1940, when there were 3.2 million 
^ roads, only L7 million miles were hardsurfaced. 
mm hardsurfaced road mileage, much of 

f ,l ‘ xa ***- v ^‘proved design, increased more than 2 mil- 
fnilea lhiring that periods motor carriers* share of 
* wion s ton miles increased from 10 to 23 percent 
L\ rwl ® dm PP e <l from 61 to 38 percent. 4 In 1972. 
.1 a!id ^ ^ 1 I regulated motor carriers spent only 
U*"* nt of ,htMr ^venuea for “user charges" in fed- 
L stah * taXes "*hile Class I railroads spent almost 
L ^ le * r rev enue8 on maintenance of right-of- 

|Hiriun^ 01 * ni I )r °vcmcm has been the Interstate 

miles were open by 
^ ^ and aliout 5,000 miles are now in vari- 
* opinion. Rail-competitive trucks ac- 
Istatic , f j l^ent of their mileage on Inter- 

of f0<ieraJ S° v *™ient will pay for 90 
pjnfcg, ' ^hnated $76 billion final cost of the 

I 1 9* m * l * ti * m ' Americon Trucking Trend a i!7| 

I *$ njJ **'* ^®* A «•» Analyst, 

rnrr * ,r * of modern hl*h»»y« »u,h ,, tbe 


The Federal Highway Trust Fund was created in 
1956 to cover the federal share of construction costs for 
all highways on the Federal-Aid Systems.* Motor car¬ 
riers Itnve contributed substantial amounts to the 
fund, 1 " but there has been considerable debate over the 
adequacy of truck payments to the fund in light of the 
high standards of construction required to accommodate 
heavy tnicks. 

Interstate System la illustrated by their yearly growth rate in ton- 
mile*: 


Year 

Billion* of inter¬ 
city ton-mike by 
motor carriers 

Percent of total 

1940. 

620 

66.9 

172.9 
2213 
285 5 
358 5 

470.0 

10.0 

65 

163 

17.5 

21.7 

22.0 

22.9 

1945. 

I960. . . 

1955. 

1980 .. 

1967__ 

1972. 



In 1940, Just before the beginning of World War II, motor carrier* 
handled 10 percent of the domestic ton-mile*. By 1950, the motor 
carrtcra had Increased their market share to lfl * percent, reflecting 
wlal and economic change* in tbe nation after the war During the next 
five year* the growth rate was alow. Tbe mid and late Fifties aaw the 
initiation of limited acoeas super highways on a massive scale. While 
the Interstate System was not well under way until 1900. high- 
way* of similar quality, such aa tbe Eastern turnpike*, were opening 
by 19BO # 

By 1907 motor carrier* competing with rail claimed OTer 22 percent 
of the domestic ton-mile market. In the next Are yeara truckers gained 
lea* than 1 percent of the growing ton-mile market During tbe tame 
.VO year* the railroad*' market share of ton-mllee ha.- declined from 07 
percent to 38 percent 

• Since FV 1970. the Department of Tranaportatlon has been spending 
between $4 and $ft billion annually on highways 

* ^ ofor carrier* pay the following federal "user charge?*" : 4 cents 
per gallon on all motor fuel; 10 percent of the manufacturer's wholesale 
price us the purchase of new truck* or trailers* 19 cents per pound 
<m tires and Inner tubes; 6 cents per pound on tread robber; 8 percent 
of the price of part* and aecesaorles; S cents per gallon for lubricating 
oil, and $3,00 per thousand pound* for vehicle* weighing over 2A.000 
pounds In total tbe*e Uses levied on nil trucks yield about 40 
l>ercent of the Trust Fund receipt*. Large rail-competitive trucks 
underpay however, especially in comparison to smaller tracks 
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In I960 the Federal Highway Administration 
(FHWA) performed a cost allocation study to answer 
this question. FHWA chose the ‘‘incremental cost 
method to analyze the cost responsibility of various 
classes of vehicles. To determine incremental cost, the 
FHWA study divided the many elements of highway 
design into increments and assigned the costs of those 
increments to the vehicles which required them. 

For example, the higher the axle weight the pavement 
must withstand, the higher the number of increments of 
pavement structure necessary and thus the higher the 
construction cost. The common .automobile needs only 
one increment while the loaded axle trucks weighing 
72.000 pounds will need the full six increments. 

Other examples of highway design increments af- 
feeling cost are bridges, lane widths, radius of curves 
and maximum allowable grade. The cost of each incre¬ 
ment was prorated to the classes of vehicle requiring it 
according to the percentage of use each class represents. 

The study results showed that the cost of highway 
travel for the heavier weight long lmul trucks ranged 
from 2.535 cents to 3.399 cents |>er mile. The same ve¬ 
hicles paid “user charges” from 1.638 cents to 1.781 
cents per mile. When the difference between cost and 
charges was multiplied by the anticipated mileage, the 
total amounted to a federal construction subsidy of more 
than $250 million per year to the motor carriers/ 1 or 
42.2 percent of the federal costs allocated to rail-com¬ 
petitive motor carriers. 

Table 4 illustrates the subsidy level for the two most 
rail-competitive types of motor carrier—the diesel 5- 
axle tractor semitrailer and the 5-axle semi-trailer and 
full trailer. Since there are other classes of trucks which 
are tail competitive, this table illustrates only how the 
sul>sidy was computed. 

By 1972 the American Trucking Association estimated 
that the number of rail-competitive trucks (disesel trae- 


Tahlk 4 . — Etdmated federal nnbudy let*!* to certain moto* ichicle 
c/a****, IfNW 



Diesel A axle tractor 
and semitrailer 

Diesel 5 (or more) axle 
tractor-semi trailer 
and full trailer 

Aliocattd root reapoiwablUty prr mllr~ 

2.63$ wnti__ 

1139 ccnu. 

M U« choni>*V’ paid per mile to trust 

1 MB cents.. _ 

1 TKl rents. 

fund. 



Subsidy per vchlrlo mile of travel 

0.9*4 cent .. 

t .614 rents. 

Estimated total milcaf# p*f claw 

1U1C-— 

1,060. 

(mtlboru) 



Subsidy pcrcLus r thousand*)_ 

$204.75?.... 

90**74 


Source D«partTu#nt of TnvasportaUou, Fc*4*nu Highway Admlmatrailon. Alfaca- 
turn of Highway Coot JfUtponaUdUty ood Tkt Paynou* op. dt. Tobi* 2S. p » and 
Table to. p.« 


u Department of Transportation. Federal Highway Adm Inlet ration, 
Allocation of Highway Coot Re*pon»ibH\ty amt Toe Payment*, i9S$ by 
John C. Ophmanu and Stanley F IMelak Mur. 11170 Baead primarily 
of Table 6a. v 26 and Table 22. p. 60. Adjustment* warn madr to 
correct mtlrac- rrror* tor dlwl 4*ilt» tntcfnr*a*mltr«U*Ta (While 
tb^ method* ueod to thti study have been the eubject of cooaldemblf 
controreray. It is rhi* Intest ijratematlr nod complete reference on 
the aubject.] 


tor-trailer combination of 4 or more axles) had m. 
creased to 500,000. At the same time, average annml 
mileage per vehicle had increased to almost 70,000imk* 
l>er year. 1 * Under the same method used in 1969, the 
subsidy now totalled $365 million. 

This figure may 1*? higlier tlian the actual subsidy, 
since more trucks were sharing the fourth through sixth 
increments, thus reducing the implicit subsidy per truck 
mile. Other factors, however, tend to work in the op¬ 
posite direction, increasing the cost responsibility of 
rail-competitive trucks over the 1969 cost*. For example, 
as truck mileage and percentage of vehicle traffic in¬ 
creased, so did the incremental cost of constructing tnd 
maintaining the sixth increment. Finally, inflation 
would increase the total costs. Thus, while motor cir- 
Tiers may be covering a greater portion of costs than 
in 1969, this rail-competitive transportation mode re¬ 
ceived in 1972 a subsidy estimated conservatively it 
$325 million. 

The 1969 allocation study made no estimate fort hr 
cost of capital. Since the federal aid highway system 
is financed from payments already made to the Fedemi 
Highway Trust Fund, the federal government inrun 
no interest. 

An estimate can be made of the “opportunity cost" 
of the funds invested in highways for the benefit of 
rail-competitive motor carriers. 

The amount of federal expenditures for highway? 
allocated to the rail-competitive truckers in 1972 va? 
approximately $925 million. 1 * If this sum wereinvestri 
elsewhere at 10 percent interest, it could yield a return 
of $92.5 million per year. If the $-325 million of oxtt 
not covered by motor carriers w ere available for alterna¬ 
tive investment, it could earn $32.5 million per yea r 

Since this would be an annually recurring amount 
such interest earnings would amount to $125 million 
over 10 years, before allowing for compounding. This 
latter carrying charge could be regarded as an m 
direct subsidy to the motor carriers State an i 
governments did pay a total of $950 million 
interest on debt related to federal, state ^ 


roads in 1972. 14 ^ 

This aid to the motor carriers is actual! i crMS-w* 
sidy from within the Federal Highway Trust un- 
rather than a direct grant. Taxes designated 01 
fund are considered “user charges” W henevet* one P l ^ 
chases fuel, tires or other items taxed for f ’ 14 ‘ un ’ | 
fee is paid. Thus the collection of the user ^ 

directly related to use nor to the cost of ap* 1 
ments of federally Aided highways. 

Of truck' TV 


° Tbr arertiyr wa» 66.11S for all type* of -ulwtt ,tUfor 

Ut* truck ■pfrlalliH In long haul and * rrru 
mllw per year 

w Rc.acd on ■tatlatlca provide In Ain#r<W» iDjJ Def***''' 
American Tracking Trend*. (Washington - • ' ^ 

of Tmn.poruuoo. F*4*r«l Htirhw.y Admtnu’«i*“ _ A 
u Dwpalament of Traosportatlou, Federal ^ ^ -r*bb 

Highway Selected HtatUtie*. 1&7J < Waabtnfton. 

P 11. 
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tJsfis of other vehicle classes pay more than their 
iirt to offset the large truckers’ deficit. Residents using 
primarily state or local roads (that an* not classified 
«the Federal-aid Highway System) contribute to the 
Federal Highway Trust Fund even though such funds 
nay not be returned to those local facilities but spent 
ouFVdenil-aid highways, predominantly the costly In- 
tMsUte system. 

The federal subsidy represents only the fedora I "share 
of capital (const met ion) costs. In 1972, federal, state 
and local governments sjx*nt $28 billion for highways. 
Of (his amount, state governments accounted for $15.5 
billion. Maintenance and traffic servlet's cost state gov¬ 
ernments $2.3 billion and all levels of government a total 
of $5.4 billion.” 

Data is sketchy concerning -what portion of state and 
local expenditures, especially those for maintenance, 
should be attributed to heavy truoks. One-quarter of 
the maintenance costs is caused by factors other than 
traffic volume, primarily weathering. Charles River As¬ 
sociates estimated that maintenance expenditures would 
decrease by 19 [>eTrent if there were a 25 percent reduc¬ 
tion in intercity truck traffic. 1 * In n study done for the 
Association of American Railroads, Bat telle Columbus 
Laboratories allocated 17.8 percent of maintenance costs 
totrneb." 


Once a share of costs has been allocated to the rail- 
ftmipetitive trucks, there remains the question of 
whetlacr the ‘‘user charges’' levied on these trucks rccov- 
w federal, state and local expenditures. The 1969 
*'Jdy offers some insight in answering this question. 

This study allocates to the typical diesel five-axle 
t.’vtor-spmitrailer [an average] yearly cost-responsi- 
Wrty of $3,821.81 to cover its share of federal, state, 
ui'i local government expenditures. 1 * Since the same 
■usof vehicle was allocated $2,011 *• as its share of 
'dcf*! costs, its share of state and local expenditures 
** * n 1969. The same vehicle paid State and 

«r Trnn»|x>rt»Uon. FMtnl Highway Administration. 

Statistics 1973. •‘Total receipt*. and Disbursements 

AU Vnita ot Vwrumeatr p. IS. 

^Dsrk i »*** *"***** Incorporated. Competition between Rail 
^ l9ttrHI * freight Transportation, prepared for the U.8. 

u Tran,,J>ortAt, ^ ,> - number. IDtiO, p. TO. 

^Nrt If n C, ' lUmhUi U *»»torlei, A Study of the Environmental 
Hi tv. u . ***** lirrtaofo fa Intercity Freight Traffic, prepared 
* Uort-aa * ° f Ana< * rtc «“ Railroad*, no cited la American Truck* 
An Xnnt9$l * °? ' A ***** •/ th * Environmental Js»- 
f H TvTt ,Ht " a0rB ln Freight Traffic . January. 1073. 

% 010 ®^/ A to rotimatc, partially oo grounds that 

i^,, r ******* 0B nee of the Interstate System only, for which 
(rati / hlcU '‘ r ih#rr of responsibility for costa. However, white 
of ,W System substantially more than other 

tottha »hV " ,,>r ,ntrr * utr System was designed to withstand 
I * trwki’ •* lr ' ac ^ IL tike const ruction coats were more 

**U• , * 1 * Bnd welsht. the portion of maintenance 
! *h te ^ ° tn,ck " may be lose than the portion of maintenance 

n**fcU. * r ""‘" w hRh were not designed to meet heavy truck 

•" *<•>•«..»»/ rr * n, I*«»Uon. KIJWA. Allocation of WlffXicay 
‘^.TiblrVlVw T * f ra,tmrm, ‘ '***' T#b,e C 5» 


local taxes ranging from a low of $1,038 to n high of 
$3,670 in 1968.** 

The state and local taxes in the median state that 
year were $1,485, or $325 less than the fully allocated 
share of state and local costs. Although motor carriers 
were paying more than their share of allocated costs in 
a few states, many states were subsidizing mil-competi¬ 
tive motor carriers. 

Northeastern states appear to be in the middle range 
of user charges. Table 5 shows the typical registration 
fees and fuel taxes paid by the large tmeks in the 17 
states of the Northeast region and their rank among 
states, based on the registration fee, one of the more 
variable portions of state user charges. 


Tabuc ft.— Principal State Highway V§er Charges H-Statc 
Region, J972 


State 

5-axle vehicle 
registration fee 

Fee rank in U.8. 

Motor fuel tax£al 

Delaware.. 

$382/383 

10 

110.06 

Massachusetts. 

no 

13 

.075 

District of Columbia._ 

393 

1$ 

• .08 

Rhode Istand. 

410 

14 

.08 

New Hampshire. 

432 

15 

.09 

Maryland.. 

455 

1$ 

•09 

Indiana. 

486 

2D 

.08 

New York. 

519 

24 

.10 

New Jersey. 

S44 

23 

•.08 

Connecticut. 

565 

» 

.10 

Pennsylvania.. . 

560 

27 

.08 

Michigan. 

590 

28 

.07 

West Virginia... 

590 

29 

.085 

Ohio. 

605 

so 

.07 

Maine. . . 

606 

SI 

.09 

Virginia... 

682 

S3 

».il 

Illinois. 

1.492/1.606 

50 

.075 

Vermont. 

1.659 

61 

*.00 


i Increased in 1073 to $.09. 

* Tu Increase Id 1972. 

* No fuel-tax on diesel foal. Retaliatory-Highway Us* Permit of $20 fee phis $10 
for each entry Into state. Levied only on vehicle* from Hates which levy a highway 
tax on use fee on Vermont vehicle*. 

Source: U.8. Department of Transportation. Federal Highway A dm! nisi ration, 
//iffttref SUiiattc* 1979, (Washington: V.8. Government Printing Office). Table 
MF-l, p. 10; Table MF-104. pp. lft-19; and Table MV-108. pp. 48-51. 

Inland Waterways 

Of the various types of water transportation, the 
mode most competitive to rail is the shallow’ draft 
vessel on the Inland Waterway System, typically an 
unmanned, non self-propelled barge. 31 As many as 40 


m tbid, Table 26. p. T7 and pp. 7S-7P. The state user payment! do 
not Include property taxes, which are placed In general funds rot her 
than highway fund*. Since railroads also pay similar property taxes 
on both right-of-way and rolling stock, It la hardly logical to con- 
elder a property tax a "user charge" for motor carrier*. Most states 
charge relatively low user charges but higher property taxea, thus 
at times subsidising highway costs from taxes paid by non-users. In¬ 
cluding railroads. In a few cases, states may be using high user 
chargee to help supplement genera! revenue or offset low property 
taxes. There are restrictions, however, aa to how these “oaer taxes" may 
be spent. 

« A large barge can load as much as forty times the tonnage of 
an average boxcar. 
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barges are moved in a tow propelled by one or more 
towboats. The almost 1800 barge towing operators, in¬ 
cluding private companies, have increased their market 
share of intercity freight from 2.8 percent in 1942 to 
11 percent in 1972. 

Inland Waterway operators specialize in moving bulk 
cargoes which an* * heavy, have a low value per unit 
of weight and can be loaded and unloaded mechani¬ 
cally .** Barge freight is most competitive to the railroad 
markets in steel products, grain, petroleum, chemicals 
and coal. The Inland Waterway operators move 20 |x*r- 
cent of the nation’s annual coal output.” Afore than 
50 percent of the barge coal traffic is centered in the 
Pittsburgh area where the northeast bankrupt rail car¬ 
riers have rights-of-ways. 

The system consists of more than 25,000 miles of wa¬ 
terways navigable by shallow draft vessels. The 38 
states served by this system contain 95 percent of the 
country’s population* Although most of the waterways 
have Ixh?ii improved substantially for navigation, or 
even artificially created, there arc no lock fees, canal fees 
or other *Hiaer charges” of any type for use of these 
waters. 14 

The Artnv Corps of Engineers (COE) is responsible 
for the construction, operation and maintenance of the 
facilities.” It now is reconstructing and enlarging many 
of the older locks to accommodate longer tows per lock- 
nge, thus increasing the efficiency of barge operators” 
ami lowering their costs. 

After construction, COE maintains the channels 
through almost continuous dredging, some of which is 
necessitated by the movement of the vessels themselves. 
Personnel are available 24 hours a day to operate the 
locks and dams. 

In addition, the l\S. Coast Guard is responsible for 
aitls to navigation (channel markers, lighthouses, fog¬ 
horns), search and rescue o|>cnition8, commercial ves¬ 
sel inspection for safety, policing of the harbors and 
protection of the maritime environment (cleaning up 
oil spills). Again, this is all without charge to the 
user. 


■ Kxample* include rout, natid. crushed rtonr. grain. limestone and 
lumber. Specialized tank barge* ran curry pressurised or refrigerated 
r hem leal* Iiurp^s «Ko transport petroleum product*, machinery and 
both the raw material and finished product* of the steel and aluminum 
Industry. 

Load A font —(/J. Inland Water ffriomrci (Washington 
American Waterway Operator*. Inc.. p. 27 

* The only toll* chanted by the flatted State* for use of any water¬ 
way are lock fee* on the 8t Lawrence Seaway and the Panama Canal. 

■ Virtually all of the route* hare required Initial dredging to 
achieve adequate and uniform depth* along ehannel bottom*. Standard 
depth 1* nine fret. Additionally, dam* are neee**ary In many In 
stance* to a**ure a relatively constant year round depth. Docks are 
frequently needed to compensate for difference* In water level*. Finally, 
many man made canal** connect Improved natural waterway*. 

■One trip per tow boat through a lock take* about JtO minute*, 
while a tow broken Into two aegmenta take* about an hour and a half 
Operating coat* of a tow boat are doae to $100 per hour. | Jbfd. p. 41. ] 
More recent Information Indicate* that operating a tow boat may 
range a* high a* $200 per hour. [Department of Transportation. 
Vmtr Charge* an the Inland Waterway System [Washington. January. 
1071). an published, p 111-11. | 


From the first federal investment in flic carlv 1% 
century to the present, it is estimated that alning 
$4 billion have been spent on new construction project* I 
on inland or intra-coastal waterways.” 

Inland waterway navigational cost- are often hid* 
den in other COE projects. For a task force study of 
potential user charges done in 19G9, COE cstimitfd 
that ns much as 13.7 percent of the const met ion cost of 
multi-purjiose projects could properly I* allowable to 
navigation improvement, while 25 percent of the open- 
tions and maintenance for flood control projects weit 
related to navigation. 

Technical staff in the Department of Transportation 
and COE provided the estimates shown in Table (of] 
the total federal expenditures for Inland Watemyi 
in 1972. The coat of capitui is not included in llw** | 
figures. 

The value of this federal subsidy is large. The umj*»r | 
advantage of barge over rail is its low cost. Some author¬ 
ities have maintained that, if the towing industry paid 
the full cost of the waterways, the water mode would 
no longer be the low cost carrier. Recent unpublished 
government studies on the question of user charges pro- 

Tablk 6.— Federal funding of barge operator* in I year | 

[Dollars in millions] 

Army Corps of Engineers (COB) : 

Waterway navigation: 

New const ruction 1 -—- 

Operations and maintenance *. 

TJ.S. Const Ouanl (CSCXI): 

CSCX; aids to navigation progmui- 
USCXt search and rescue program V 
I’SOO coounerclal vearart safety program 
UftOO marine environmental protection program . 
Tcnnuawc Volley Authority: 

Inland waterway navigation operations and malnte 
nance_ 


» This figure may not include all allocable cost* *>f multi i ,UT F** 
tliKid control projects. *f Mb 

•Thl* number ha* been adjusted to Include alloc*”* * 

1 Search and Reacne la large«t segment uf t T RCG i 

what portion t* related to recreational co*t but rrert 
alter the ran 

Source: USRA *taff Interview* with technical iieMono*’ 1 1* 
ment uf Transportation and Army Corps °f Eofi® 4 * 1 ** 


" Thl. Cllm.tr w» iftvrn to DOT by ,h< '•' r ” > . ^ 

n 1970 (*OK r.llm«tr<1 that •» of Juno If*® 11 . tbr ,i> 

f new construction on waterway*. Thl* etfimatc ' ^ #fl t * 

o*t* from flood control and inultl-purt* 0 * 4 * $3 V& 

conomtc life of 60 year* for the project* ** T *' r ^ ,»4 T 

Veer Charge* on the Inland Waterway, o/’ ' '*’* r ,ti«*t*t 
-6.1 and an average Interest rate of 4% peree* • ( 

ota) lntere*t and amortisation requirement* at » 
nil* include* only COR construction expenditure* <Ko >1 Tfl 

A rejs»rt prepared for the Senate Commerce o n,|§al ** 

vtlmated that $K.U billion ba* b«*en *P*»t on o np #»w* ‘ 

vay* from 11*47 to 1»70. More than navigational 
ticiudod |/hW.. p. 1-12, footnote.) bee* M*" 1 1 

AAK ha* estimated that n total of $5 • t ., a i B eeDattce l* 1 
inland Waterway*, indudtng operation* h 111 
Ion of American Railroad*, op. eit.. Table ♦ 
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jKtel that revering only maintenance and operations 
ro* would divert approximately 15 percent of the traf¬ 
fic from Inland Waterways. 

Part of this tonnage would move by rail or pipelines 
ifcilc »me of it would cease moving. Recovering these 
expenditures from the remaining 85 percent of the 
traffic would require an average of .6 of a mill per ton- 
Bule user charge, an increase of 19 percent. 1 * In most 
in^ttiKts the entire user charge would be passed on to 
the shipper, though in some cases the barge operator 
would absorb part of the cost. 

The actual range of federal cost per major segment 
of tl* Inland Waterway system was from a low of .1 
of a mill per ton-mile for the lower Mississippi River 
to i high of 35 mills per ton-mile for the Kentucky 
E:ver District. Within the 17 state Northeast Region, 
the range was from a low of .4 of a mill for the Ohio 
Kim District to n high of 15.1 mills for the Allegheny 
Rim District,* 

Tabic 7 indicates the level of toll charge.necessary to 
neovcr operations and maintenance costs on major 
ntrrways in the Northeast for 1968. If a segment toll 
^recover operations and maintenance costs were levied 
/n the tonnage moving on the Allegheny system t-o 
Pittsburgh, most traffic would shift to mil transport. 30 
In 1972 that would have meant 80.5 million ton-miles 
I diifted from barge to rail in Pennsylvania. 31 

T\iu 7 — Tolls required to recover costs of operations 
maintenance of Northeast Inland Waterways, 1968 


knr 


I fcrrr 




. 

f*~Xorthtf ?i. 


Torn 

(thou¬ 

sand*) 

Ton-mile* 

(thou¬ 

sand*) 

Operation* and 
maintenance 
cost (dollar* In 
thousand*) 

Recovery 
toll'per 
ton-mile 
(mins) 

4. M3 

57.063 

6664 

111 

», W9 

1,702,110 

1.908 

hi 

120,209 

27.324.909 

11.0(7 

.4 

:3, an 

6,029.188 

3,535 

.6 

♦6,175 

7.60.440 

6.060 

.791 

14.10ft 

750.367 

067 

.9 

5.613 

334.366 

534 

1.6 


Til*k* K shows the ton-miles moved bv each of these 


ISortbeast 


waterways during 1972 


?* National Waterways Conference, Inc. (NWC) 


that 


11 user fee designe<l to collect an annual 


^ ^ m ^^ on wol| M eliminate one-third of the 
iMfri/, '* * 1 v ,lVS - riiis is about one-half the total 

P^*I*nditim.s for capital projects, ope rat ions and 
PJJ^cein 1972, 

l 1 t^iY. r ^ IVt>artf:n ' >r ' t °* Transportation. User Charger, op. ett, 


•/in 

Vfc! 


I IV .*• 

< ^hu!rt' ramC (r ° m J97i Waterborne Commera 

‘•Ml ^ uu Amrtican Waterway Operator* Inc.. October 
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Tab tic 8.— Tons moving on the Inland Waterway System in the 
northeast region, 1978 
[In thousands) 


River district 

Tons 

Too-Mile* 

Allegheny. 

15,496 
38,624 
»l»,87? 
>43,070 
•60,746 
14,501 
>6.545 

1 80,447 
1,327,939 
>32.060.407 
8,330.420 
>11.615,718 
815.33. 
408,542 

Monongahet*. 

Ohio River.. 

Illinois Waterway.. 

Mi trissippi—North or 8t. Louis..... 

Kanawha River. 

JftlDM •••••• • • • 


* Includes both Improved and open channel portions. 

* Includes 29.000 Loos and 10.840.000 ton-miles oceangoing. 

* Includes 2 , 086.000 and unknown too-miles coastwise and lake wise. 

* Include* <29.000 tons and 13,896.000 ton-miles oceangoing. 

* Includes 713.000 tons and unknown ton-miles oceangoing. 

Source: 1971 hUand Waterborne Commeru Statist™ . (Washington. D.C.. American 
Waterway Operators. Inc., October, 1973). 

In supporting its projection, NWC estimated that 
such a fee would raise cost one mill per ton-mile, or 
2.5-50 percent for 150 billion ton-iniles of waterways 
traffic. Most of such increases would be reflected in 
higher rates. NWC also suggested that, for high-cost 
low-volume segments, as much as 50 percent of the mile¬ 
age would have to l)e closed. 33 While some of this ton¬ 
nage would cease moving and some would move by pipe¬ 
line, a major portion of the tonnage in question would 
move by rail. 

Attempting to recover capital costs as well as opera¬ 
tions and maintenance costs from shallow draft vessels 
only would raise average barge rates from 2.9 mills per 
ton-mile to an average of 4.54 mills per ton-mile, or an 
increase of 57 percent. This rate is only 1.5 mills less 
per ton-mile than rail’s unit coal train rate (in 1972 dol¬ 
lar value). Since water is much slower and seldom point- 
to-point, such a slight price differential would eliminate 
most of the barge operator’s advantage of low cost. 

Waterways could lose as much as 50 percent of the 
present traffic. 33 Much of the retained traffic would 1x5 
that on the lower Mississippi River, which lias a high 
volume of traffic and low operation costs. User charges 
per ton-mile on this segment, therefore, would be low. 
A disportionate amount of the waterway’s lost traffic 
would be in the Northeast Region served by the bank- 
nipt railroads. 

Thus, the federal government’s aid to waterways lias 
resulted in the northeast railroads’ loss of a major share 
of the approximately $400 million of ojx‘rating revenues 
of the Region’s barge ojierators. 

m The Impact of Waterway User Charges—An Industry r by-Industry 
Assessment. National Waterway* Confer*net*. Inc.. Washington. DC., 
19S8 a* cited In Depart mm t of Transportation, User Charges on Inland 
Waterways, op. off., pp. IV-I-2. 

“ Department of Tran*portation, User Charges on Inland Waterways 
(op. off.), p. IV-S, 4 and Table IV-I. If deep draft shipping tmlng 
tbe waterway* paid the toll*, the average Increase would bo 1.29 mill* 
per ton mile or an Increase of 45 percent In the Northeast Region there 
it little deep draft shipping, mo the higher average would be needed to 
recover full coat* If segment toll* were used. 
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Great Lakes-St. Lawrence Seaway 

The Great Lnkes-Saint Lawrence Seaway System is 
the third competitor to the midw est-northeast railroads. 
Modem freight transportation on the lakes began in 
1835 with the opening of the first Soo lock, although 
Chicago to Buffalo traffic predated the locks. The first 
century of Great I-akes freight movement was as often 
an intermodal complement to rail as it was a competitor. 

The opening of the St, Lawrence Seaway s< in 1959 
changed the pattern of Great Lakes freight traffic by 
giving ocean vessels dire«*t access to Great Lakes ports. 
Although tonnage moved on the Great Igikcs has been 
declining, an increasing amount of tonnage moves 
through the Seaway. In 1972 almost 54 million tons of 
cargo "docked through" the American portion of the 
Seaway. 1 * 

Of that, 30 percent was overseas shipments with the 
origin or destination being a United States Great lakes 
|>ort. Without the Seaway, virtually all of that freight 
would have moved by northeastern or Canadian rail to 
an wean port. Another 29 percent of the tonnage was 
freight moving between the United States and Can¬ 
ada ; ™ much of this market ot herwise might have moved 
by rail. Ironically, virtually all of the international ton¬ 
nage is moved by foreign flag vessels. 

The St. Lawrence Seaway Development Corporation 
(SLSI>C)* 7 manages the United States (lortion, con¬ 
sisting of 110 miles of the St. I^awrence ftiver and 
the Eisenhower and Snell locks. 8LSDC charges the 
only tolls levied on an American inland or coastal 
waterway. Toll receipts thus far arc sufficient to cover 
all operations and maintenance costs and contribute 
funds for retirement of construction debt, but not 
enough to pay interest. 

SLSDC borrowed $133.8 million directly from the 
U.S. Treasury for construction and major repairs.** By 
1970. after 11 years of o|x-mtion. interest deferrals 
raised the debt to $155 million. The Merchant Marine 
Act of 1970 forgave SLSIXVg $23 million in interest 
deferrals and eliminated all future interest payments.** 
Forgiven interest on bonded debt amounts to $4 million 
annually. If the interest deferrals are included, the 
total interest subsidy rises to $0.5 million annually. 

The St. Lawrence Seaway necessitated major rcnix- 
vations in Great I^ikes facilities to accommodate deeper 
draft ocean vessels. As w ith other waterways, the Great 
Lakes harbors, channels and locks are constructed, 

* The 81. Lawrence Seaway t» a Joint project of the rutted State* 
and Canada. 

« Department of Transportation. St. Lawrence Seaway Develop¬ 
ment Corporation, ft71 Annual Report, p. S. 

» fbiil., 1071 Annual Report p. 6. 

WA« noted by BL8r>C tn Its I97M Annual Report, SLSDC. though a 
federal agency, la really a member of the prlce~*NHnpetltlve tranaporta* 
tlon bu*tne*«. 

»Ibid.. 1909 Annual Report, p. 10 The SLSDC *01! has the authority 
to borrow an additional $6.2 million. 

• Ibid., 1979 Annual Report, pp. (1 and 19. 8LSOC paid $.17 7 million 
In Intercut prior to 1070. 


operated and maintained by COE. Navigation*] aids 
nr© provided by the U.S. Coast Guard. 

Between 1800 and 1970 the COE spent $291 million 
on harbor construction and $380 million on lock and 
channels. 40 The bulk of these expenditures has bwn 
since World War II, either in anticipation of or in 
response to the St. Lawrence Seaway. 41 Between 
and 1971, COE spent $25 million for harl>or renovation. 
Although COE construction costs decreased to 
million in 1972, operations and maintenance cats 
reached an annual $20 million. 42 

The Merchant Marine Act of 1970 also give the Great 
I.dikes the status of being the fourth U.S. sea coast. Such 
status qualified Great Lakes for the ship constructionj 
differential subsidy (SODS). 43 

The eligibility of the Great Lukes for the SCD8 
prompted a rush of orders for new’ ships. Between late 
1971 and early 1974, five new ships costing $67 million 
w’ere constructed. 44 At the then-prevailing SCDS rate, 
the federal government paid over $30 million in 2 
years—or about $15 million for 1972. 

Two Great I^akes shipbuilding yards have a backkf 
of orders through 1980. The SCDS on these existing 
orders could range as high as $142.5 million overthr 
next six years or an annual average of $24 million. Some | 
of these new ships will carry triple the tonnage of older | 
vessels and need no additional crew. To remain com¬ 
petitive, other shippers will undoubtedly n»od*nu$t| 
their fleets. Thus, SCDS could reach $50 million «•] 
nuallv by the end of the seventies. 

The new ships, built with federal money, aie all rail- 
competitive, especially the jumbo-sized 1,000-foot ves¬ 
sel. Howard Andrews, vice-president for marine wM 
ices, Hanna Mining Company, has been quoted as 
ing, “Even if shipping rates go up, the new ships w 
have an economic advantage over rail except perhapsj 
for the short haul." 45 

The Merchant Marine Act of 1970 also 
Great lakes operators for the 10 deferrals avaiU « 10 

*>Great Lake* Banin Comralwdon, Ortat Lake* |** 

Studp, Appendix C. Unpublished Table 09-17 InrlutK* 
million conatructlon loan for the SI. LnwTcnrv ^** 1Jr 
41 For Instance, the Indiana Harbor, reopened In ^ 

and enlarged to accommodate ocean ve**el» ni * ^ 

Annual maintenance coat of thla harbor la $222,w ** . 

expenditure]* occurred for the Soo lock* While the * M J* j 

ha« «pen I a total of $150.4 million for construction ol 
million of thme expenditure* were for the last two 
lock* which were rebuilt to handle ocean going tfMP l *„***/J 
n Df|iartmsbt of the Army. Corpa of Engineer«. I " • ^ 

t hief of Rngineert on Civil Work* AcHvWt*. Jot , 

by 1972 moot of the renovation* to accommodate 

were completed. ..^renr* 1® ^ * 

a The ahtp conatractlon differential pay* the d ^,,1 

an American built and a forelgn-bullt r**t»t* 

ahlpa engaged In purely domestic trade to t*e ^ kAT , th* < 
the United State*. Great Lake* shipping firm* «*■ Rr#B wit** 
of buying and operating vewwD under a fore»gi‘ . 
cabotage law. the Great I*ke* atyle vrasel could by tb . *** 

orcraeaa since mn*t venaeU are too long to h* 
locka. . X fa? |f, l^ 4 p 

•‘“The New Great I-nkca Fleet," Bntlne" Wr * ' 

•*/Md.,p. 40. 
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merchant murine ojionitors. Those* Great I^akes vessels 
mwnice Ix'twecn Canada and U.S. Groat Lakes ports 
nullified for the operating differential subsidy. The 
tax deferral benefits an<l tho operating differential sub* 
Mtlvarr described in tho “Ocean Shipping'* portion of 

this appendix. 

l)irc< t federal expenditures contributed $60 million 
in subsidies to Great Lakes sliip)>crs during fiscal 1972. 
Table 9. following, illustrates how these funds were 
allocated. 

Tabu 9— Federal ttpend&wn* on the Great Lakrt and the 
St. lAwrenet Seaway Syttem, fincat year 1972 


[til millions ol dollars] 


Project 

Army 
Con* of 
Engineer* 

U.8. 

Cowl 

Guard 

Maritime 

Admin¬ 

istration 

Total 

X«* otatraction . 

5,1 




Opniioaiod ir-,!'i’'uino9.. 

20.0 



25, 1 

XinpltaA aids ‘ safety and 






............ 

30.0 


20.0 

fl^owstnicUivn differential.... 


. 

15.0 

15.0 

Totsi. ^irq 


.. 

—————— 

flO.O 


1 bemti'd rouf h'.y at slightly let* than 10 perrrnt ol USCCi budget lor oil Corutal 
Hirtcfl tad Channel*. However a large portion of G8CG expenditure* ore lor 
Mritftd react* operations, ol which a major component is recreational craft 


After adding the federal interest payments on the 
bowk for the St. Lawrence Seaway, the total federal 
ii<l to Great Likes trade in 1972 was between $65 and 

fiO tuition. 

Aviotion Subsidies 

Since tlte Air Commerce Act of 1926, substantial fed- 
H al aid lias been given to the aviation industry. The 
friend government through the Federal Aviation Ad¬ 
ministration (FAA) operate the National Airport 
tod Ainvay System 44 and manages the federal grants- 
m-aid toairj>orts. 4t The Airport and Airways Dcvelop- 
I,v, 't and Revenue Act of 1970 established the Airport 
1 d Airways 1 runt Fund to finance improvements in 

* f Generally the Trust Fund covers capital 

f *]*nilihtiYs. but the operations and maintenance exists 
^covered by general revenues, 

^ Airway* Kyatrrn- involve a network of Hff- 
^ v»7k !i Ut fftrll,tlw » «*»d equipment. FAA ban 400 "control 
*! ***** * lr Irafllr during landing* and take-off* The control 
V* 20 *>nro«ite M control renter*, The "enronte cen- 

i*atv |in * p Wm,p °| for the tmer* of Flight ln»trument Rale 

*vi „ * " Ba 1 to *tl categoric* of aircraft. Other flight nervlcea. 
c tU fr*. nf,,rmtt * an *«d the filing of flight plana, are provided. 
frtf rr ' provide* matching "50 50 grant*" to local 

( ^^fopment of airport*. FAA olao own* Washington 
‘ Airport*. In 1072 the federal 

•Fatll fkpi million for the ilerelopment of airport*. 

*•** * * •*» Ai th( n .°* program* were funded entirely from general 

** wa« levied on passenger ticket*, there 

A l«i ah, , , revmne* to the cost of operating the Airways. 

* rW . 7,4 u 0,1 ***** fn ^- which after 1956 was earmarked 

0„ T , . Tn,B * Pond. Between 1926 and 1970. the 

ttwg tt, h* spproxlmately $9 billion on the Airway* 

' r *2.0 billion on jrntntn-ln-atri for airport*. 


The Department of Transportation developed a 
“cost base” of the Airports and Airways System which 
covers the period from 1966 to 1975, During this time 
federal expenditures (past and anticipated) for capi¬ 
tal improvements plus operations and maintenance 
totaled $10.8 billion. After allowing for the effects of 
amortizing capital costs over ten years, the government 
expenditures for aviation during the ten years amount¬ 
ed to $11.7 billion. 

Under this “cost base,” annual federal expenditures 
from 1971 to 1975 ranged from $1,135 million to $1,820 
million, while user charges recovered from $654 mil¬ 
lion in 1971 to $976 million in 1975. Thus the annual 
payments from general revenues to aviation ranges 
from $482 million to a high of $852 million. For fiscal 
year 1972 the federal government spent approximately 
$1,280 million on aviation. Of this sum, $706 million 
came from the Airport and Airways Trust Fund. The 
remaining $577 million caine from general revenues. 0 

The cost responsibility was allocated to each class of 
users of the Airports and Airways. The air carriers 
were assigned responsibility for 52.8 percent of the costs 
for fiscal year 1972, while general aviation was respon¬ 
sible for 27.8 percent of the cost base. In apportioning 
aviation cost- responsibilities among the users, the De¬ 
partment of Transportation study allocated 19.5 per¬ 
cent to the public sector to cover civil government and 
military use of the Airway System. If the federal 
government is ms|>onsible for this portion of the costs 
of the Airway System, 10 which in fiscal year 1972 to¬ 
talled $250 million, then the subsidy to the aviation 
industry was $327 million. 

Of the $706 million recovered from taxes for the Air¬ 
port and Airway Trust Fund, $633 million came from 
the air carriers and only $73 million came from general 
aviation. The study assigned the air carriers responsi¬ 
bility for $676 million and general aviation $354 million. 
Thus, air carriers paid 93.6 percent of their allocated 
share of 4*osts, hut general aviation paid only.20.6 per¬ 
cent of its share of costs. 41 

In the mid-1940\s, tin* Civil Aeronautics Board 
(CAB) authorized a group of local service carriers to 
give scheduled air service to smaller or isolated com¬ 
munities. Such carriers were given direct federal sub¬ 
sidies by CAB. From 1953 to 1970, at which time there 
were still nine local carriers receiving direct subsidies, 
the government paid local service carriers approximate- 

• Deparemain of Transportation. Airport and Airway* Coat Allocation 
Study, Part t. Report to Congre**. Washington. 8f|*lfinbfr 26. 1972. 
Table 5 and Table 11. 

•“Oihw Irdcral p)TcrniBPnt * turtle* done on rout* or allocation of rout 
re*ponalbllltle« .wed for thl* Ntudj did not aastgn portion* of the co*t 
to the public aector. 

M rV|mrtment of Tr*n*portatton. Airport and Airway Coif Allocation 

Study , op. cff. Table II. In flacal year 1972 air carrier* paid $707 
million Into the Tru*t Fund or 95.5 percent of their allocated »hare of 
coat* By flacal year 1974 thl* gronp was projected to pay $792 million 

In taxe* or 97.2 percent of allocated coat*. 
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ly $1 billion.” In 1972 CAR paid more than $67.3 mil¬ 
lion of direct subsidies to air carriers* Most of this was 
to the nine local carriers, though some Alaskan carriers 
also received subsidies.” 

There are additional Federal expenditures for pro¬ 
grams indirectly related to the operation of the Airway 
System. Most of these costs would be avoidable except 
for the aviation industry. These expenditures are for 
search and rescue operations, aviation safety and safety 
regulation, private use of the Department of Defense 
“joint use*' facilities and a small portion of aeronautical 
research. The cost of CAB regulatory activities is ex¬ 
cluded. The Federal expenditures for these “ancillary” 
or supporting programs were at least $190 million for 
fiscal year 1971. Thus, after adjusting costs for inflation, 
the federal government spent almost $200 million for 
these programs in 1972. 54 

Total federal expenditures for aviation in fiscal 1972 
exceeded $1.5 billion. Of that amount, $555 million rep¬ 
resented expenditures not covered by payments into the 
Airport and Airways Trust Fund and in excess of 
public sector costs. Table 10 illustrates how this amount 
was allocated. 

Table 10. — Federal expenditures for commercial aviation 

On Ktctss of Payment! from Trust Fund and After Allocation of Coats to U.8. 

Government Operations, Fiscal Yaar 1972) 


l Dollars In millions] 



Airport 
and airway 
system 

Operating 
to region 
camera 

Ancillary » 
programs 

Total 

Air carrion ... 

$45 

•57. S 

$108 6 

4217.9 

General aviation. 

282 


6X4 

337. 4 

Total. 

$27 

87.1 

181.0 

555. $ 


* The total coat respond hi lit y mu allocated among air cantos, general aviation, and 
the public at the sama percenter* used for allocating Airport and Airway System's 
cosL 


One other potential subsidy looms on the horizon. A 
provision of the Federal Aviation Act of 1958 author¬ 
izes CAB to subsidize a carrier in trouble if such carrier 
has been managed efficiently and honestly. To date only 
nominal grants have been made under this provision, but 
Pan American Airlines recently applied for a subsidy 
of $10.2 million per month. Though the request has been 
rejected, the precarious financial situation of some car¬ 
riers soon may make this a significant item. 

Ocean Shipping 

Since the country’s early days, the federal govern¬ 
ment has been improving harbors, policing free access 
and providing navigational aids. During fiscal year 

■ Prior to 2953 the auhaldy was Included In the amount paid by the 
government for carrying mall. 

*• U.H. Congreve, Joint Economic Committee, FtdtraS Hub tidy Pro¬ 
grams, 93d Congrra*. 2d Seaalon, October, 1974, p. 107 

••Department of Transportation, Airport and Ainray Cost Alloca¬ 
tion study, op eit. 


1972, Army Corps of Engineers spent almost $97 mil¬ 
lion on new construction related to coastal harbors and 
channels and an additional $137 million for operating 
and maintaining the coastal waterways. During the 
same year, the Coast Guard spent approximately $230 
million w for navigational aids, vessel safety, tnarineen- 
vironment protection and search and rescue. 

Beyond the costs related to the construction and main¬ 
tenance of a “right-of-way,” the federal government has 
given aid to our maritime industry unavailable toother 
transportation modes. By far the most significant help 
is the “operating differential subsidy,” M begun with the 
Merchant Marine Act of 1936. Since then over $3A bil¬ 
lion have been given to the American maritime indus¬ 
try. In 1972, U.S. operators received direct payments 
totaling $182 million.” 

The tax deferral subsidy is less tangible. Basically,« 
ship owner may deposit a portion of his earnings in a 
“reserve” fund for future capital expenses. Taxes on 
the monies in the capital reserve fund are deferred in¬ 
definitely. Though the actual tax amount must be paid 
at some future date., there is no time limitation for the 
tax payment and no interest charged on the tax defer¬ 
ral.” At the end of 1970, $649.3 million in tax deferred 
earnings were invested either in equipment or in an 
operators’ reserve fund. The Joint Economic Commit¬ 
tee has estimated the deferred tax payments as citing 
the federal government about $10 million per year, 
though it could be as much as $50 million per year by 
fiscal year 1975.” 

Table 11, following, lists the subsidies of direct bene¬ 
fit to American based shippers. The ship construction 
differential subsidy, often viewed as a subsidy to the 
maritime industry, has been excluded from this study. 
American ship operators engaged in foreign trade can 
buy equivalent quality vessels from foreign ship yard* 
at a lower price. This subsidy, then, is aid to American 
shipbuilding yards. 


"The $230 million U an arbitrary nambrr representing or** 1 
ant of CSCQ total expenditure* on tta "4" eoaat* ' 4 

tendlture*. the Great Lake* acem to represent somewHrr* "JL** 
tercent and 12 percent of total expenditure* for dc»p 1 p ^ ^ 
[)rer half of the USCG fund* are for search ami 0, * r4 |b#ff 

•rhleh a significant portion la related to recreational »*ra ^ ^ 

a no reavonahle way to allocate a A r food* between com 
recreational effort*. — .Mprlsi 

“The operating differential aotwldy 1* to fn ^ > ””^ rrnt , (>nA nred* 
irtnt to provide regularly ached a led aervlce over * n “ Amerirt * 

oute*. The subtldlea compensate for the higher co*t* <• u * ^ 

rew and operating an American owned Hag *ta*eL T . 
nbaidy vai United only to "cargo llnera" ftltofwf ^ 
tut now the •nbaidy la available for hoik veaael* wh c 
here la buatneaa. . M- 

ttt n a fAlnt KVsnnnmte C*omiultt»'C. t '‘ ,f ' ' 


grams. Op. CiL, p. 107. TO Tv.!Bin!lV<l *** 

"The dcacviptlon of tbi* tax deferral subsidy espittl 

For a fuller nndorvtandlng of the mechanism* of n« jepri^*' 

galoa. future reducilona of operating co*t» **•**,.£ t Mafitito 
tlon and no on, Gerald R. Jantscher, "Federal . * f*# grs- 

Industrle*." In U.B. Oongre**. Joint Economic Corn* in 

ncmics of Fcdtral Subsidy Programs, Part 0, 

Heudon. pp. 785-795. February 20. 1073. c^itoa. of- 

»/Wd.. p. 794 and C.8. Congreea, 93d Coofftr*« • 


p. 108. 
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Tabu: 11 .— Federal expenditure* for maritime aid, 
ffseal year 1972 

l In millions of dollars) 

i my Con* of Engineers: 

Construction - 1)6. 80 

Operation* nnd maintenance __ 136. 00 

r.H. Coast Guard— navigational aid* nnd talking no- 

tHtlM - 230. 00 

U.8. Maritime Administration—Operating differential 

roWdy_ 182. 00 

Internal Revenue Service—deferred tax payment* _ 10. 00 


TOtai--- 655. 40 

Likewise, cabotage laws, designed to assure that 
tndt' between American ports is limited to domestic 
operators has been excluded, Since a ship engaged in 
domestic trade must be built in America, it is again an 
lid to American shipbuilders. In practice, cabotage re¬ 
quirements have tended to make domestic coastal trade 
prohibitively expensive. 


Moss Transportation 

.Since the end of World War II, operating costs of 
®*® transportation lirms have been increasing more 
npidlv than revenues. By the mid-1960’s decreasing 
ridersiiip phis increased operating expense created a 
vicious cycle • service cuts plus fare increases leading 
to more lost patronage yielding still more service cut- 
ftrisaml with higher fares, etc. Between 1959 and 1970, 
S5private bus firms went bankrupt. 

r<»counterbalance this trend, the federal government 
initiated a capital grant program in 1965. The first 
3»*ars budget was small—only $60 million. These grants 
{i) ur ^ lln governments provided two-thirds of the cost 
ft project with local government funding the other 
^-fiiird. Projects included the purchase of private bus 
H *npanirs by public agencies, extending or building 
^ * rapid rail lines and the purchase of new equipment 
° r ! lls an( * ^pid rail operations. Total capital grants 
vomited to $735 million between 1965 and 1970. 

} r,wn Mass Transportation Act of 1970 gave 
I rban Mass Transportation Administration 




!(> " ^ 1 aut,mrit y to obligate $10 billion from 1970 to 
billion of capital grants have been ob- 
Wod to 16 n cities. Some funds may find their way 
1,1 ro ^ H fo help offset tlie deficit of commuter op- 
! 0n> ; *^ r l >r *“^nt theiv arc 16 commuter rail lines 
°IH*rated on taxed, privately owned 
. *"'h v - Because commuter rail operations were 
l Ul ^ orpm cntioned cycle, some states or urban 
njj r ^ ve ^toiled various contracts with the private 
F.ur, 1 equipment or increased service, 

*V S no * ^ 8U ® e * en ^ to covpr toe fully 

^imv i ° COf nmutcr rail operations. 
r* v V r * > in Transit program is relatively 

l Hn * lt,lres so far liave been slight, but they are 


increasing rapidly.* 0 For fiscal year 1972 UMTA had 
authority to commit $600 million and actually spent 
$510 million. 

The program has been limited to capital grants, since 
1973 on an 80/20 basis, but the Mass Transportation 
Assistance Act of 1974 provides a total of $11.8 billion 
for operating subsidies ami capital grants over the next 
six years. In fiscal year 1975 $300 million will be avail¬ 
able on & 50/50 matching grant for operating subsidy. 
By fiscal year 1980, $900 million will be distributed ac¬ 
cording to a formula which considers relative popula¬ 
tion and density. 

Additional highway program funds from both the 
Highway Trust Fund and from general funds may be 
used for urban bus and rail mass transit under limited 
conditions. For several years highway funds also have 
been available for various highway' public transporta¬ 
tion capital projects, such as parking facilities for 
transit. 
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APPENDIX | 


Selected Sources 


thii Appendix U divided Into two sections The first is n 
•Iftfed list of previously published Itooks and public documents 
** gtoeral background material In th* preparation of the 
PrHiainary Syxtem Han. The second section provides a lint of 
frpwtii prepared for U8RA by outside consultant* specifically 
for we in preparing the Preliminary and Final System Plans. 
R«iwe these reporta ore new additions to the literature of 
tnaspoftiticm planning, each report in described briefly. These 
***** represent only part of the information available to the 
A»vtitloa; they do not necessarily represent the views, policy, 
r conclonioiLH of the Association. In a few Instances, Anal 
c«nnltant report* have not been received aa of this printing, 
^ * beir Wor * product has been analyzed In preparing the 
teiaiimry System Plan. 

^ eoaiultam reports which are Identified by an accession 
fcahw e^g pb 239020, may be purchased through the Na- 
Twhnicai Information Sendee. Requests for copie* should 
*. *7 the accession number and Indicate the number of copies 

*>t>J Pin** enclose a check or money order made out to the 
Technical Inft>nnation Service and addressed as 
» '" J National Technical Information Service, 5285 Port 
* 41 ***• Sprtiigfleid. Virginia 22161. 

*** ** 0r d*red by Individual volume number or by 
u> x r ^ DUIDh<,r * documents may also be ordered from 
‘tionai lechnical Information Service on microfiche for a 
*** Breach 

ttlf literature and reports listed below may also be 
‘3 ro °® *103, United States Railway Association, 2100 
****«.aw.. Washington, D.C. 

***»« Publications 

r , ll Transportation Review Organisation. The 
ir , ^ 41 ' lrr ** d rnd ** f *V. A Prospr^tus. Washington DO. 


Association of American Railroads, Bureau of Railway Eco¬ 
nomics, Statistic* of Railways of Class /, Washington, D.C.: 
Serial. 

Association of American Railroads. Yearbook of Railroad Facts 
Washington, D. C.: 1974 Edition. 

Chief Engineer’s Advisory Group, Report to the Department of 
Transportation, Roadway J/afafcmmcc and Rehabilitation 
Plan—Penn Centro* Transportation Company , December 11, 
1974. 

Randy Railroad Atlas of the United States. New York: Rand 
McNally and Co.. 1973. 

Joy, Stewart. The Train That Ran Away. London: Ian Allan, 
1973. 

Kahn. Alfred E The Economic* of Regulation: Principle* and 
Institutions . Volumes t and 2. New York: John Wiley A 
Sons. Inc., 1970. 

Kennedy. John F. President of the United States of America. 
“Message Relative to the Transportation System of Our 
Nation,” The White House, April 5. 1962, 

Locklln. Philip E. Knoaomlc* of Transportation. Homewood, 
Illinois: Richard D. Irwin. I960. 

Meyer. John R Merton J Peck, John Stenason, and Charles 
Zwlck. The Economics of Competition in the Transportation 
Industries. Cambridge Massachusetts ■ Harvard University 
Press, 1964. 

Nelson, James C. Railroad Transportation and Public Policy. 
Washington. D. C.: The Brookings Institution. A'pril, 1959. 

The Official Guide of the Railways and Steam Navigation Lines 
of the United State*. New York National Railway Publica¬ 
tion Company, serial. 

The Official Railway Equipment Regi*ter , Vol. 90. No 3. New 
York: National Railway Publication Company. 1975. 

Special Court, Regional Rail Reorganlnation Act; Decision of 
September 30. 1974; Nos 74-6 to 74-12. 
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Task Force on Railroad Productivity, Final Report to the Na¬ 
tional Commission on Productivity and The Council of Eco¬ 
nomic Adviser*, Improving Railroad Productivity, November, 
1»73. 

United States of America, ct aL v. Connecticut General Insur¬ 
ance Corporation, el al .. Regional Rail Reorganisation Act 
Cases; United States Supreme Court, Slip Opinion of De¬ 
cember 16. 1974. 

U. 8. Congress. House. An Act to authorise and direct the main - 
frounce of adequate and efficient rail service m the Midwest 
and Northeast region of the United States, and for other 
purposes. Pub. L. 93-236, 93d Cong.. 1974, H. R. 9142, 
l!,8. Congress. House. Committee on Interstate and Foreign 
Commerce. The Regional Rail Reorganisation Act of 1913. 
H. Rept No. 93-620. To accompany H.R 9142. Washington: 
1973: 93d Cong. 1st sess. 

U.S. Congress. House. Regional Rail Reorganisation Act of 1913. 
Conference Rej>ort No. 93-744. 93d Cong.. 1st sow.. 1973. To 
accompany H.R 9142. 

U.S. Congress. Senate. Committee on Commerce. National 
Transportation Poling. S. Rept. 44.%, 87th Cong.. 1st sea*.. 1901. 
U.S. Congress. Senate. Committee on Commerce. The Penn Cen¬ 
tro l and Other Railroads . Committee Print. 92d Cong., 2d 
sess., 1972. 

U.S. Congress. Senate. Committee on Conference. Conference 
He 1 port No. 93-664. Regional Rail Reorganisation Act of 1913. 
To accompany H.R. 9142 93d Cong., 1st ness., 1973. 

U.S. Congress. Senate. Regional Rail Reorganisation Act of 1913. 
Committee on Commerce. Committee Rept. No. 93-601. 98d 
Cong.. 1st nets,. 1973. To accompany H.R 9142. 
tl.fi Department of Transportation. Rail Service in the Mid- 
i rest and Northeast Region , Vol. I and Voi. II parte 1 and 2, 
1974. 

U.S. Department of Transportation. 1912 National Transporta¬ 
tion Report. Washington. D.C.: 1972. 

U.S Department of Transportation, Northeastern Railroad 
Prtibtem. March. 1973. 

U.8, Department of Transportation. Proceedings. NgmpoWum on 
Economic and Public Factors Influencing lAght Density Rail 
Line Operations. Colorado: 1973 

U.S. Interstate Commerce Commission. Bureau of Transport 
Economies and Statistics, Transport Statistics in the United 
States (before 1964 entitled Statistics of Railways in the 
United States), KM(U1966. 

U.S. Interstate Commerce Commission, Rail Services Planning 
Office, Evaluation of the Secretary of Transportation's Rail 
Services Report 1974. 

U.S. Interstate Commerce Commission. Rail Service* Planning 
Office The Public Response to the Secretary of Transporta¬ 
tion's Rail Services Report. Volumes 1 and II. 1974. 

Consultont Reports to USRA 

Inventory and Assessment Project for Rail Service in Midwest 
and Northeast Region, Bechtel Incorporated, 50 Beale Street. 
San Francisco. 

Bechtel Incorporated and five associate contractors, whose 
report* are described below, conducted tt general inventory of 
the fixed plant of the railroads in reorganisation. These con¬ 
tractors examined the general physical condition of the plant, 
identified the rehabilitation work necessary to bring the rail 
sy stem*to a specified condition, and estimated the coats for such 
rehabilitation. In addition, the accuracy of the existing railroad 
records was reviewed. The total Inventory* Is serving as a basis 
for developing a rehabilitation work plan. 

Bechtel Inc. also served as the Technical Direction Contractor 
to coordinate the activities of the associate contractors. 


The railroads in reorganisation were divided Into six sectioog 
each to be inventoried by a contractor, as follows: 

Bechtel Incorporated , inventoried the eastern region of flit 
Penn Central system, located in parts of New York. New Jerwy 
Pennsylvania and Maryland; the Metropolitan Region, located 
In New York and Connecticut; and the PennyyivanJa-Rradin 
Seashore Line. 

DaltonDalton-Little-N cirport, 7815 Wisconsin Avenue, 
Bet head a. Maryland, inventoried the central division of tie 
Penn Central, located in parts of Ohio, Pennsylvania, Net 
York and West Virginia. 

Delxmw, Cather and Co ^ 1030 15th 8treet. N.W., Suite 96K 
Washington, D.C., inventoried the Cleveland division, Canada 
division and the northeastern region of the Penn Central, located 
in part* of New York* Connecticut. Massachusetts and Ontario. 
Canada; 

Morrison-Knud son Co., 319 Broadway, Boise, Idaho, Imrra- 
toried the southern region of the Penn Central; 

R7*V\ Inc., Griffith Towers Bldg., King and Charlotte Btrw? 
Pottstown, Pennsylvania, inventoried the facilities of th»* Read¬ 
ing. liChigh Valley, Lehigh Hudson River and the Central of 
New Jersey; 

Sverdrup d Parcel and Associates, Inc,, 800 North 12th Boule¬ 
vard, 8t. Loo!*, Missouri, inventoried the western and northern 
regions of the Penn Central and the Ann Arbor. 

An Rnvirrmmental Assessment of the Potential Effects cfilt 
Railroad System Plan, Rattelle Columbus laboratories, 506 Kln$ 
Avenue, Coiambus. Ohio. 

This study assesses the environmental effects of the railroad 
system plan for the region. The study includes an merries of 
the potential environmental problems, an environmental 
raent of the railroad system's effects and reovimmendi ticca 
subjects for continuous assessments. Tills study will hr ec«- 
pleted In May. 1975 and will tie referenced in th» Final Syatea 
Plan. 

An Economic Model for the Railroad Induttry Chaw Rruoo 
metrics Associates, Inc., Bnla Cynwyd. Pa., IMsuber lW 
< NTIS Accession No PB239020, $5.75). 

This study analyses unit priev development * affecting the nil 
Industry on an annual basis to 1985. The contractor gromtH 
long run-national macroeconomic and regional Kvnomic fa** 
cast* and develops econometric equations to forecast rahroad 
unit costa. 

Analysis of Community Impacts Resulting From Iam* *1 J 
Service, Consad Research Corporation. 121 North Highland 
nue. Pittsburgh, Pennsylvania, October 1974. (NTI8 Aw ***j? 
Numbers: Volume I—PB239034, $5.25; Volume IT B® 23 ™ 
$5.75; Volume 111 PB289036 $5.26; Volume IV 1*8239037. $W» : 
(Complete Set PB2390®t -«ct. $1800). 

This four-volume study describes a method for estimating 
community impacts of the loss of railroad freight «erricf 
study documents methodology develop*-*! for r*tlmat:n* 
munlty Impact and presents the results ttf ^ 

methodology to twenty communities. Included In the f 
guidebook designed for state and community use in ^tinia 
impacts on potentially affected oommunltieh 

Criteria for Line Retention, ConsMd Re^enrct) < 

121 North Highland Atmiiu*. Pmaimrgh. Prowl''*"** 

■ry 1W5. <NTI8 Accradoa No. PB239011. *10.00 ) 

This study develop* economic criteria for ^ nnit< 

viability of line segments under analyst iu I 
The study Identifies applicable costing technique* ux.d 
supporting rationale for each criterion fleeted < Ttf tyat^ 
was given to approaches to forecasting brand) 
revenue allocation criteria and alternative ^ 

overhead traffic divertiblc to other rail line* If nritH 
an* not retained. 
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(VfroJJfrf Transfer a* a Rest rupturing Mrrhanism, Econom¬ 
ic and Science Planning, Inc.. 1200 l$th Sr. N.W., Washington, 
I,, Janus nr 1973. (NTIS Accession No. PB 23918. $7.00.) 

t\is ftudy develops the economic, social and environmental 
cvn*qinace* of reorganizing the railroad* by controlled tnuiK- 
ttr* Tbe *tndy explores the consequences of a controlled trans¬ 
fer rvofttniaarion to establishment of a single Consolidated 
Biil Corporation. The legislative and regulatory changes nec- 
SMry, the problems of timing, manner of bidding and condl- 
D;«of nJe are nl»> erplored. Included in the study are recom* 
a#oiM combinations of potential bankrupt rail properties and 
mtoflti. 

of Office?/ Jfatntenanrr Problem* amt Analysis of Capi- 
fil K/pcwiffure Proposals . Thomas K. Dyer. Inc., 1972 Massa- 

Avenue. I>*>xlngton. Mass 

This *nidjr identifies maintenance needs and costs on key 
nil facfiltk* and lines and analyses major capital exiiendlture 
jmpmaU Tin* contractor assisted In the preparation of an 
ee»iolf overview of maintenance-of-way program planning. 
Tntrkw Rights Costing Study. Thomas K Dyer, Inc M 1762 
Avenue. Lexington. Mass. 

This Htwly identifies and quantifies the full economic Impact 
*trainee rights agreements upon the participants. The study 
«tw*1 saving- realized by tenant and/or owning railroad, 
taeurred from handling tenant traffic and development of 
of assessing charges. Prom these findings the con* 
fnrtor developed a set of standard costa and appropriate 
Hurt?* for main line train operations. This study will be com* 
In May. 11173 and will be referenced In the Pinal System 
Bin 

tftir/v of Rail Posimger Service in the Northeast and Mid- 
*** Harbridge House, N. Arlington Street, Boston. 

VftftKtawttx. 

TM» itudy a*wessea the scope, quality and needs of rail pa*- 
•■n'lce lu the Northeast and Midwest region. The con- 
bvtnr analyze? the movement of passengers in the regions 
ia4 kfenUflc* short-to*medium distance corridors which would 
*xjbstantiallv from Improved high speed service. TT8RA 
no* request n final report of this study. 
r Ri Yard Classification Planning Project, R. L. Hines As* 
*****> h ** 1080 15th Street. N.W., Washington, D.C., Janu- 
lfT UC| (NTIS A*‘«v**lnu No. PR2390CU. $3.75) 

rtu ‘*7 analyze* selected yard operations, including hnn* 
J** of inl»ntm<J/out-bound trains. Interchange and transfers. 
J' v [Janning procedure* and operating and managerial con- 
Thr nmtrartor developed the maximum throughput of 
** <! * r51 for each of several terminals and yards premised 

r^^nable upgrade and expansion of existing facilities. 
^ of Railroad Operated Ferry and Lighterage Opera- 

J*‘ V T Kearney, Inc., 100 South Wacker Drive, Chicago, 
*' U Jrtmuir L 1975 *NTI8 Accession No, PB 239029. $7.50) 

1 study pr«*Hrnfi a preliminary analysis of the marine 
, * ^ of th * railroads in reorganization and examines a!- 
'<* approaches to meeting the transportation needs of 
ha ***** n °* 9Knw ^ study deals with the Ann Arbor 
rj!r QQ Luke Michigan: the Penn Central car- 
r/ v ( *** v,r *1nia to Norfolk. Virginia; and the 

krlx r • ! r 1>fnn c * ntTa l carfloat operations from New 
■ Brooklyn. I n addition, the contractor analyzed lighter* 
la New York Harbor. 

c Cn,r Pririno PMIosophp for the Consolidated Rail 
t-h.! ' * ^ T 100 South Wacker Drive. Chicago, 

prop,)w * an ln ^rtm pricing strategy and an ap- 
^ Com * >rtc * n * Philosophy for the Consolidated 

1 j^ t ' r ' rlotl The contractor reviewed various theories 
economic* aod the Impact of regulatory economics 


ou the development of pricing strategy; conducted cost and 
marketing analyses; measured the price sensitivity of com* 
modity and origin destination groups and developed traffic/ 
revenue estimates. Additionally, the contractor developed a traf¬ 
fic/ revt*nue simulator to test the impact of various price In¬ 
creases In a variety of configurations. 

Community Imparts of Abandonment of Railroad Service. 
Puhlic Interest Economic* Center. 171-1 Mss«ichuse<ls Avenue, 
N.W., Washington, DC.. December 1974. (NTIS Accetodon No 
PB 239030, $7,501 

nils study provides an overview and analysis of the problem 
of track abandonment. Including its economic and social impact, 
and tlie development of a basic model relating rail abandon¬ 
ment to income and employment levels In affected communities. 
The study was devetos*d from nationally available data using 
the county as the community structure. 

Ait Economic Overview of the Consolidated Rail Corporation 
Reehle Associates. P.O. Box 1436. Havemeyer Place, Green 
wich. Connecticut, August 1074. (NTIS Accession No. PB 239025. 
$4.25) 

This economic overview study Identifies the principal problems 
to lie overcome by ConRait if it is to become n self-sustaining 
operation, and the npport uni ties bo improve mil service tttid 
earnings. The study deals with specific marketing, operating and 
investment, problems that need to be resolved and makes recom¬ 
mendations for achieving profitability. 

An Interim Pricing Strategy for Con Rail, Roeble Associates, 
P.O. Box 1436. 12 Havemeyer Place, Greenwich. Connecticut. 
January 1975. (NTIS Accession No. PB 239(M0, $3.25.) 

This study proposes a pricing philosophy for the Consolidated 
Rail Corporation. The study analyzes thp merits of the various 
types o< short term price increases In terms of general rate In¬ 
creases, commodity Increases, terminal surcharges and region 
Runrharges. An estimate of the traffic diversion under each 
arrangement is presented and the uet profit for each alternative 
calculated. 

A Study and Plan—ConRail Ri-Modal and fnlerifodat Opera¬ 
tions, Reehle Associates. P.O. Box I486, 12 Havemeyer Place. 
Greenwich, Connecticut. Jnnnnry 1975. (NTIS Accession No. 
Volume I -PB 23903H, $5.25: Volume II-PB 239039. $4.25 ) 

This study reviews the Intermndel problems of today and de¬ 
fines prospects for the future. The study covprs the historical 
development of Intermoctal operation* and identifies economic 
and organizational problems and opportunities. Fmm these find 
ings, the contractor developed jdiort and long range alternative 
plans based upon recommended changes ami adoption of certain 
operating concepts. 

Freight Transportation, Futun* Modal Competitiveness, Ree 
ble Associates. PO. Box 1436. 12 Havemeyer Place. fSreenwlch, 
Connecticut. February 1975. (NTIS Accession No. PB 239219. 
$3.25.) 

This study examines rail, truck and barge transportation in 
the Region in light of current and projected future programs 
of various governmental bodies and changing technology. The 
study reviews current and future government programs and 
analyzes their influence. Similarly, changes in technology were 
reviewed and an analysis made of the impact of these changes 
on productivity. After quantifying the effect of these changes, 
the contractor developed a cost model for alternative operating 
configurations. Tlie contractor’s study also includes a market 
share analysis and Identification of opportunities for securing 
additional rail traffic through Improved service 

.4 Study of Economics of Intcrrail and Intcrmodal Competi¬ 
tion in the Region , Simnt, Helllesen A Efchner. Inc.. 345 Boyls- 
ton Street. Newton Center, Massachusetts, Fehmary. 1975. 

This study analyzes the economics of railroad competition In 
the Region and Its relationship to freight transiiortation by 
frocks and barges. The contractor reviews the literature on 
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the economic* of competition and prepare* an annlysis of the 
presumed benefit* of competition, A seminar with shipper* was 
conducted and an analysis of their views on competition w*as 
prepared. The contractor also evaluated the competifive ef¬ 
fects of different possible ways of organixlng rail service In the 
Region. 

Economic Study of Altfrrnatiec Modes for Rail Traffic and 
Their Costs, Wilbur Smith A Associate*, 1100 Connecticut Ave- 
nut-, Washington, D.O. (NT1S AccmiUon No. I-rf 330032, *&50) 

This ia an economic study of alternative modes for rail traf¬ 
fic and their relative costs. Including the social and environ¬ 
mental costa. The study summarises the problem of diverting 
rail traffic to alternative modes, discusses the prospects for sub¬ 
stituting different modes while preserving competition and de¬ 
scribe* the principal factors affecting comparative costs of the 
several modes of transportation. 

Study of Blocking and Trai* Operation* Manning, Stanford 
Research Institute. 333 Ravenswood Avenue, Menlo Park, Cali¬ 
fornia. 

This study of blocking and train operations planning In¬ 
dudes development of detailed Integrated yard, train and main 
line operational plan* For various potential networks, the 
contractor develop* a blocking and over-the-road train operat¬ 
ing plan; a description of significant caj»aclty and/or o|icrat- 
ing constraints: the result* of each Wsn (senice, operating 
statistics and oiierating cost) : recommended facilities change* 
(their cost, expected benefit* and time to Implement); and 
commentary on the relative strengths and weaknesses of the 
plan. There is no written report; the work product is in the 
form of computer printouts. 

Freight Car Planning for ConRa •!, Strong, Wlshart A As¬ 
sociates, Inc.. 30 California Street. San Francisco, California. 


January, 1975 (NTI8 Accession No. Volume 1-PB 23k£I 
*5.25; Volume 1I-PB 23902* $7.00) 

This study examines methods of Improving equipment unij. 
ration within various network configurations ami tbt 

magnitude and Impart of the indent ia I improvement. Ir>dodHi 
in the study is an examination of whether additional freight 
cars are needed and whether car repair or building capaoty 
should be increased. The contractor define* alternative itnt- 
ogles for meeting nir rentalrement needs and main* rma- 
mendatlons on effective options. 

Appraising the Viability of ConRnil . Strong Wlshart k As¬ 
sociates, Inc.. 50 (California Street, San Francisco, California. 
August, 1974 (NTIS Accession No PB 2390C0, *5.75> 

This study Identifies the principal operating, run rlfc-tin* and 
Investment problems to be overcome for Con Rail to iaprw« 
rail service and earning*. A financial planning model U wd 
to project operating and financial result* for ConBaU nodrr 
varying network assumption* and operating plans tein* testtd 
The study further describes a detailed approach to piannior 
ConRail operations with a view toward achieving OooRai! * 
nancial self-sufficiency. 

Forecast of Traffic and Revenue t$H±4BSQ. Tempi#, Ratter 
A ftloane. Inc*., 15 Walnut Street, Wellesley Hills. Magneto 
setts, October 1974. (NITS Accession No. Volume I PB 239022. 
*0J£5; Volume II- PB 230023. **50; Volume HI PB 239024, 
*5.75; complete set- PB 239021-^et, *ia00) 

This study analyses present and projected trAtlk find rermo« 
in the Region Trom 1974 to 1980 and through The cos- 
tractor devcki{»ed tw'o forecast* -the first based on the preseiii 
level of physical plant and the second based on the valua® 
of tonnage and revenues that could be refilled if «pRa! nnt 
invested to upgrade facilities and service dgnlflcaatly. 
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The Preliminary System Plan has been divided into two volumes. 
Volume I contains the full presentation of the Preliminary System Plan 
except for detail on several issues relating to USRA’s local-service, light- 
density line analysis. Volume II deals exclusively with the light-density 
line issue, and the material in Volume I pertaining to light-density lines 
is repeated in this volume. 

Volume II is composed of Parts 5 and 6 of the full report. Part 5 
includes the following: 

Chapter 16, The Problem of Light-Density Lines 

This chapter discusses the light-density line issue in detail, with 
particular emphasis on the potential impact upon shippers and com¬ 
munities in the Region. In part, this chapter includes text found in 
Chapter 7. 

Chapter 17, Light-Density Line Study Procedure 

This chapter defines the method used to compare the costs of providing 
safe and efficient rail service with the actual revenues from existing or 
projected traffic over each branch line. 

Chapter 18, Railroad Marine Operations 

This chapter explains the methods used to analyze car-ferry op¬ 
erations which, in essence, were considered as light-density branch lines 
and subject to the same analytic procedures. 

Part 6 includes the following: 

Appendix J, Community Impact of Rail Sendee Abandonment 

The Public Interest Economics Center, under contract to L/SRA, 
considered the relationship of curtailed rail service to job losses and 
associated increases in unemployment and community benefit costs m 
the Region. This Appendix summarizes the way these economic effects 
were analyzed at the individual county level. 

Appendix K, Line-by-Line Analysis and Recommendations 

This Appendix presents information gathered from railroads, 
shippers, public officials and the general public which was the basis 
for recommendations for inclusion of specific light-density line segments 
in the ConRail system. 
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The Problem of 
Light-Density Lines’ 

A review of the history of raU service in the Region shows that in 
early years the rail industry was dominated by local, short-haul, traffic. 
In more recent years, however, as local and regional characteristics began 
to shift, the rail system lost valuable traffic to alternative, modes, primarily 
trucks. Ultimately, some rail lines which at one time were self-sustaining 
could no longer generate sufficient traffic and produce adequate revenues 
to contribute financially to the system. 

The 98rd Congress, in composing the Regional Rail Reorganization 
Act of 1973, endorsed a two-pronged approach to restructuring the bank¬ 
rupt system: create a financially self-sufficient, for-profit, private corpo¬ 
ration (Title III) and maintain essential, but unprofitable, services 
through a program of rail service continuation subsidies (Title IV). 

It was apparent during Rail Services Planning Office public hear¬ 
ings in 1974 that the abandonment of light-density, unprofitable branch 
lines would have detrimental impacts. The magnitude of such impacts is 
difficult to measure -especially if the measurement is prospective rather 
than historical. Based on preliminary analysis, the Association believes 
that subsidization can ease some of these effects. The total subsidy figure 
(both federal and local share combined) will not exceed the funding 
authorized in the Act for the first two years of ConRail’s operation. 

1 A major portion of thin chapter alao appears a* Chapter 7 In Volume I. 
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This chapter discusses the light-density issw in detn :r U :’tulv^ 
the potential impact upon shippers and communities in the Region VSR\ 
has attempted to protnde the data and the tools necessary far cominun^i 
to assess the effects of discontinuance of rail sennee or diversion to alUr- 
nate modes. The chapter also jnesents the alternatives for states, Iced 
jurisdictions and private industry to consider in dealing with light, 
density lutes. 


Of all the issues raised since Congressional enactment 
of the Regional Rail Reorganization Act of 1973, none 
has been the subject of more discussion and debate than 
the future of the light-density or branch-rail lines. 

The Department of Trans port at ion Report was issued 
on February 1, 1974. It labeled 15.575 miles of t he 
miles of track it studied as potentially excess. Since that 
time, the testimony of the public at the RSPO hearings 
and the January 10, 1975, RSPO comments on the Re¬ 
port focused on the light-density line issue. What is the 
problem, and what are its dimensions ? What is the solu¬ 
tion in the Preliminary System Plan, within the limits 
of the Act ? 

Light-Density Lines in Perspective 

At the time of the original rail construction in the 
Region, trackage networks of individual railroad com¬ 
panies were small—designed to meet the real or antici¬ 
pated requirements of a limited area. Track connections 
were built almost at random between communities to 
facilitate the flow of goods and to permit competition 
with other railroads. There was no overall regional 
design to the rail network. Local service and local 
traffic flows dominated the business. 

The Nation's population, industry and commerce 
were concentratcnl in the area l>ounded by the Missis¬ 
sippi River on the west and the Ohio River on the south, 
and consequently the rail system was far more compre¬ 
hensive in the Midwest and the Northeast than in the 
rest of the country. 

Even before the maximum system size was attained 
in 1916. the composition of rail sendees was changing. 
As natural resources in an area were exhausted, or as 
production locations shifted, or as-anticipated demands 
for certain services failed to materialize, the need for 
rail service changed. Thus, even though there w*as 
growth in the overall mil system, service was l>eing 
withdrawn from some areas. 

The industry’s rapid unplanned expansion and over- 
extension created many lines wdiich never were economi¬ 
cal. hut of far more significance to unprofitable opera¬ 
tions have been the technological development of alter¬ 
nate modes of transportation, the shifts in production 


and distribution technologies or locations and shifts 
in the final demand for goods and services. Often these 
factors moved together. 

Development of the motor-carrier industry, for ex¬ 
ample. reflected improvements in the basic technolapr 
of that form of transportation (including the construe 
tion of modem highways), and produced shifts in loca¬ 
tion of economic activity to suburban areas and rapid 
growth of light manufacturers and services relative to 
heavy manufactures and mining (see Chapter l). 
Similarly, pipeline operations achieved large increisw 
in technological efficiency during the shift from coal to 
petroleum fuels and produced the relocation of much 
economic activity from the Northeast to the Gulf states. 

A major factor was the extensive development of in¬ 
land waterways which diverted from rail services i 
large volume of hulk products. As a consequence of 
these changes, traffic which had been carried almost en¬ 
tirely by the rail industry was captured by competitive 
modes, causing readjustment problems for the North-! 
east and Midwest Region in particular. These ftindn 
mental, structural changes are continuing today. 

The rise of the tnicking inode is of greatest impor¬ 
tance with respect to intemiodal competition and de¬ 
mand shifts and their impact on light-density line* 
As the railroads themselves had once been a revolution 
ary force in facilitating the development of previous? 
inaccessible areas, the development of modern | 

and the motor-carrier industry has revolutionized t 
transportation patterns in the Region. The inipr 0 '^ 
ment of tt fnrm to market” roads and the highway n< r 
work generally made agriculture ami small nianu 
turing less dependent upon small rural communities*® 

their rail lines serving them. i^mr 

Traffic originating from these communities * ^ 
more suitable to trucking than rail service. ° 
lines in agricultural areas were left with «*’ 
other than onee-a-year movements of crops. 
improvements also promoted a vast inerww J n I ^ 
auto ownership and resulted in the virtual < 1N *I 
once of local rail passenger service. ^ 

Improved highways and the rise of <h< 1 ^ 
rier industry permitted decentralizei° n 


328 





9669 


nHan-bascd commerce. Heavy manufacturing and ship- 
pi^ activities had clustered around rail facilities lo- 
iattd in the central city, but the development of effi- 
cifot motor ■'arriers and modern highways accelerated 
aupation of industrial activity and population from 
dtv centers to the suburbs and from the Northeast and 
Midwest to the South and West. These relocations often 
jtduced the distance which commodities had to move, 
thereby enhancing the ability of motor carriers to com- 
pete effectively for the traffic. 

Redundant rail capacity has resulted, too, from 
changes within the rail industry itself. One. factor was 
direct increases in capacity brought about by such im¬ 
provements as centralized traffic-control systems, auto¬ 
mated yards, larger freight cars and more powerful 
locomotives. Another factor is that reorganizations of 
the industry--in particular, railroad mergers and 
traffic reroutings—made some trackage unnecessary. 

The industry has sought lower unit costs through bet¬ 
ter utilization of equipment and economies of scale. 
Mergers were undertaken to attain the traffic levels 
and system size thought necessary to realize these ccon- 
couea Mergers, particularly when they involved par¬ 
allel nil carriers, presented opportunities to down- 
pade or retire one of two main lines, plus internally 
redundant feeder and branch line systems that were an 
amalgamation of the lines of the merged entities. Traf- 
5c rerouting and service restructuring often eliminated 
the economic justification for what had been main and 
wondary lines. 

In sum. the Region’s rail system has long faced a 
tnnsition problem of substantial proportions. Rail lines 
which at one time were self-supporting have been left 
with inadequate traffic and revenue. Many such lines 
iwinin today, still draining the financial and competi¬ 
tive strength of rail carriers. 

Aoilroods Try To Adjust 

Railroads have engaged in a number of practices to 
Must to the redundant capacity which developed from 
* processes of the past and which continue today. 

efforts include service reduction, deferral of 
^ntenance, internal cross subsidies and the abandon- 
®*fit of lines. 

fofartion of sert'ice is an almost automatic—albeit 
lagged response to a decline in traffic. Train 
v. Really is scheduled; those schedules are 
i after traffic declines are noted and identified 

^P^nanent The effectiveness of this approach is 
‘ tW ° * aotors * First, service reductions may 
to J 1 * ^ * orc * n £ sonic of the remaining traffic 
C * TT ’ a ^' thereby further eroding the financial 
1011 the line. Second, limited service reductions 
^plt in only minor savings. 

1 **®nitic roa ^ wa y w&ntenonce also tends to be an 
* Hit response to a decline in traffic, 


especially when the carrier’s earnings are low. Reduc¬ 
tion in roadway maintenance levels reduces operating 
expenses in the near term, with little or no impact on 
revenues in the short run. This process can be called 
gradual disinvestment. 

Railroad profits closely follow general trends in the 
economy. Since internally generated cash flow is almost, 
the only source of funds for maintenance-of-way, it is 
general industry practice to defer maintenance during 
periods of low earnings and to try to catch up when 
earnings arc high. When maintenance is deferred for 
long periods and when the level of catch-up mainte¬ 
nance fails to equal accumulated deferrals, the basic 
plant deteriorates, and the ability to provide service is 
reduced with a consequent adverse effect on revenues. 
The cycle tends to be self-generating and, if continued 
long enough, facilities deteriorate until safe operation is 
impossible without improvements to the plant. 

By definition, wherever a continuing service fails to 
cover its costs, an internal cross subsidy results (see 
Chapter 2). Deficits produced by such services are off¬ 
set by higher rate levels on other services or by erosion 
of shareholders’ equity. Cross subsidies can be justified 
only where the service being supported is likely to 
revive and return to profitability in the near term. 
Prolonged cross subsidy benefits neither the carrier nor, 
obviously, other shippers who must pay higher rates. 

Deferral of roadway maintenance results in an ero¬ 
sion of shareholders’ equity and can be maintained 
only for a limited period if the investment base is to be 
maintained. Continued erosion has a dual adverse effect. 
First, erosion of the equity inevitably affects the ability 
to provide service. Continuing erosion has an impact 
first on the secondary lines and services and then on the 
primary facilities, such as heavy-density main lines. 
Second, lower profit levels associated with cross sub¬ 
sidies will raise the carrier’s cost of capital and limit 
its ability to replenish and revitalize the eroded invest¬ 
ment base. 

The final course of action available to a railroad is 
abandonment . Since 1920, the Interstate Commerce 
Commission has had authority to control the abandon¬ 
ment of rail mileage. The abandonment procedure in¬ 
volves the preparation and submission by the railroad 
to the ICC of an application containing information 
j>ertaining to the line and the size of its reported def¬ 
icit and the carrier’s financial ability to bear the loss. 

The ICC may hold public hearings on the proposal 
before weighing the evidence and deciding whether 
retention of the line meets the test of “public con¬ 
venience and necessity.” Since passage of the National 
Environmental Policy Act of 1969, and as a result of 
subsequent court cases, the ICC must also prepare an 
environmental impact statement on the abandonment 
decision (see Chapter 11). 
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Ail inadequate and protracted adjustment process 
hurts the shippers and communities served as well as 
the carriers. Declines in the quality and quantity of 
rail service and increased cost and rate levels speed 
the process of industry outmigration and limit the 
ability to attract new industry. This, in turn, gradually 
affects the individual community and its population 
and employment base. These effects are considered in 
more detail in the latter part of this chapter. 

Service Discontinuance in the Past 

The filing of abandonment applications has l>een 
cyclical, reflecting carrier earnings levels and inability 
to continue cross subsidies. The limited abandonment 
activity between 19*20 and 1927 reflected satisfactory 
profit levels and little intcrmodal competition. Between 
1928 and 1941, however, there were a great many aban¬ 
donments due to the decline of traffic during the De¬ 
pression and the effects of motor carrier competition. 

Between 1942 and 1953, abandonment activity slowed 
amidst a surge of freight and passenger traffic. In addi¬ 
tion, in 1942 the Supreme Court upheld the right of the 
ICC to include employee protection conditions in aban¬ 
donment authorizations. This changed the rules for 
abandonment and reduced the potential cost savings. 

Abandonments were at a relatively high level be¬ 
tween 1954 and 1969, reflecting the advent of the Inter¬ 
state Highway System and several economic down¬ 
turns during the period. Since 1969, there has been an 
increase in abandonment applications as a consequence 
of the continued diversion of traffic to competing modes 
and the industry’s depressed earnings level. 

Between 1920 and 1970. railroads filed 4.473 abandon¬ 
ment applications involving 73,555 miles. In the major¬ 
ity of instances, the abandonment |>etition was ap¬ 
proved. Carriers have become sophisticated in predict¬ 
ing which applications will he approved — hence the 
high success rate. 

I f a carrier is uncertain of the outcome, it usually will 
choose to continue the line in operation hut reduce main¬ 
tenance expenses, impairing service which in time may 
!>e reduced to the point of de facto abandonment. When 
a line finally reaches the abandonment process, it 
usually affects little truffic directly and the cost of reha¬ 
bilitating facilities makes the abandonment decision a 
clear-cut one. 

The abandonment process has been less than ade¬ 
quate. Until the ICO adopted new procedures, includ¬ 
ing the so-called u 34-car rule,*’ hearings and review 
of public convenience factors were undertaken sepa¬ 
rately for each application. Each line was considered 
in isolation from other uneconomic trackage operated 
by the carrier or by all carriers in a given area. There 
was little or no interactive planning among the various 
railroads and with the affected communities in a geo¬ 


graphic amt. For this reason, continuation of the p**. 
meal abandonment process could well result in the(o« 
of more service than is necessary. 

Of equal importance, however, to a full umleisUnd* 
»ng of the problem is that gradual extension through, 
out the Region of that process of de fade abandon¬ 
ment mentioned above. This has happened to far too 
many shippers and communities—often almost with- 
out their notice. No shipper or community is well servtj 
by a continuation of such a practice, and it is the Aso- 
nation's desire—as hereinafter developed not only to 
halt such a practice but gradually to improve rail sen- 
ice on those branch lines which do pass the test of 
economic viability as promptly as the availability of 
material will allow. 

USRA and Light-Density Lines 

The light-density line issue presented USRA with i 
significant challenge. The 1974 DOT report dealt with 
solvent as well as bankrupt carriers, but the Asaocii- 
t ion's planning is limited to the light-density lines of 
the u railroads in reorganization” under the Act. The 
DOT report found 15,575 miles of the 61.000 miles of 
track it studied as “potentially excess.” USRA found 
9.600 miles of track of the bankrupt railroads as appro¬ 
priate for study. Of that amount, about 3.400 mileshav* 
l)een recommended for inclusion in ConRaiL The re¬ 
maining 6,200 miles of track are available for subsidy 
under Title IV of the Act. USRA evaluated such light- 
density lines in light of its congressional mandate to 
provide “adequate service” through an “economically 
viable'" rail system. 

The debate in Congress on the Act ami the commit** 
reports are replete with references to the “for profit 
o|>erating company (CouRail) to be created under the 
Act. Subsequent Special Court and Supreme Court deci¬ 
sions have made clear USR.Vs responsibility to follow 
this directive of the Congress, while pursuing as well 
the other goals set forth in the Act. Clearly it must plan 
for an economically viable Con Rail. Failure tod«>s) 
would leave Congress and the Nation exactly 
they were in 1973—with bankrupt carriers. 

Some have asserted that the light-density line problem 
is the critical issue for the bankrupt carriers; oners 
contend that the problem is insignificant. W hile o * r 
areas exist where the impact on net income is gn .6 a 
that caused bv light-densitv lines, the deficit? rew 
brunches are nevertheless significant; estimate 
are at least $38 million a year. A lower delict* ^ 
assumed only by accepting the premise that 
should continue over facilities which are so de t^ 
that they fail to meet safety standards for l" n ‘l^ 
operation, a premise which can only result m 
ultimate abandonment when the plant become? to^. 
inoperable. The estimated costs to Con Rad I 
rated on maintenance sufficient to maintain f* 1 


330 





9671 


rioas at 10 miles an hour. The implications of such 
losses on ConRail viability are significant. 

The inclusion of all light -density lines in the ConRail 
Srstem would require a “cross subsidization” of the 
service provided on those lines that do not generate 
revenues adequate to cover costs. Cross subsidy is the 
process through which money-losing services are con¬ 
fined in operation by using profits from other service. 
When the railroads were, in effect, a monopoly insofar 
tstnuisportation of freight and people were concerned, 
this was a valid concept. The monopoly power was ac- 
-vpted in part localise it provided subsidized sendees at 
oocost to the government. 

The basic factors which have adversely affected the 
profitability of the rail industry are discussed else¬ 
where. (see Chapter 1). They have reduced the eco¬ 
nomic base that allowed the railroads to provide inter¬ 
nal subsidies to deficit services. Railroad companies 
through lower profits and shippers through higher 
rates have carried the brunt of the cross subsidy load. 

The cross subsidy concept has lost its validity in the 
railroad industry. Once defensible and rational, cross 
sulridirs now, including those for branch lines, are 
threatening the existence and seducing the quality of 
iervicc in the railroad system. Accordingly, the Asso¬ 
ciation explicitly rejected the cross-subsidization con¬ 
cept, determining that, in the context of the Act, to do 
otherwise would be inimical to the goals of the Act. 

Aforndation between light-density lines and the via- 
Mity of the restructured system is made by the Con¬ 
ing and the courts. The House Interstate ami Foreign 
Commerce Committee report on the Act states: “The 
< ommittce recognized the necessity for Slimming down* 
fiio system allowing Northeast systems to throw off the 
trackage in an effort to become profitable.” 
disuse Report 93-620 p. 2K). There are numerous ref- 
in the congressional debate on the Act conoem- 
ll £ dre need to reduce the size of the system (both 
uplirative lines and uneconomic light-density lines) 

1 mniidute of a financially self-sustaining rail 
to I* achieved. The Supreme Court viewed 
* this way: “Congress concluded that solu- 

for the crisis required reorganization of the rail- 
* tripped of excels into a single viable 

operated by a private, for-profit corporation.” 
aphasia added) (Regional Rail Reorganization Act, 
opinion, December Ifi, 1974, pp. 3-4.) 
r n the Tucker Act remedy, the Special 

dmt Court of Claims judgment could be 

tio l 7T nt — ne( *<l no * ^ ^ the Assoeia- 

' .°" H 11 efficiently hard-nosed course fin deal- 

^ 1 lln P r °fitnbIe services] and Congress allows a 

j * ^ >un *° become effective.” (Special Court 
vl.. ^ Jl ^ Reorganization Act of 1973, slip opinion, 
*■*•*« *U*M. ft. «,*«). 


In view of the legislative history and the subsequent 
court interpretations of congressional action, there can 
l>c little doubt that USRA must present a plan that 
requires economic self-sufficiency of the light-density 
lines to be included in the ConRail system. 

Reconciling the Goals of the Act 

It is important, to note that the eight goals of 
the Act apply to the entire Federal System Plan. 
It would he a gross distort ion to attempt to apply them 
individually to any single aspect of the Plan or, carried 
to an extreme, to each individual light-density line. 

Some of the goals themselves are in conflict, and it is 
impossible to give them all equal weight. Adjustment 
and accommodation being inevitable. USRA has sought 
to balance the Act’s objectives ami goals. What became 
clear in the process was the fact that, unless a viable 
system is achieved, the other goals of the Act could 
not be achieved. 

Congress apparently recognized the primacy of the 
goal of economic self-sufficiency, particularly with re¬ 
gard to light-density lines. The House Interstate and 
Foreign Commerce Committee rej>ort on the Act stated: 
“It recognized the need for safeguard for small areas, 
to be able to continue essential service which is not eco¬ 
nomical for the carrier. This was recognized as a social 
cost to be home by the government.” (House Report 93- 
f>20, pp. 28-29). To provide tjie necessary public sup¬ 
port, Congress included the “Rail Sendee Continuation 
Subsidies” authorized by Section 402 of the Act. 

Light-Density Line Alternatives 

Even though Congress, the DOT report, and railroad 
exjierts all assumed that the regional rail system was 
over-extended with excess capacity and that profitabil¬ 
ity was inexorably tied to the elimination of uneconomic 
* • 

service, USRA did test that assumption. 

It is the Associations judgment that the light-density 
lines are a significant part of the total industry problem 
in the Region. The overcapacity of the system, the over¬ 
lapping service areas of the bankrupt carriers, the ex¬ 
tremely poor physical condition of the light-densitv 
lint*s, the amount of money and material needed to 
upgrade the track,*the operating deficits on the light* 
density lines—all made clear the impossibility of 
building a restructured system with service continuing 
on all branch lines. 

After reaching the conclusion that the goals of the 
Act could not be met by including all light-density 
lines in the restructured system, the Association then 
had to decide which branch lines to recommend for 
inclusion in ConRail. To exclude every line that failed 
to show a profit would have eliminated lines that could 
become financially self-sustaining with small revenue 
increases and relatively short-term traffic growth. Pru- 
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dent busmen management compels inclusion of sueli 
lines in the ConRail system. 

Also rejected was the alternative of transferring all 
unprofitable lines to solvent railroads in the Region. Not 
ruled out, however, was the transfer of individual lines 
in which a solvent carrier may be interested* The Asso¬ 
ciation will provide any interested solvent carrier with 
all of the data in its possession to assist in the evalua¬ 
tion of the transfer of individual lines from bankrupt 
to solvent carriers. It must lie emphasized, however, 
that such actions by solvent carriers an' voluntary and 
cannot l>o mandated by the Association. 

The Act, its history and the interpretative judgments 
of the courts left the Association with only one realistic 
alternative. That is including financially self-sustain¬ 
ing lines or those likely to become so in the near term in 
ConRail and making the other lines available for the 
rail continuation subsidies authorized by Title IV of the 
Act. In addition. Title IV makes loans available to 
public IkmUcs for purchasing and rehabilitating lines 
that are required, in their judgment, for social and eco¬ 
nomic purjioses. 

Rail Service Continuation Subsidy Program 

As noted above, the Interstate and Foreign Commerce 
Committee Rcj>ort on the Regional Rail Reorganization 
Act of 1973 stated: 

The Committee recognized the neccKsity for slimming down 
the tty stem—allowi UK the Northeast system to throw off the 
excess tnick in an effort to become profitable. It recognized 
the need for safeguards tor Kiniill areas, to be able to continue 
essential sendee which is not economical to the carrier. This 
was recognized as a social cost to he borne by the govero- 
raent. (House Rejsirt 93 020. pp. 28-20.) 

Title IV provides the means by which essential serv¬ 
ices may be cont inued through governmental assumption 
of the social costs. 

Rail service continuation subsidies can bo used to 
cover the “costs of o|H»rathig adequate and efficient, rail 
service, including where necessary improvement and 
maintenance of track and related facilities^ (Section 
402(j)). The federal government share of the subsidy 
for any light-density line is 70 percent, with state and/ 
or local government or shippers putting up the remain¬ 
ing 30 percent of the cost. 

The Act (Section 401(a)) states that rail service 
continuation subsidies should Ik* used where “the cost 
to the taxpayers of rail service continuation subsidies 
would be less than the cost of abandonment of rail serv¬ 
ice in lerms of lost jobs, energy shortages and degrada- 
tion of the environment/’ 

Of the nearly 9,600 estimated miles of active lines 
under study, it appears that 3,400 miles will la* recom¬ 
mended for inclusion in the restnictured system. This 
means that about 6,200 miles are available for partici¬ 
pation in t he rail service cont inuation subsidy program. 
The Act authorizes $90 million for each of 2 years 


to meet the federal slum* of the 70 percent >ubsi<lvn *4 
Of this amount, $45 million is apportioned tothedijnbk 
states and $45 million is allocated to the Secretary of 
Transportation to lie distributed at hia discretion. 

It appears now, however, that the total cost of con¬ 
tinuing service for the first year on all of the fi riit. 
density lines not included in ConRail will not exceed^ 
million. It could la* lower. This means that the fedttil 
share would not exceed $27 million, with the .states' duir 
for the entire* Region stmuling at $11 million. 

Cnder the Act, the Rail Services Planning Ofict 
(RSPO) has the responsibility as outlined in Section 
205(d)(4) to: 

. . . assist State ami local and regional tnui*pnrt*tica au¬ 
thorities in making determination* whether to itruridt nil 
service continuation suMdlcs to maintain sn operation jar 
licular rail properties by establishing criteria for detmitihg 
whether particular rail properties are suitable for mi! servlet 
continuation subsidies, Such criteria should indude the fob 
lowing consideration*: Rail properties are suitable If the eat 
of the required Kiilmidy per year to the taxpayer* Is lew thin 
the co*t of termination of rail service over ^ncb pniertln 
measured by Increased fuel consumption and njs-nitiMtul eotf 
for alternative inode* of transj>ortation; the coot to the*rc« 
national product in terms of reduc'd output of «ood« ®n4 
services; the cost of relocating or assisting tiinvugh ai*»- 
ployment, retraining, and welfare lienefita to Individual* *nd 
linns adversely affected thereby, and the cost t<» the wiviroo- 
merit measured by damage caused hy Increas'd poUothm. 

The rail service continuation subsidy program is to 
\yo administered by the Department of Transportation. 
In order to become eligible, a state must undertake to 
meet the requirements Congress set forth in Section 
402(c) of the Act. They are: 

(1) The State lias established a State phut for rail tr®&* 
portatloti and local rail services which is administered or 
coordinated by a designated State agency, nod such plan 
vide* for the equituble distribution of ouch *u bridle* « |nr * mr 
State, local, ami regional transportation authoritie*; 

(2) the State agency ha* the authority and ailmlntetnitivf 

Jurisdiction to develop, promote, su|K*rvise. and support ' ar 
adequate, and efficient rail services; employ* or will 
directly or Indirectly, sufficient trained or qualified I* 1 * 0 ®/ 
and iiuiintainH or will maintain adequate program* *»f 
gation, research, promotion, and development with pnw 
for public participation; „ 

(3) the state provides satisfactory awurano* 

fiHCttl control and fund accounting procedure* will 1* * ^ 
as may be necessary to assure proper disbursement n. 
accounting for. Federal funds paid under this 
State; and t 

(4) the State compile* with the regulation# of 9* ^ 
Issued under this Section. 

Under this Act, the Association does not hive ft ^ 
in determining which lines should be subsidize < ^ ^ 
the needed planning and decision making P*™ ^ 
clearly in the hands of the state. Nevertheless* 1 ‘ 
sociation has taken certain steps which nia> l r 
assistance to the state and local governments ^ 
A handbook has been prepared for use by 
local agencies which describes details l ,rCK 
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which can be used to estimate the effects of the removal 
of a branch line on the community so as to help it reach 
i conclusion as to whether a line should be subsidized. 

Impact on Communities and Shippers 

The potential effects of the Final System Plan are 
both regional or system-wide and local. The Association 
isspecificfllly directed to consider both. 

The Association believes it is the responsibility of the 
dates to undertake or coordinate the analyses of poten¬ 
tially adverse local impacts. To facilitate the most com¬ 
plete consideration of these potent ial impacts, one of the 
rc^onsibilities of the RSPO is to solicit, evaluate and 
make available the views of the public, as well as those 
of state and federal officials. 

Consideration of all but one of the regional impacts is 
contained in other chapters of this Plan. This chapter 
responds to Section 206(a)(8) of the Act, which re¬ 
quires that the Final System Plan lx* formulated in such 
i way as to minimize 44 job losses and associated increases 
in unemployment and community benefit costs in areas 
n the Region presently served by rail service.” 

The Region represents a significant portion of the 
KationV economic activity, containing approximately 
$ percent of the employment, 55 percent of the per¬ 
sonal income and 48 percent of the population of the 
Xitioti. There could be a significant adverse local, indus¬ 
try-wide or regional impact from reductions in the size 
the rail system. However, four factors serve to dimin- 
^ the potential widespread impacts. 

First, the planning process is directed toward the 
revitalization of the system as well as its restructuring, 
mI many users will benefit greatly from improvements 
® ftil service. 

Second, the restructured system will represent n size- 
»hle* portion of the Region’s rail system — a system that 
continue to be extremely comprehensive even if 
of the excluded lines are suiisidized. Virtually all 

iru f°t the Region will continue to have access to rail 
service. 

Tlnrd. the ubiquity of highways and the ready avail- 

1 1 ity of private, contract and common motor carriage 

**** further to diminish the potential impacts of reduc- 

^ in the size of the rail system in any given area, 

P^ing on the costs to the shipper, motor carriers 

provide the entire transmitation service or a por- 

^ w db the joint use in some cases of rail or water 
ameni 

a ^ r,io ^t by definition the adverse economic cf- 
abandonments tend to be minimal except for 
fool *° ra ' cornmun ^* es shippers that are 
, 1 ^ I Lines identified for either subsidy or 

Ar ° ^- v ^kllnitidn^Jiiies with very low 

U^j Ci i[ 0rr,Ul ] aK ,LS0 <J by the Association almost auto- 
* ,,4 'hule those lines in ConRail whose volume 


of rail traffic is significant. If a line does not qualify 
for inclusion in ConRail or for service by an adjacent 
profitable carrier, its volume of traffic is sufficientlydow 
that the radius of adverse impact from abandonment 
is very limited. 

Any adverse effects of the discontinuance of service 
alongcertain rnil lines will flow into the area’s economy 
through the impact on the specific shippers that use 
them. The actual magnitude of the impacts will de¬ 
pend on the effect of increased production costs on the 
firms market and profit and on the effectiveness of 
management in its attempts to minimize potential ad¬ 
verse effects. These factors depend, in turn, on the rela¬ 
tive importance of transportation costs to total costs, 
the availability and substitutability of other modes 
and the firm’s ability to pass cost increases forward 
through price increases. All these factors vary from 
urea to urea and shipper to shipper. 

Analysis of the potential area impacts from a reduc¬ 
tion in the size of the rail system was undertaken by 
the Association with the assistance of the Public In¬ 
terest Economic Center. The scope of the analysis, 
which is discussed at greater length in Appendix J, was 
dictated by two factors. 

First, the analysis had to be completed prior to the 
development of specific recommendations concerning 
each line which is a candidate for inclusion in the re¬ 
structured system. Therefore, the analysis had to con¬ 
sider the potential adverse social and economic impacts 
resulting from the discontinuance of service over the 
lines declared potentially excess by the Department of 
Transportation in the Secretary’s Report of February 
1,1-974, not the lines studied by the Association. 

Analysis based on these lines significantly over¬ 
states the potential impact. A total of 15,600 miles of 
track of both solvent and bankrupt railroads in the 
Region was declared potentially excess in the Secre¬ 
tary’s Report while the Preliminary System Plan, cov¬ 
ering only the bankrupt carriers, would make 6,200 
miles of road eligible for rail service continuation 
subsidies. » 

The second factor affecting the scope of the analysis 
is the magnitude of the potential adverse effects. The 
lines declared potentially excess have, by definition, very 
low usage levels. As a consequence, estimates of the 
I>otential effects at the regional and state level likely 
would be overwhelmed by the magnitude of the con¬ 
tinuing activity. To obtain usable estimates, the analy¬ 
sis of economic impact was undertaken at the county 
level, and 510 counties in the Region were studied. 

A more definitive analysis of the economic impact 
on local communities that might result from a discon¬ 
tinuance of rail services or from a substantially im¬ 
proved rail service would have been preferable. How¬ 
ever, a more sophisticated and individualized analysis 
proved to be impossible because of time and budgetary 
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constraints. The information and evaluation derived 
from the RSPO hearings will be taken into account 
carefully as the Final System Plan is developed. 

The elements subjected to analysis were the poten¬ 
tial reductions in employment and income and the po¬ 
tential increase in transportation costs. The basic in¬ 
puts were the employment and payroll data for the 
several relevant types of productive activity. Certain 
types of activity were excluded from the analysis be¬ 
cause they do not make significant direct use of rail 
transportation. The excluded activities included fish¬ 
eries. public utilities (except electricity and gas sup¬ 
pliers), service industries (except wholesale and retail 
trade), financial services and personal services such as 
amusement,* medical and legal services. 

For the remaining activities, it was assumed that, 
if the county would lose any rail lines, all plants in 
the county, whether they actually use this service or 
not, would be affected directly. This assumption, which 
overstates the potential impact, is made necessary by 
the aggregate nature of the data. 

The actual calculation proceeded in two steps. Each 
industry in a county was treated initially as if all plants 
used the national average rail service for inbound and 
outbound movements. These results were then reduced 
by the ratio of the traffic generated on potentially excess 
lines to the total t raffic for the l\S. DOT zone contain¬ 
ing the involved county. 

In computing the increased costs of alternative trans¬ 
portation, the difference betw f een estimated rail and 
common motor carriers costs was used. The two most 
important alternatives excluded by this approach are 
private carriage and trailer-on-flat car or container-on- 
flat car service. Because increased transportation costs 
are the most, significant impact identified by the analy¬ 
sis. inclusion of these two services probably would have 
reduced the impact. 

Results of the Community Impact Analysis 

The results of the analysis are summarized in Figures 
1-3. They indicate that the potential overall impact 
from the termination of rail service on all of the po¬ 
tentially excess lines of the DOT report represents a 
very small proportion of the counties’ existing economic 
bases. Figure 1 indicates that in only 15 of the 451 coun¬ 
ties did the estimated decrease in industrial employment 
exceed 1 |>ercent. Figure 2 show's that the |>otential 
reduction in county income is less than 1 percent in 80 
percent of the counties. Figure 3 indicates that the 
l>otcntial increase in transportation costs as a percent 
of income is less than 1 percent in 99 percent of the 
counties studied. In only 32 of the 510 counties studied 
do any of the projected impacts exceed 2 |>ercent. 

In short, even the most pessimistic estimate's of the 
adverse impacts on the Region and areas within the 
Region indicate that the effect of the suggested reduc- 


Fiourb 1 .—Potential reduction in county employment 
after discontinuance of light-density line rail (night 
service 

POTENTIAL REDUCTION IN COUNTY EMPLOYMENT 



2j0\ 

PERCENT REDUCTION 


Soiirt*: Public Intercut Economic* Confer. Commute* lmp€ti$ •/ 
liftihoari Service. 

tion in the size of the rail system would be negligible. 
In contrast, the expected benefits to the users of the 
remaining restructured system will far outweigh an¬ 
ticipated adverse impacts. 

Fickthb 2 .—Potential reduction in county income after 
discontinuance of light-density live rail freight 
service 

POTENTIAL REDUCTION IN COUNTY INCOME 



8ourc*: Public Intercut Economic** Confer, (° mm 
If ail rood Servlet. 
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From 3. Potential increase in transportation cost, as 
l>tr<*nl of county personal income , after discontinu- 
jn( f of light-density line rad freight sendee 

POTENTIAL INCREASE IN TRANSPORTATION COST AS 
PERCENT OF COUNTY PERSONAL INCOME 



00 TO 0 15 TO 0 50 TOO.76 TO 1 0 TO 1 5 TO MORE 
015* 0 50* 0.75* 10* 1.5* 2 0* THAN 

PERCENT IMPACT 2 °* 


fcwrrp Public Intrrmt Kronomtcfl Ceotrr. Community Import* of 
*r rice 


Service by Other Carriers 


TV Final System Finn will contain recommenda- 
lions for continuation of service on light-density lines 
alternative railroad carriers. Undoubtedly, there are 
^ l!HS that will not be financially feasible in the re¬ 
structured system but would be self-sufficient if oper- 
w part of another railroad. There are two cir- 
in which alternative carrier service could 
thieve self 'Sufficiency. 

Fin^of| l( , r railroads operating in the vicinity of the 
** by a combination of geographic circum- 
^i^and markets, Ik* able to provide service profita- 
Wj. The Associat ion will provide all available data 
411 information to facilitate analysis by the involved 
j^frrjs) for those lines w here alternative service may 
•table. The assumption of such service by an udja- 
i* carrier is wholly voluntary and could 

0,1 *bether the railroad could gain by assump- 


^nrntivc rail mad service might achieve 
nitrated by a short-line or Class II 
* i l0r *'^ nc ^ilroado generally have lower costs 
^ . arKlT principally due to lower pay 

CQ9er managerial attention than exists on a 
^'btioch line. 

li* ^ ^ li ' re / l8a v *lid mle to be played by the short- 
+ ^ lf| uld be recognized clearly, however, 

* ni 08 !ltv limited. Unless there are valid ma¬ 


sons to expect the normal economics of short-line opera¬ 
tions to occur, as mentioned above, they may not be a 
good solution. Not all short lines are profitable. A short- 
line railroad which can survive only by inequitable 
revenue divisions or other indirect subsidies should not 
be encouraged, either directly or through subsidies. 

The Association's primary interest is in maintaining 
as much service as possible. It will do its utmost to 
facilitate continuation of service on lines not included 
in the restructured system, whether it be by doing 
what it can to help states evaluate the subsidy option 
or making possible acquisition by solvent carriers. 

Railroad Marine Operations 

The marine services of the bankrupt railroads in the 
Region, which are discussed fully in Chapter 18, are not 
profitable. The large investments in new marine equip¬ 
ment, which are long overdue, could reduce operating 
costs substantially but not eliminate deficits attributa¬ 
ble to these segments of the railroads in reorganiza¬ 
tion. 

Two of the five marine operations in the Region are 
|>otential medium-density routes and, except for the 
New York Harbor, are routings for through freight 
that could move entirely by rail. The I^ake Michigan 
car ferries serve traffic which would otherwise move 
through the Chicago gateway; the Chesapeake Bay 
float is an alternative to the Alexandria. Va. gateway 
and serves oversize loads: the New York Harbor car- 
float provides the most direct route to Long Island from 
the South and West. 

The Association has concluded that investment in 
railroad marine operations would l>e a mistake. Promo¬ 
tion of all-rail routings is preferable where this is pos¬ 
sible. All-rail land movements are considerably more 
energy-efficient, for example. 

Alternative car float and lighterage services are of¬ 
fered in the New York Harbor by two Brooklyn 
terminal companies. There is a possibility that the 
Chesapeake Bay car-float operation might be taken over 
by a solvent carrier, such as Southern or Richmond, 
Fredericksburg & Potomac Line, while extending its 
operations into the Wilmington area. This |xxisibility is 
addressed in Appendix D. 

The decision of the Association to treat marine opera¬ 
tions in the same manner as light-density lines is based 
on the assumption that it is a rail service for which funds 
provided under the Act would be available. It is assumed 
also that the capital costs of new' or rehabilitated float 
equipment would qualify under the provisions of Title 
IV, as in the case of light-density line rehabilitation. 
The Association recommends that the U.S. Department 
of Transportation and the RSPO consider the meritsof 
subsidizing marine operations. 
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How Lines Were Selected for Study 

Light-density lines studied in this process were: 

• Those lines of bankrupt carriers identified by the 
DOT report, as potentially excess, 

• Those identified by bankrupt carriers for possible 
almndonment, 

• Those identified by USRA and its consultants as 
requiring study. 

The Association also studied line® which had been 
abandoned formally under ICO hearings in order to 
develop a completely accurate definition of the systems 
of the bankrupt carriers at this time. 

Altogether, the Association identified 844 light- 
density line segments and 11.800 route mile® for study. 
(This does not include any light-density lines of the 
Erie Lackawanna.) Of these, 540 segments constituting 
9,600 miles of service are currently in operation, and 176 
line segments constituting 1.200 miles have alrcndy been 
abandoned under IOC procedures. Finally, 128 seg¬ 
ments covering 1,000 miles are not currently being 
served, although these have not been formally 
abandoned. 

As these lines were identified for analysis, the appro¬ 
priate state agency was notified by the Association and 
the reasons for the line s inclusion discussed. 

Information Collected 

Each branch line selected for study was identified to 
determine its exact location. Specific data concerning 
costs of serving the line as well as the revenue it gen¬ 
erated were provided by the railroads serving the seg¬ 
ment, individual shippers, concerned citizens and state 
and federal agencies. Information also was developed 
at the hearings sponsored by the Rail Services Planning 
Office in the spring of 1974. The testimony included 
general comments concerning the report of the DOT, 
comments concerning the methods employed and com¬ 
ments pertinent to individual zones or line segments. 
The various state and federal agencies involved in the 
planning process also supplied useful information and 
technical assistance to the Association. 

When analyzing each branch line as USRA did, the 
key questions to be asked are: What are the costs of 
continuing service? Will there be sufficient line-gener¬ 
ated revenue to cover these costs? What is the near-term 
traffic growth potential of the lines? Are there recover¬ 
able fossil fuel deposits on the line? 

Because, the use of generalized rather than individ¬ 
ualized data was n major criticism of the DOT report, 
USRA devised a data collection system that individual¬ 
ized all information for each separate light-density line. 

A detailed questionnaire was developed. The first sec¬ 
tion covered the physical characteristics of the line it¬ 
self. including: length; counties serviced; rail, tie and 
ballast type and condition; grade crossing location(s); 
type and location of any structures; type of signal sys¬ 


tem; siding and yard track locations and length; num¬ 
ber of ties and miles of mil required to meet FRA Trick 
Class I and II standards; operating restrictions; avail¬ 
able alternative rail service; and right-of-way width. 

The second section of the questionnaire covered char¬ 
acteristics of the freight service provided over each lint 
The information collected in this section included type 
of train service involved, annual service frequency,type 
and number of locomotive(s) used, crew size and the 
end points of the sendee. 

The third section gathered information concerning 
each shipper on the line, including name, location,tail¬ 
ing station number, access to alternative transportation 
and the number and type of owned and assigned cars, if 
any. 

The procedure used by the carriers in completing the 
forms typically involved onsite inspection of the line, 
discussions with train masters and superintendents and 
review of in-house records. When the, completed ques¬ 
tionnaires were returned, they were copied and pro¬ 
vided to each of the affected states. FRA and the RSP0. 
Tn addition, the data were reviewed for completenea 
and accuracy and. where necessary, questioned data were 
discussed with the carrier. 

Rail traffic data for 1973 were obtained from the way¬ 
bill abstract file maintained by each carrier. The ab¬ 
stract file contains, for each station, the carloads and 
tons of each commodity shipped and received and the 
revenue received by the carrier. These data vet* 
checked, validated and made accessible on magnetic 
tapes. These data also were made available to each state 
in the Region to facilitate its planning processes. 

In July 1974, a technical task force com|*ised of 
representatives of the several states, the Rail Services 
Planning Office and the U.S. Department of Transpcr 
(at ion was established for the purjiose of facilitatingt 
exchange of ideas. Meetings of this task force 
dealt with the data and information used in the ana .vs* 5 - 
proposed analytical procedures and recommendation 5 - 
In addition, contacts were initiated with such i ra 
ngcncies as the Departments of Defense. Transpo ^ 
tion, Commerce and Interior to facilitate their > i 

involvement in the planning process. ^ 

Throughout the planning period, a inajoi c 0 
made to add to the data base as additional nutena 
received from shippers, shipper groups and ' omI ^ ^ 
organization concerning the linos under an*' ^ ^ 

these data and information were received, ' ' 
viewed and placed in files created for ca' h 
studied to enable continuing access and « on?1 
throughout the planning process. 

Determining Branch Line Viability 

There are many ways to approach the ^ 
line viability. The three primary api m >«< ' Tn . nS pcirt 
of the ICC, British Rail and the Canadian 
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Commission. The procedure generally accepted by the 
ICC involves the use of the fifty (50) |H?rcent rule. 

This approach has not been adopted lx*cause there 
appears to Ik* no basis far the assumption that off-branch 
costs in* 50 jK*rrent of the pro-rated revenue. Verifica¬ 
tion of this rule would require development of detailed 
off-branch co-%1s which, once developed, should be used 
directly instead of being converted to an inflexible and 
often inaccurate allocation ratio. 

The Brit ish approach to analysis of line viability was 
reviewed. The lack of detailed explanation, the different 
institutional setting and the lack of comparability be- 
ttwi the transportation infrastructures in the two 
countries precluded adoption of the British approach. 

The procedures followed by the Canadian Transport 
Commission seemed most appropriate, and the Associa¬ 
tion developed a program similar to it in many respects. 
The Xitiono! Trans|M>rtat ion Act of 1967 established, 
under the control of the Canadian Transport Commis¬ 
sion (CTC), a program of branch line subsidies similar 
to that contained in the Act. The carrier must submit 
in abandonment application to the Commission. If the 
Commission determines that the service should be con¬ 
tinual, a subsidy is provided to the carrier. 

The contents of the abandonment application are 
prescribed by the Commission. Cost information is pre¬ 
pared in accordance with procedures proj>osed by the 
rarrier and amqrted (as modified) by the regulatory 
iodj. I ndcr this procedure*, the deficit rtqiorted in the 
*|t1iration becomes the basis for the sulxndv, subject to 
•djustment based on actual oj>erating experience and 
fttifirotion of the reported costs by the CTC. 

The viability analysis involves a comparison of the 


generated by the traffic on the branch line to 
ill corta incurred on-branch, plus the variable cost of 
the traffic off-branch. In the costing proce- 
developed for use before the CTC, each cost cle- 
bad to be proven to Ik* variable in order to l>e 
U,f t,( ^ ,n *be calculation. The carriers have approxi- 
1,200 unit cost factors which enter into the cost 
Stations, 

> on *brancb costs include crew wages and fringe 
k*’ | 0W >Diotiv© ownership, repair and operating 
car (including caboose) ownership; re- 
^ lr *n«lo[>erntiu^c!ost8; maintenance of way costs; net 

Uil!l^ ^ nc J rost °f capital; taxes; and 

* n £ ownership and maintenance costs. The off- 
ooKtg basically include switching costs, train 
^ nons,st,,l k r of the costs of locomoti res, crews, ca- 
toru . f ,nu " supplies ami freight cars, and mainto- 
costs. 


^ Association’s Approach 

n W >roac h uJopted bv tlie Association 
mt ^ l8C ^ * n ^ ana ^ ft * This approach appears 
n ‘Ost accurate and detailed of any reviewed. 


The technical procedures adopted by USRA differ sig¬ 
nificantly from those used in Canada, due to insufficient 
time for completing all the research necessary for such 
a detailed analytical tool. The Association, however, 
believes the data that were gathered an* accurate enough 
for sound analysis of branch line profitability. The pro¬ 
cedure developed by (he Association is ns follows: 

First, lines were isolated which, by their obvious 
characteristics, appeared to be suhmarginal. 

Second, (he latest data were collected on current traf¬ 
fic ami revenues, future traffic possibilities, current con¬ 
dition of the tracks and facilities, cost of rehabilitation, 
service characteristics and the name and location of 
shippers on each line. Data and information from the 
hearings conducted by RSPO were identified by line 
segment, as was information about specific operating 
problems and shipper concerns which was gained in¬ 
formally during the year. 

Specific costs which could Ik* attributed to each branch 
line were developed, and an estimate was made of the 
directly variable operating costs which would occur on 
the mainline in consequence of the traffic moving to and 
from the branch line. This step included analysis of 
fhe costs of upgrading the branch line to FRA Class I 
track standard and the costs of maintaining tracks to 
this standard over a period of time. Also included were 
the casts of capital specifically utilized on the branch 
lines and property taxes paid, if available. 

Third, each line was then analyzed to determine 
whether revenues currently generated by traffic origi¬ 
nating on or destined to the line were sufficient to cover 
the costs directly attributable to that traffic. 

Fourth, if a line did cover its variable costs, including 
maintenance, it was recommended for inclusion in the 
restructured system. 

Fifth, if the branch line failed this test, an analysis 
was conducted to determine if it could cover its variable 
costs either with a modest rate increase (10 percent or 
less) or with an expected traffic increase. 

Sixth, if the line did not cover such costs, even with 
reasonable rate increases and traffic growth, a review 
was conducted to determine whether the line had con¬ 
nections to other carriers. Where such pofential exists, 
the carrier will be provided the data and information 
necessary to assess the line s potential viability. 

Seventh, if a line met none of the first five criteria, it 
was recommended as a candidate for either rail con¬ 
tinuance sul>sidics or eliminat ion of service. 

Therefore, to Ik* included in the restructured system, 
(VmRail, a financially self-sufficient line, is on© that: 

• 1h capable* of generating sufficient revenue to cover tin* coats 
Incurred on the light-density line itself as well an the coats 
of serving branch line genera ted truffle beyond that branch 
line. 

• While not currently *elf-KUJdaining, can be mnde viable by 
reasonable mte adjustments. 

• While not currently self-sustaining, can 1* made so because 
of the identifiable traffic growth in the near terra. 
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AU other lines automatically become available for 
participation in the subsidy program (Section 402) 
under the Act, with the decision concerning continued 
service on these lines defending on state and local ac¬ 
tion. If a line is not included in ConRail, and if the 
state and local interests and shippers fail to provide the 
subsidy, the Act permits the discontinuation of service. 

Estimating Financial Self-Sufficiency 

The criteria used in the Report of the Secretary of 
Transportation for the identification of potentially ex¬ 
cess lines are based on research results in ‘‘Development 
and Evaluation of an Economic Abstraction of Light 
Density Rail Lines Operations," a report prepared by 
R. I* Ranks and Associates for the Federal Railroad 
Administ ration. These criteria have come under heuvy 
attack because a single standard (carloads per mile) was 
applied to all lines regardless of their individual cost, 
service and revenue characteristics. 

However, for the purpose of this analysis two tech¬ 
niques applied in the FRA study were adopted. The first 
involves a procedure for estimating the on-branch car 
days based on service frequency. The second is a pro¬ 
cedure for developing a weighted average car day and 
car mile costs for various types of commodities. These 
procedures are discussed in greater detail below. 

The New York Department of Transportation has 
completed numerous studies of railroad bankruptcy 
proceedings and the process initiated by the Act, the 
two most relevant being the “Report on Profitability 
of New York State Branch Lines'" and “Short Line 
Railroad Costs in New York State.” The results in the 
first report are based on cost criteria contained in the 
second. 

The viability criteria applied by NYDOT are based 
on shortline railroad costs for the estimation of on- 
branch expenses and off-branch costs which include only 
freight car costs. This approach was not adopted lo¬ 
calise sliortlino costs are not those of Class I railroads. 
Shortlines are irrelevant to the problem. Second, off- 
branch costs of serving branch line traffic include many 
more variable rash costs than car costs. The NYDOT 
analysis understates the variable cash costs of a Class I 
carrier serving a branch line. 

The technique used by Indiana in its report, “USRA 
Segments in Indiana: State Analysis and Recommenda¬ 
tions,” is a mixture of the FRA and the NYDOT ap¬ 
proaches. The preceding discussion of these two proce¬ 
dures therefore also applies to Indiana. 

The approach proposed by Pennsylvania involves 
the use of a short formula or a long formula, depending 
on the availability of data. However, both use a variant 
of I lie ICC “50 percent rule” combined with the use of 
broad system average costs. This approach has not been 
adopted because of the unsubstantiated allocation in¬ 
volved in the 50 percent rule and the al>sence of demon¬ 


strable relationships between the average rost> proposd I 
for use and the characteristics of the traffic on each line. I 

The New England Regional Commission proposed I 
the development of off-branch costs by using the IOCs I 
“Carload Cost Scales by Territory” or the Hail Form A 
cost ing procedure and of on-branch costs by usinga pro-1 
oedure similar to that developed for the FRA. The off- 
branch costing procedure which has been adopted uses I 
unit cost factors, which are adjusted results of the Rail I 
Form A costing procedure. 

Another source of material concerning line viability! 
analyses is the RSPO’s proceeding for the development 1 
of subsidy standards. These standards were reissued<wl 
January 7, 1975 and no specific consideration muldbej 
given them because completion of the Association’s! 
analysis was necessary by December 1974. The RSPOj 
standards are similar to those of the Association in] 
many respects and produce similar results. 

The Analytic Procedure 

A detailed description of the analytic procedure enn I 
lie found in Chapter 17. The objective of the analysis j 
briefly described in this chapter was to estimate the I 
financial self-sufficiency of each line. Within this con ] 
straint, the analytical framework has four basic as-1 
pects — the level of aggregation, time frame, traffic i*-| 
tention and appropriate costing theory. 

Assessment of an individual rail line segment's coo- 1 
nomic viability is influenced by the level of aggregation I 
adopted for the analysis. That is, individual segmental 
can lx* regarded as isolated operating entities, as m l 
tegral parts of a carriers system or as part of the re-1 
gionnl or national system. There are significant proM 
lems entailed in pursuing the analysis at the region*! I 
or national rail system level, for two reasons. 

The first is the division of revenues among all carrier* I 
involved in the move. The formulas for develop*!.*! I 
eacli carrier’s share of the total movement revenue I 
through protracted negotiations among the carriers* 
through ICC proceedings. Once developed, the forniu*» 
art* difficult to change due to the complexity tu I 
process. ., J 

The most likely course of corrective action *°a ^ ■ 
selective rate increases or surcharges designed to enn ^ I 
the movement to contribute to the net income o 1 ;•_ 1 
of the involved carriers. Such actions would be** I 
initiated, based on its own revenue-cost nk | ntl ° . I 
The analysis should facilitate the identification o ^ ^ I 
situations requiring action instead of assuming 
corrective action has been taken. ., I 

The second major problem of the system 
proach is data specificity. Accurate ^ ana.- c ^1 
that the characteristics of the service am 
related to the corresponding unit ros * s ’ . U forvce ro* I 
wide approach requires data and information ^ ^ I 
ing the identity, length of haul and unit 
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for each carrier involved in each movement. Such data 
ire not available. Cost estimates would have to be based 
oo regional or nationwide averages—averages with an 
inknown relationship to the actual costs of any indi¬ 
go*] railroad. As a result, the potential advantages of 
the system-wide approach are overwhelmed by the 
u&Iytical difficulties. 

All alternative level of evaluation is the carrier level. 
There are several advantages to adopting this frame- 
njrt It minimizes the problem of revenue allocation; 
therevrnuc accounts of the carrier incorporate the ef¬ 
fects of rate structure and the divisions of through 
rates. In effect, this approach accepts the present pattern 
of revenues and proceeds to an appraisal of the relevant 
costs. The revenues derived by an individual carrier 
ire readily available from the waybill for local move¬ 
ments and from interline abstracts (the document used 
b settling intercarrier revenue divisions) for interline 
movements. 

Identification of the relevant carrier costs of a move- 
mot involving the branch line is more complex. It in¬ 
volves accurate estimation of both the on-branch costs 
tad the off-branch costs incurred in transporting the 
bnjich line traffic. The estimation of off-branch costs 
tnoa be based on average variable unit costs. Many 
eluricteristics of each individual movement are avail- 
tMt. however, and the average variable unit costs can 
to related to these characteristics. On-branch 
*** estimation can follow a more specific procedure 
•• I'isc of the specificity of the available data and 
information, although cost allocation procedures still 
to used. 

Trie third level of analysis considers allocation prob- 
• f ^on both the revenue and cost sides of the analysis. 
tito* the costs under examination would he those in- 
carm * only on the branch line, it liecomcs necessary to 
apportion the revenues in some mariner to the branch 
Confer to account for off-branch costs implicity. 

development of such a revenue allocation pro- 
w*might lie warranted if it then could be matched 
jJJJj!? a c ^ ear ros( picture. Unfortunately, this is not 
1 c ‘ ^y»il*ble cost data is generally assembled on 
basis. Consequently, costs must also be 
*° ^ ,0 branch. The net result of this process, an 
anini revenue balanced against an estimated cost, is 
1 *y to produce reliable results. 

should lie designed, however, witli a view 
i& t v ! S this case, the objective is spe- 

^ * u *ti°n °f branch line viability on a case-by-case 
touted 1 18 no * ft ttained by relying on two esti- 

•'iiffi. * Unntr b 0,10 probably varying according to 
to the U1 * ! >atl *rn. Hence an analysis carried forward 
itsiuiT P ve * lH *he most accurate, given currentlv 

| ^fomfermation. 

hilijv i| i°^ r ?Ime * ramo f° r evaluating a line’s via- 
J t i the past and future. The past is relevant 


because it embodies information concerning such factors 
as service levels, traffic trends and deferred mainte¬ 
nance. The future is relevant because the discounted 
present value of revenue and costs is the proper quanti¬ 
fication of the lines self-sufficiency. However, practical 
constraints preclude such an analysis. 

Development of historical information for each line 
is possible, although costly, but much of the informa¬ 
tion would l>e of uncertain value. For example, it is 
impossible accurately to develop causc-and-effect rela¬ 
tionships between service declines, deferred mainte¬ 
nance and traffic losses. All of these are reflected in the 
existing service level, condition of the physical plant 
and traffic volume. 

Prediction of future revenue, traffic, service and cost 
levels is even more difficult. Estimates have been devel¬ 
oped for the Association of future traffic and revenue 
levels for the restructured system. Reasonably accurate 
estimation of traffic trends are possible at the carrier 
level due to the level of aggregation. However, the ap¬ 
plication of such estimating procedures to individual 
lines and shippers is likely to produce highly inaccurate 
results. Cost and revenue projections at the branch line 
level suffer from similar deficiencies. 

Because of these difficulties, estimates of the viability 
for the most recent period for which data are available 
represent the only practical approach. This approach 
implicitly assumes that future revenue and cost levels 
will retain their current relationship at constant vol¬ 
umes of traffic. Although rate increases tend to lag cost 
increases, over a long period of time they exhibit a 
reasonably constant relationship. 

It is also assumed that the traffic level on each branch 
line is stable. This assumption is optimistic, given the 
general downward trend in branch line traffic levels. 
For example, a NYDOT analysis of branch line traffic 
levels between 1970 and 1973 revealed traffic declines 
on 38 lines and increases on 24 of the 62 lines for which 
data were supplied. Thus, the use of 1973 traffic levels 
to estimate the levels in future years is more optimistic 
than generally is justified. 

Traffic retention factors, the proportion of traffic 
likely to be retained by the railroad after abandonment, 
affect the revenue level used in the analysis. The higher 
the retention factor, the lower the revenue lost in the 
event service discontinuance. It is the revenue which 
would be lost which should be used in the analysis. 
Accurate estimation of retention factors is difficult 
because they depend on the ability of the traffic to use 
intermodal or trans loading services effectively, the 
proximity of the shippers to alternative rail service, the 
associated costs, shipper satisfaction with rail service 
in general and fhc availability of cost-effective alterna¬ 
tive modes. 

Experience on the Penn Central indicates a general 
retention factor of approximately 25 percent, which was 
used in the NYDOT studies. Although this retention 
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factor may be reasonably accurate for the system, there 
appears to be no support for its use on any given line. 
Due to the difficulties involved in estimating the value 
of each of these factors, it has been assiimed that all 
traffic will be lost, to the system. This assumption has 
the effect of overstating the prolxiblc revenue loss with 
discontinuance and therefore somewhat overstates the 
line s financial contribution to the system. 

The economic costs relevant to a given analysis (incre¬ 
mental, variable, avoidable and marginal) depend on 
the relevant time frame and whether output is increas¬ 
ing, constant or decreasing. The variability of the costs 
of production differs with the type and magnitude of 
the output changes. For example, consider a situation 
where a large increase in traffic requires the construc¬ 
tion of a second track. The cost of constructing that 
second track (in addition to the operating costs) is 
variable. However, if the traffic level declines after the 
second track has been installed, most of the investment 
cost of that track does not disappear and therefore is 
not variable (or avoidable). 

In theory, because ConRail does not now own any 
track or equipment, employ any people or provide any 
service, all costs are completely variable. However, most 
existing traffic will receive service. Therefore, traffic on 
the branch lines under study (approximately 10 percent 


of the total carloads) represents service which ismer* 
mental to that which certainly will be handled. 

Within this framework, all costs which will be in- 
curred in the ownership, maintenance and oj oration of 
the branch line itself are variable and an* properly 
included in the analysis. The relevant costs of handling 
the traffic beyond the branch line itself are those which 
will vary with the decline of the traffic. 

Theoretically, inclusion of these costs enn U> handled 
by direct assignment or by allocation. Obviously, the 
best approach is to identify each cost incurred in pro¬ 
ducing service. However, due to the existence, of joint 
and common costs which vary directly with volume and 
the fact that railroads produce a multitude of service, 
the specific cost of each service cannot be identified sepa¬ 
rately, and the variable costs must be allocated. 

In the branch line viability analysis, the on-branch 
services (where only freight or passenger service is pro¬ 
vided) are identifiable separately. Therefore, the costs 
can be associated directly with known service unit*and 
levels. For the off-branch movements, the costs of Ion- 
tiling the traffic from the branch lines cannot besejrre* 
gated from those of cars generated elseu here on the sys¬ 
tem. For these off-branch movements, a cost allocation 
procedure is essential. This is described in the following 
chapter. 


COAL FIELD SERVICES 


The Congress specifically directed the Association to 
preserve, to the extent possible, “existing railroad track¬ 
age in areas in which fossil fuel natural resources are 
located.” (Section 206(a) (4).) The pursuit of this goal 
has been a major concern, for evaluation of the traffic 
growth potential on individual lines serving areas which 
hold fossil fuel reserves has been difficult and complex. 

Not all lines servicing areas with these reserves ac¬ 
tually serve or would be required to serve reserves which 
are economically recoverable. Further, some reserves 
may not. by tapped for decades, if ever. Identifying in¬ 
dividual rail lines which should be preserved for fossil 
fuel purpose is a difficult task. 

Use of the Region’s coal reserves primarily depends 
on the ability of individual deposits to meet EPA re¬ 
quirements, their mineability, proximity to the market 
expected use (metallurgy vs. steam production) and the 
price and availability of alternative fuels. Assessment 
of the. extent to which each of these factors affects a 
given coal deposit requires a great quantity of detailed 
data and judgments by qualified people. 

In an effort to develop line-specific coal production 
estimates, contacts have been established with the U.S. 
Department of Interior, the National Coal Association 
and the Region’s coal-producing states. Recommenda¬ 
tions concerning specific lines largely or solely because 


they serve fossil fuel reserves will be included in tlw 
Final System Plan. 

Regarding continued service to fossil fuel resource* 
( SRA has adopted the following positions: 

1. On lines required to reach economically recover 
able reserves where service is now provided, it ^ 
continued whether viable or not. Where the line ^ 
not pass USRA viability tests, however, service will w 
maintained on a “on demand” basis and only so long** 
no major repairs are required on the line. At such 

as repairs are required the line will fall into the category 
listed l>elow. # J 

2. On those lines required to reach economical J ^ 
coverable reserve and where there is not now .sen we. nr 
Association proposes that such lines be considered o 
“rail banking,” and that this concept be develops 
conjunction with the Final System Plan. 

The lines recommended in the Preliminary 
Plan either for continued service or rail ban 
based on the best available information the Assotf 
could obtain, to date. We will continue to " (,r * * 
the Federal Energy Administration, Iiepartmen 
Interior, the National Coal Association and the 
coal producing states, to make a more accaran^^ 
tion of where economically recoverable <<* ^ 
exist. — 
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Though it is difficult to reduce costs in the near term, 
ti* system adjusts yard work declines, rar costs are 
jalwed. train miles are reduced, billing and clerical 
tste decline. Plant reductions are less likely to occur; 
ICC owt formulas recognize this by assigning low 
variability to these cost items. 

In the n il world, loss of the relatively small percent¬ 
al of traffic that will actually be lost (about 4.5%) 
rill be comjiensated for by an increase in other traffic 
ith<‘ Association assumes a 1.41% growth rate). Re- 
may be temporarily nonproductive the day 
tragic is dropped, but will soon be utilized for new 
tnJic due to normal traffic growth. 


Outcome of the Analysis 

Results of the analysis of each line’s pros|)ects for 
ittiinirig financial self-sufficiency, reported in detail 
Appendix K to Volume II. Of the 9,600 miles of active 
roidwty studied. 3,400 miles are recommended for 
direct inclusion in the Preliminary System Plan with¬ 
out further study. These lines account for 75 percent 
of the traffic and revenue generated on the lines studied. 
He remaining lines should be studied carefully by the 
<ut« to decide which justify continuation of service 
throughsul>siciies and those which should be abandoned. 

The miles not recommended for inclusion in 
th*system plan can be continued in operation through 
Wee continuation subsidies, as previously discussed. 
He required subsidy level should be estimated using 
1 formula developed by RSPO blit the formula was not 
fc'weed early enough to nllow such computation. 

The analytical results summarized here and presented 
in Appendix K to Volume II include detailed 
^deration of each line’s financial self-sufficiency im- 
traffic, revenue and estimated cost levels which 


failed in 1973. Analyses to he completed after prep- 
too Preliminary System Plan include the 
* Btifkation of traffic growth realized, for example, 
^t°tho location of new shippers on the line and the 
lf °P me, rt of sound proposals concerning service con¬ 
dition by an alternative railroad. 

5 * ,ls * W3 data are used in the analysis, new 

^is<ouW have come into existence, and existing ship- 
have permanently increased their use of rail 
* MIUet he data were collected. Second, a line may 
^ the necessary traffic growth in the near term 
tc4| 01 ** * ^ su fi | '*ient* H both cases, the lines involved 
^ ni rp ! ,npsent prudent business investments and 
* included in the Final System Plan. 


Morv 


tj* |j * U ! n ‘ nt oar ner data will l>e analyzed to assist, in 
tra ® r /growth which already has 
!| iajor sources of the needed informa- 
-* lud ° simony provided at the RSPO hearings 
Pl J:n 1 " 1 My * r °held on the Preliminary System 
^ sbin >mnittn * ( ^*° n8 Ivce ‘ vec I directly from individ- 
ig^J*** ^‘^information provided by such public 
15 * State Departments of Transportati 


ion. 


AVhero the verified information indicates that, the t raffio 
growth will permit self-sufficiency, the line segment will 
be recommended for inclusion in the Final System Plan. 

An Overview 

As stated at the outset of this chapter, no issue gen¬ 
erated more interest and debate during the planning 
process for this report, than the light-density line issue. 
It dominated meetings to discuss the work of the Asso¬ 
ciation held with state and local officials, public interest 
grou|)s, shippers, members of Congress and nearly every 
group that met with representatives of the Association. 

The Association approached this issue with consid¬ 
erable care and preparation, aware in part icular of reac¬ 
tions to the Department of Transportation report last 
year. Xo doubt there will be honest differences of opin¬ 
ion as to the correctness of approach, analysis, methods, 
data and conclusions. However, the Association believes 
it did the best job it could in the time available. 

Because the Association dealt only with the light- 
density lines of bankrupt carriers and the. DOT report 
studied solvent as well as bankrupt railroads, it imme¬ 
diately was able to pare down the number of miles of 
track where continued sendee was thought to be in 
jeopardy. The Association concluded that of the 9,600 
miles of track under study 6500 miles w’ere not suitable 
for inclusion in the restructured system. 

It is important to keep in mind that this Plan, al¬ 
though a major step in t he rest ructuring process, is only 
one step in the process and is now offered for public 
comment and evaluation. Upon release of the Prelimi¬ 
nary System Plan, the Rail Services Planning Office 
will begin a formal hearing and evaluation procedure as 
it did with the. IX)T Report. Hearings will be held 
throughout the 17-state Region. RSPO will announce 
the dates and locations of those hearings. 

The Association view’s this part of the process as 
vitally important to the successful submission of a Final 
System Plan to Congress. It may be expected that this 
set of hearings wrill focus primarily on the light-density 
line issue. States, communities, shippers and other in¬ 
terested citizens will present their views on the Plan. 

The Association gives its assurance that all of these 
comments, particularly the RSPO evaluation due on 
April 28, will be given careful consideration. The Asso¬ 
ciation is seeking, through the RSPO hearing, definitive 
information and material assistance relevant, to individ¬ 
ual branch lines. This is especially im|K>rtant in the case. 
of light-density lines that have an identifiable capability 
for grow th in the near term. Also l**ing sought are other 
proposals which may result in continued service on 
lines that now appear to be uneconomical. 

The goal of the Association, limited only by the re¬ 
quirements of the Act, is to provide in the Final System 
Plan for the continuation of as much rail service as pos¬ 
sible. In pursuing that goal, we seek whatever guidance 
and help may be available. 
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Alternative Approaches 

There are four courses of action which could be taken 
by the Association with respect to light density rail 
lines. First, all existing rail lines could be recommended 
for inclusion in the Final System Plan. This approach 
is least disruptive in the short run. It fails, however, to 
recognize that the rail system lias a substantial amount 
of excess capacity—over capacity enhanced by the fact 
that the bankrupt carriers have overlapping service ter¬ 
ritories. In addition, this course of action would perpet¬ 
uate internal cross subsidies and would thwart the pro¬ 
vision of Title IV which gives explicit recognition to 
the role of the public sector in the planning and contin¬ 
uation of rail sendee. 

Another problem associated with the retention of es¬ 
sentially all trackage is the resulting financial burden 
on ConRail. This financial burden results from the need 
to acquire the properties, to invest in improvements on 
most lines and to continue operations. The most critical 
financial factor is the upgrading requirements of the 
track. The physical condition of the earners in reorga¬ 
nization tends to lie very poor, requiring a sizable in¬ 
vestment in ties, rail and other material to bring their 
trackage into compliance with safe and efficient operat¬ 
ing requirements. The need for these materials on main 
lines, primary feeder lines and major yards will restrict 
the availability of materials for use on branch lines. 
Thus, attempts to retain all existing lines would meet 
with only limited success because service necessarily 
would continue to deteriorate, and the materials would 
not be available to keep low priority lines in operating 
condition. 

The second course of action would be exclusion of 
every line which currently is not financially self-suffi¬ 
cient. This approach is the most disruptive alternative 
in the short run due to the uncertainty of the availabil¬ 
ity of the subsidy for individual lines. Although it would 
reduce ConRails financial burden, this alternative 
would maximize the burden on the public sector. In 
addition, a number of lines can be made financially self- 
sustaining with small revenue increases and with near' 
term traffic growth. These lines represent prudent busi¬ 
ness investments. Because they are capable of contrib¬ 
uting to the carrier’s net income over the long run, they 
should be continued by the carrier. 

The third alternative is transfer of low-density lines 
to other railroads in the Region. This approach would 
lioth minimize the burden of these lines on the restruc¬ 
tured system and reduce the burden on the public sector. 
However, this alternative is feasible only where alterna¬ 
tive carriers cun provide service to the shippers at a 
reasonable profit. Since such decisions are voluntary, 
services not considered capable of generating a profit 
would not be assumed by another carrier. 

The fourth course of action is shared resj>onsibility 
for continuation of service by the railroad and the pub¬ 


lic sector. I’ndrr thisapproach, the oarrie: «>uldassume 
responsibility for those services which ar> fmarwuJIr 
self-sustaining, including those that probably can h 
made viable through rate increases or traffic growth in 
the near term. Those lines that are not seif-sustaining j 
can be retained in service through the provision of sub 
sidies. In addition, loans are available to public bodies 
for purchasing and rehabilitating lines to facilitate the i 
continuation of adequate and efficient service. 

The Association has adopted a combination of the I 
third and fourth alternatives. Where rail sen ice knot ] 
capable of producing a contribution to the net income of 
the carrier, it first was evaluated for rate increase and 
traffic growth potential which would produce financial I 
self-sufficiency, and if these are in prospect the line was 
retained in the system. Where such growth is not fore-1 
seen, careful consideration is being given to the poten¬ 
tial assumption of the responsibility for tin service hr I 
an alternative carrier. If such potential exists, the car-1 
rier will be given the information necessary to evaluate j 
the profit potential of the line. 

Finally, where neither of these actions will permitl 
ntion of rail service, the responsibility forcoctinJ 
ing that service rests with the public sector. The process j 
could be one of purchasing the rail line and holding it V 
for future use, purchasing and rehabilitating the line I 
and contracting for continued service by ConRail or, in I 
some cases, supporting operation for an interim period I 
of time to allow the shippers on the line to adjust their | 
shipping patterns. 

In theory, because ConRail does not now own any j 
track or equipment, employ any people or provide any 
service, all costs are completely variable. However, mort 
existing traffic will receive service. Therefore, traffic on 
the branch lines under study (approximately percent I 
of the total carloads) represents service which is in* I 
cremental to that which certainly will be handled. 

Within this framework, all costs which will be in* I 
curred in the ownership, maintenance and operation I 
of the branch line itself are variable and must b* m ’| 
eluded in the analysis. The relevant cost of handler 
the traffic beyond the branch line itself are those w K j 
will vary with the addition of the traffic* Handling 
20 percent increase in traffic will require additio"* 
yard work, the operation of more trains, the 
more freight cars and more loss, damage Iim ^ c en< 3 
(billing) costs. All these costs must be im hid m 
analysis. . ij^l 

Theoretically, inclusion of these costs can * * I 
by direct assignment or by allocation. 
best approach is to identify each cos< in* urn ^ 
ducing a service. However, due to the exist* 
and common cost6 which vary direct!} " !t 1 ' ^ 

the fact that railroads produce a mult ir 
the specific cost of each service cannot . ^ 
separately, and the variable costs inn-t 
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Id the branch line viability analysis, the on-branch 
jurices (where only freight or passenger service is pro¬ 
fit) are identifiable separately. Therefore, the costs 
tm be associated directly with known service units and 
fcrels. For the off-branch movements, the costs of han- 


dling the traffic from the branch lines cannot, be segre¬ 
gated from those of cars generated elsewhere on the 
system. For these off-branch movements, a cost alloca¬ 
tion procedure is essential. This is described in the fol¬ 
lowing chapter. 
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Light Density Line Study Procedure 

Public officials, shippers, and the general public have expressed 
concern alxmt the ultimate disposition of light-density lines. This issue 
has fostered considerable public comment since the publication of the 
Secretary of Transportation’s Report in February 1974. USRA has 
made every effort to see that the analytic procedure used to assess the 
economic potential of branch lines provides an accurate picture of 
revenues and future earning capacity and the cost of providing trans¬ 
portation service for each line. 

This chapter defines the method used to compare the costs of providing 
safe and efficient rail service with the actual revenues from existing or 
projected traffic over each branch line. The procedure involves analysis on 
a line-by-line basis of revenues, labor costs, fuel and maintenance ex¬ 
penditures, anticipated rehabilitation and replacement costs and many 
other factors essential to a valid assessment of each branch line as a 
potential ConRail route. This procedural explanation is helpful in 
reviewing USRA’s preliminary light-density line recommendations and 
eliciting additional information during the public hearings on the 
issue. 
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Chapters 7 and 16 explained the problem of light 
density rail lines in the Region and summarized the 
Association's decisions with respect to the lines to !>c 
included in the Preliminary System Plan, to be part of 
another railroad system or to be eligible for rail sendee 
continuation subsidies. This chapter describes the ana¬ 
lytical procedure U9ed to determine the economic via¬ 
bility of the light density lines. The purpose of the 
analysis was to determine the prosj>ect8 for financial 
self-sufficiency of continued service on each branch line 
selected for concentrated study. 

Basic Procedure 

The basic procedure involved the identification of the 
carloads and revenue generated by each line and the 
estimation of the variable costs engendered by the pro¬ 
vision of the involved service. The costs an* those of 
producing a service which is secondary or by-product 
in nature, within a medium-run* time frame (i.e., 6-10 
years) with only minimal track upgrading and with 
operating efficiencies anticipated to lie achieved by the 
restructured system. Two additional assumptions were 
made concerning the existence of passenger sendee and 
through or overhead freight sendee. 

First, where commuter sendee is now operated over 
the line, it would be continued. The analysis of local 
freight sendee was undertaken with the exclusion of 
maintenance and ownership (return or net salvage 
value) costs on those lines, and where Amtruk service 
exists, it was assumed that Amtrnk might not continue 
to use the line and instead would re-route its trains to 
the lines used by through freight trains; therefore all 
costs associated with continued service must be borne 
by the local freight traffic. 

• Second, where a line currently lias through freight 
service and is programed for such sendee at or near 
the time of ConRnil activation, local freight service 
would continue to he provided to the line. Where such 
through freight service is not programed, the local 
traffic must support the costs of the line and the service 
received. 

The analysis was based on the carriers’ 1973 traffic, 
revenue and unit costs and assumed efficient operations. 
The basic steps were as follows: 

1. Establish total branch line-generated revenue. 

2. Then subtract in the following order these cost 

items: 

a. on-branch operating costs, 

1). on-branch maintenance costs, 

c. on-branch return on net salvage value. 

d. on-branch overhead costs, 

e. off-branch operating costs, and 

f. up-grading costs. 

Total branch-generated revenue, includes all revenue 
derived from transportation services provided on the 


line. In almost all cases, this revenue is the frei 
revenue realized by the carrier from traffic originatii 
or terminating on the branch. A record of actual 
revenue is contained in the computerized traffic 
which was accessed directly for the analysis. 

On-branch operating cost* consist of locomotr 
costs, caboose costs, freight car costs and crew 
which are included on the basis of carrier average 
variable cost per mile, hour or day. 

Development of the costs associated with the 1 
motive fleet can follow at least three different i| 
proaches. First, it has been argued, especially 
NYDOT, that the locomotive costs of Class II 
roads are most relevant to branch line analyses pi 
marily because of the smaller (lower horsepower) unii 
used. However, the locomotive fleet of (he Class 
carrier tends to lie multifunctional, that is, a loco¬ 
motive used on a branch line typically is used ( 
often must be able) to provide other services as well 
Therefore, the fact that a smaller locomotive is a| 
propriatc does not dictate the size (hat is likely to 
used. The average locomotive costs of Class II rail 
are not used because they are not demonstrably ir- 
curate or appropriate proxies for the cost of Class I 
railroads. 

Second, in its presentation to the RSPO, the AA 
proposed using replacement costs of locomotives as 
appropriate capital element in the locomotive 
equation. Variable costs are future costs, and since t! 
analysis is directed toward the future costs of 
tiniKxl service, the AAR proposal merited careful 
sideration. However, development of such future 
requires data ami information which could n°t 
riiatrd acruruldy in tirnr for inclusion in th 
analysis. 


The third approach involves the use of carrier i'^ 
nge total investment, repair and operating costs 
locomotive unit hour. This approach, which allows t 
pairing of the cost per unit hour with (he 
punded on each branch line, has been adopted for 
analysis. 

The carrier total costs for locomotive ^P 1 2 3 * r * 
raent depreciation, rent and fuel were extracts 
the Carrier’s Annual Report (R-l) to the ICC • 
costs are supplemented by indirect maintenaw* 
lnl)or costs and a 7.2 percent return on net in 
(from the published per diem rates). J 

The total locomotive cost was reduced to u >ni . 
level by dividing by total locomotive hours. ^ 

hours in road service are available direct Iv 
Form R-l. For switching service, however, an a^ 
operating speed of C> m.p.h. (generally used ui ^ ^ 
ing procedures) was applied to convert loc o,n |^ fn0 ^ 
in switching service (from Form R-l) a ^ 
hours. The resulting total locomotive unit l0U ^^d 
associated with total freight locomotive cost 
a cost per unit hour. 
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The alwve procedure was completed using the total 
kx<wiiotive fleet used in freight service. Attempts were 
:j(k to separate the costs of electric from diesel loco¬ 
motives, but the format of Form R-l precludes such a 
#!*rttion. A similar impediment exists to the separa¬ 
tum of switching from road-haul locomotive costs. 

The freight ear costing can be approached on the 
1 * 35 of existing ownership, operating and repair costs 
won the hasi* of estimated future costs, especially in 
tiie area of capital costs as was proposed by the AAR. 
Although die analysis was t>ased on the premise of 
continued operation, freight cars are used and replaced. 
The current cost of replacing freight cars is higher than 
the historical cost of those cars now in use, and this 
tod probably will continue. 

Accordingly, estimates of future car costs should be 
used. However, such an analysis requires accurately 
estimated dAta and fut ure freight car costs which cur* 
Tenth are unavailable. The available data relate to the 
n>4$ associated with the existing freight car fleet, 
ind this data was incorporated in the analytical 
ipproach. 

Freight car costs are developed on a commodity- 
«pvific basis for both car days and car miles. “Revenue 
Contribution to Burden and Other Data By Commodity 
On* and Territorial Movement,” a study completed 
fw the DOT, contains information pertaining to the 
relative pro|>ortion of the various car types used to 
transport each commodity. By applying the average 
* r, ky Mid car mile costs develo|x»d from the AAR's 
Car Hire Master List #17 to the mix of freight cars 
J'H to move each commodity, a weighted average car 
for the commodity is derived. 

The on-branch car costs* are then developed in two 
^ mileage element is based on the location of 
T1 ^ nation on the line and the use of an assumed 100 
hr'HU empty return factor between the shippers sid- 
®EMid thc junction of the line under study with its 
^^’lingline ( generally a secondary or feeder line). 

» (, :ir day costs are more complex in development. 
{i ‘" srtiine spent on the branch has five components: 

^ l0 ^ orn ' yard, travel time from the yard 
^ Clipper, ‘"free" time at the shipper’s siding, time 
mg or the train and travel time from the shipper's 
^' u l yard. The duration of each of these 
depends on the number of times the 
bjt week. It was assumed that the 

»fwn* C1iri8 * >tV shipper beyond the free time 
r t . 1 Sl<e ^ ^ or 1W demurrage payments, and neither 
^^tHiig revenue were included in the 

u i l " deVC * , °I ,mCnt e ^ a I )Se ^ car c ^ a -’ s 


r 


J®. •' Pitching time at the local yard for 

I lln K ** ie cnr into and out of the local train 
® 1 avcriipc additional time spent at the yard 
"*** the local train. 


• one day travel time for the movement from the 
yard to the shipper. 

• two days “free" time for the shipper to load or 
unload the car. 

• time spent at the shippers siding waiting for the 
local train. 

• one day for the return move. 

The primary inputs for development of freight car 
costs are the commodity typc(s) and service frequency. 
Identification of the commodities generated by each line 
is available from the computerized traffic record, and.the 
service frequency is available from the questionnaire 
results. 

Caboose costs were included on a basis which is similar 
to the freight-car costs. Though there are no published 
per diem rates for calxxises, a caboose has approximately 
the same retail value as an equipped automotive boxcar. 
Therefore, the average per diem costs of this car type 
were used as a surrogate for caboose costs. The caboose 
mileage charge was based on the round trip miles re¬ 
quired to serve each branch. The caboose day costs were 
based on the portion of a 12-hour day required to serve 
the branch. 

The final element of on-branch operating costs is 
crew’ costs. It has been argued that the crew’ costs of 
Class IJ railroads are most relevant to the analysis of 
branch lines, primarily due to the lower wage rates, 
smaller crews and the greater flexibility in the work 
rules. Because the wages paid by short line carriers do 
not reflect the wage costs which will l)e incurred by the 
restructured system, however, they were not used in 
the analysis. 

Crew’ costs are included in the analysis on the basis 
of the crew size and the crew time spent on each line. 
The costs of four crew sizes have been developed: two- 
man (conductor and engineer), three-man (conductor, 
engineer and brakeman) four-man (conductor, engineer 
and two hrakemen), and five-man (conductor, engineer, 
two brakemen and a fireman). The crew size involved 
on each line is available from the questionnaire. 

The hourly cost is based on the total costs and serv¬ 
ice time of each type of employee serving on local 
and way freight trains as reported to the ICC. The total 
employee costs include straight-time pay. overtime pay 
const motive allowances, health and welfare benefits and 
payroll taxes. Tire service time is time actually worked 
for both straight and overtime compensation. The total 
compensation divided by the hours of service yields the 
average cost |H*r employee hour. The hourly crew’ cost 
is developed as the sum of the Individual hourly costs 
of the involved crew rnemliers. 

Using these cost-development procedures, it is pos¬ 
sible to include a separate cost for overtime worked. 
However, there are two principal reasons for not in¬ 
cluding overtime separately. First, it is not practicable 
to divide hours serving the branch into straight time 
and overt ime. For example, w ork done on a given branch 
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may have caused the crew to work overtime elsewhere: 
this could be viewed as a branch-related expense. Sec¬ 
ond, since the constructive allowances, vacation and 
holiday pay primarily are earned as a by-product of 
straight time worked, they are properly included as 
straight-time compensation. The difference between 
straight time hourly compensation including these fac¬ 
tors and overtime compensation is negligible. 

As an example of the on-branch operating costs, the 
average cost per week associated with a 9-mile Penn 
Central branch served 52 times per year by a 5-man 
crew and generating 4 carloads per week are: 

$31. 52 Locomotive costs 
78, S3 Crew costs 
124. 49 Freight car costs 
2.11 Caboose costs 


$236,95 Total on-branch operating costs 

On-branch maintenance costs and on-branch rehabil¬ 
itation or upgrading costs are directly interrelated and 
therefore must receive simultaneous treatment. The 
maintenance expenditure which must be spent to retain 
the integrity of the line depends on its condition. The 
alternatives are maintenance of the line in minimum 
safe operating condition (i.e., FRA Track Class I 
standards) or maintenance at a higher standard, which 
is conducive to greater operating efficiency. The costs 
used were those associated with upgrading the line to 
FRA Class I standards, annualized over 10 (without 
interest costs), and the costs of maintaining the line at 
that standard. 

The current condition of a line is a function of past 
maintenance practices. Obviously, most light-density 
lines have received little or no maintenance in recent 
years. Continued oi>eration requires maintenance ex¬ 
penditures into the indefinite future, however, and the 
cost of this required level of maintenance is an issue 
in the analysis of a line’s self-sufficiency. 

The Association prepared detailed estimates of the 
cost of totally rehabilitating a branch line and main¬ 
tenance of the line at that standard for a 50-year period 
and of the cost of upgrading a line only to meet FRA 
Class I requirements and maintenance at that standard 
for a 50-year period. These cost estimates incorporated 
the following assumptions: 

General: 

• Future labor, machine and material costs would 
remain at the third quarter 1974 level. 

• Costs are on a per-mile basis. 

• No bridges or other structures exist on the line. 

• There is on© grade crossing per mile. 

• There is one turn-out every 2 mi lea 

• The line must, be able to take any car in inter¬ 
change with a minimum weight limit of 263,000- 
265,000 pounds per car. 

• The line handles less than 1 million gross ton 
miles per mile per year. 


Total Rehabilitation: 

• Construct at a 30 m.p.h. standard. 

• Use 107 lb. welded relay rail. 

• Two-thirds of the ties replaced ($26 each for 
purchase and laying). 

• Machine time, other track materials and dirwt 
labor (excluding supervision) are included. 

• There is demand for the removed mil for relay¬ 
ing. 

• Salvaged materials are removed, transported to 
market and sold. 

Upgrading to FRA Class I: 

• Replace 400 ties per mile which assumes the 
existence of 240 good ties per mile; Class 1 stand¬ 
ards require 640 good ties per mile. 

• It costs $37 to purchase and insert i*ach tie. 

• Ties have a 30-year life. 

• Weld 10 rail ends per mile per year: therein 
32 “short** rail ends per mile. 

• Replace two broken rail lengths per year (costal 
at three-fourths of the price of new rail). 

The major issue is whether a line should In* upgraded 
to Class I standards or totally rehabilitated. Toeviln- 
ate this option, the annual costs through the 50-year 
period for both analyses were discounted at 5 percent 
to a 1974 present value. Five percent was used as the 
approximate cost of capital in the noninflationary econ¬ 
omy (which reflects the use of constant dollars in prepa¬ 
ration of the estimates). Tables 1 and 2 present the un 
discounted annual cost, the discounted annual cost and 
the total costs for the two procedures. 


Table 1 .—Estimated cost of total rehabilitation of lifhi dtrjdt 
line and annual maintenance to retain that standard 


Year 

Undit- 

count*d 

cost 

Prcsoot 

value At 

5 percent 

Yew 

I. 

$154, 614 

3154,814 

28... 


833 

7D8 

27. 

3 

7S5 

712 

28.. 

4- 

455 

M3 

» . 

a- 

455 

374 

30 

a.. 

833 

853 

31. 

7- 

456 

240 

». 

8 

785 

U4 

33 

9. 

455 

308 

34 

10. 

455 

2S2 

35 . 

11 . 

•#.433 

3,791 

36 

12.. 

455 

286 

27 . 

13 

785 

437 

«. . . - 

H 

455 

Ml 

3» 

15. 

455 

230 

40_ 

16. 

833 

401 

41. 

17. 

455 

208 

42-. 

IS . 

785 

342 

a - 

10. 

455 

180 

44 

. 

455 

180 

45. 

71.. 

18.205 

8,881 

48., . 

27- 

455 

183 

47 .- 

22. 

785 

268 

48. 

24,. 

456 

148 

: • 

A . 

455 

141 

50. - 




ToiAl ... 


Undi* 

count'd 

coil 




IMS 
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TjHU cost of upgrading light-density line to FRA 

elan l i landard and. annual maintenance tv retain that 

ttandurti 


T* 




Coda* 

cot*. 

Pwwit 
valua at 

5 P^rewil 

1 Yw 

Uodift- 

eoam*d 

cost 

Prrsrnt 
value at 
* percent 

* 25 . *14 

*25.314 

» . 

*3,970 

11.172 

*.560 

I.**) 

27. 

3.881 

1,091 

*,M0 

3,339 

28. 

3.844 

1.030 

4.W7 

3.107 

29. 

3.881 

990 

3.500 

2,039 

39_ 

3,954 

061 

*. m 

2,388 

31. 

4,117 

963 

i.m 

2,710 

32. 

4.184 

922 

x>* 

2.354 

33. 

4,147 

870 

i,5m 

2,433 

34...™ 

4.258 

351 


2.341 

35. 

4,111 

783 

9.757 

2.303 

36 

4.3*4 

795 

*.**» 

2. MS 

37,. ... 

4.294 

741 

*,717 

2.070 

38. 

4.184 

888 

im 

1.952 

39. 

4.294 

872 

4,158 

2.100 

40.. 

4.221 

839 

4.930 

2,07* 

41. 

9,853 

1.400 

4.73* 

1,911 

*2. . 

4.1*4 

583 

4,104 

1,830 

13 

4.884 

565 

4.731 

1,758 

44. _ 

4.348 

534 

91740 

1,480 

45. 

3,907 

457 


3,482 

4* 

4,107 

457 

*.714 

1,340 

47.. 

3.941 

418 

I.W7 

1,301 

48. 

3.944 


9.944 

1,251 

49... 

3.907 

376 

*.770 

1.189 

50. 

4,054 

371 



ToUl ... 

230,172 

97,790 


ThHo<aI umliscounted 50-year costs arc $260,714 for 
frtabilitation, consisting of $154,614 in year one and 
IB aver *£* annual maintenance cost of $2,165, and 
f° r upgrading, consisting of $25,314 in year 
*u<i an average annual maintenance of $4,181. 
I^pite the much higher maintenance cost under min- 
^ upgrading, the total undiscounted cost is $30,542 
. ; f ' 1Il ^ 4 * r this option. The total discounted cost is $186,- 
. ^habiliUtion and $97,790 for upgrading. There 
^ iffonence of $88,955 in favor of minimal upgrad- 


t . !** shortage of materials and manpower which 

11 * p !»v any major rehabilitation of branch lines 
. Itof ,,n< krmine the viability of the line. The. costs 
sim upgrading. However, where 

till. Jmt . nw ,ra ^ c potential exists or where substan* 
Vuimg sanngs could be realized, major rehabili- 
may t» justified. 

WityV * *' l0S<> ‘* ata * total rehabilitation of light* 
tipp- i’ lnes Ls ,mt ^'ononiically justified over minimal 
'fctt V\r r ' H, '' i,,( ‘ r ing only the lower maintenance 
• '«*»* tniuwl operating and similar savings 
!| , ° P° r 111 '* c would be required to 

on the av " u,nuft l costs of the two procedures. Based 
rrm hour, y ,-ost °f « locomotive and 3-tnan 

'Ms im I . T mting 8av ' n R 8 resulting from higher 
I round tr i,'' * n ' la * > *Utstion would require nearly 700 
T J cnr over ^ ie ^' ne — a level of service 

I &0l, dnal m i ana '- vs * 8 ' accordingly, included only 
S 1 * *ug costs and the cost of maintaining 


the line at that standard. The upgrading costs were 
based on the number of ties, miles of track, turn-out 
repairs and grade-crossing repairs required to bnng 
the line into compliance with FRA Class I require¬ 
ments. This information is available from the question¬ 
naire results. 

The costs of upgrading the line were not all included 
in the first year. Instead, these costs were annualized 
over a 10-year period. The required investment is the 
result of cumulative deferred maintenance and should 
not be borne entirely in a single expense period. The 
use of a 10-vear annualization period may well be 
longer than is justified by the risk of traffic erosion on 
light-density lines. 

The maintenance co6ts are included for the branch 
line itself and the requisite siding and yard tracks. The 
maintenance costs are a function of traffic density (gross 
ton miles per mile per year), length and the existence of 
such structures as bridges. Inclusion of these factors 
was based on information contained in the question¬ 
naire data base. The costs include labor (excluding 
supervision, which is included elsewhere), materials 
(rail, ties, ballast, etc.) and machinery required to per¬ 
form the work. 

The resulting annual costs per mile for a 9-mile 
branch with one-half mile of siding tracks, 10 grade 
crossings and 5 turn-outs, requiring 3,485 ties and no 
rail to meet FR.V Class I standards are: 

$1,952 Per mile upgrading costa (one-tentb of total) 
$34*67 Per mile maintenance costa 

The return on net salvage value is included as an 
estimate of the opportunity cost to the carrier of con¬ 
tinued operation. For a carrier to purchase a line, it 
should expect to realize a return on the required invest¬ 
ment. However, at this time the purchase price of any 
given line is unknown. In addition, after purchase, the 
relevant cost is the return which could be received by 
placing the asset in alternative use. Therefore, the esti¬ 
mated opportunity cost, is the return on net salvage 
value foregone by continuing the line in service. 

Return on net salvage value should be distinguished 
from net liquidation value since the latter considers all 
of the economic consequences of abandonment, includ¬ 
ing the effect of abandonments on present commodity 
prices. 

The gross salvage value includes an estimated resale 
value of the steel, reusable ties and land. The salvageable 
steel was estimated on the basis of rail weighing 100 
pounds per yard, yielding 178 tons per track mile, and 
61 tons of other steel track materials (tie plates, bars, 
etc.) per mile for a total of 239 tons per mile. The gross 
salvage value of steel was assumed for purposes of this 
study to be $125 per ton. The resulting estimated gross 
value of the steel is $29,912 per mile. 

A resale value for ties was included only for those 
ties which arc reusable. An estimate of the number of 
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reusable ties is available from the questionnaire. The 
resale value of land is based on 7.3 acres per mile (a 60- 
foot right-of-way). The cost of salvaging these ma¬ 
terials and transporting them to market also was 
estimated. 

It must be noted that the data used for estimating 
net salvage value represents only a preliminary esti¬ 
mate. Further, the estimates reflect values which may 
l^e generated if a relatively few lines are abandoned, the 
balance of the rail system remains in operation, and the 
scrap materials are required for use on the remaining 
lines. As better data becomes available, it will be used 
in preparing the Final System Plan. 

The rate of return applied to the net salvage value 
was 8.3 percent. This is an estimate of the 1075 U.S. 
Treasury Bond rate plus 0.3 percent for administrative 
costs. It is argued by the AAR that the internal cost 
of capital of the restructed system should be used to 
value the opportunity cost of the investment. 

However, at this time that cost of capital is unknown, 
although any private-sector rate would be higher than 
the estimate used. Moreover, the net salvage estimated 
is not discounted to reflected disposition time. 

The inclusion of on-braneh property tajres presents 
a host of problems. Property taxes represent direct on- 
branch costs and are appropriately included in an anal¬ 
ysis of self-sufficiency. The taxing rates vary markedly 
between states and among local jurisdictions within 
states. For example, Connecticut has no rail property 
tax while the tax rate in the District of Columbia is 
extremely high. However, the Association has not yet 
been able to obtain actual property taxes for each line 
nor to develop an accurate estimating procedure. There¬ 
fore, the direct results of the analysis do not reflect the 
impact of property taxes. 

On-branch overhead costs include only an estimate of 
the supervision required for maintenance-of-way and 
train-crew employees, required clerical support and the 
cost of employee injuries and property damage. Super¬ 
visor}' expenses include only the estimated costs of first- 
and second-line supervision: a track supervisor and his 
immediate supervisor in the ease, of maintenance-of- 
way, ami a trainmaster or assistant trainmaster and his 
immediate supervisor for train crews. 

Interviews with operating personnel indicate that, on 
the average*, 30 percent of track supervisor^ time is de¬ 
voted to branch line maintenance, and 10 track super¬ 
visors report to a track engineer. Thus, 30 percent of 
the cost of track supervisor and 10 percent of the cost 
of a track engineer are related to branch lines. Further, 
it was assumed that a track engineer is responsible for 
40 miles of branch line. Therefore, one-fortieth of the 
branch-related supervisory costs was assigned to each 
branch mile under analysis. 

Transportation supervision costs are specified in 
terms of crew hours. Again, interviews indicate that 
75 percent of a trainmaster s time is devoted to super¬ 


vision of train movements, and onc-bxf! of division 
superintendents time is associated with siq>■-rviac* 
those trainmasters under his control. The tot*! g^. I 
vision costs developed on this basis were divided br! 
local and way freight engineer service hours to obuii 
the cost per hour. 

The costs associated with injuries to persons, <Um- 
age to property and clerical support were derrlopfd 
se|jarately for maintenance-of-way and truh$j>ortatk>!L 
The total of these three expense groups is available in 
the Carriers Annual Report Form R-l. The resulting j 
cost for nmintenanee-of-way was attributed to the line I 
on the basis of direct maintenance costs for the branch | 
as a proportion of total system direct maintenance I 
costs. The total cost of the three expenses for trans-1 
portation was attributed to the line on the basis of the I 
crew hours expended on the branch as n proportion of | 
total system crew hours. 

The annual on-branch overhead costs for a 9-miic l 
Penn Central branch line served once a week bvt&-| 
member crew are: 

$1,335 Ma Intena nce-of-way aupenrIsi on 
30 Transportation supervision 
474 Maintenanee-of-way clerical *npt»ort and ae 
olden fa 

158 Transportation clerical support nnri accident* 

2,000 Total annual on-braneb overhead reed 

The net revenue from traffic overhead to the branch 
required special treatment. The questionnaires indicate 
the volume of overhead traffic for each line, hut over¬ 
head traffic exists on only a few of the lines under anal¬ 
ysis. The analytical complexities arise from two eon 
First, ConRail ojjerations probably will result in the re¬ 
routing of a significant but as yet unknown proportion^ 
of the t raffic. In addition, use of a line to provide *n ice 
to overhead traffic necessarily will require provision 0 
local pick-up and deliver}' sendee on the line. i 

Second, the impact of the overhead traffic on a hw 
viability is difficult to evaluate lacking such critics in 
formation as the commodities involved, the tota 
of haul and the revenue realized by the carrier. 1 
out such 8j>ccjfic information, the analysis cau on > 
carried forward on the basis of general average 
to these complexities, the reported results <>f 1 *'j! 
ity analysis exclude the effects of overhead tra ' • ^ 

ever, the recommendations reflect the require 
the line for overhaul ttlflc. . 

The off -branch operating cost* appropriate 1 ^ 
analysis are the subject of ruble 

analysis incorporates gross ton-mile 

costs, loss and damage costs, car ni-f it 

NVDOT and the Cm 
only freight car costs should he > nr ' ul 1 ' ?!* 
branch portion of the nnalysis. ( nt j nu e in 

trains will continue and all employees w gbst*** 
their capacities regardless of the exH* ‘* 
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tfthe brunch-line traffic.. This argument has some merit 
thm considering only one line generating a few cars 
per week, although even in this case existing abandon- 
B*nt procedures and analyses recognizes significant off- 

bnnri cost*. 

However, the framework of the Association's analysis 
2 $ very different The analysis encompasses nearly 
liijOW miles of active rail line generating more than 1 
million cars per year. The traffic represents more than 
tOOO carloads [>er day which, with 30 loaded cars per 
tnin, represents more than 100 trains per day. In addi¬ 
tion train schedule* are being changed, labor require- 
n*nti ire being restructured and yard functions are 
kiDjf redefined. The addition of 3,000 carloads per day 
obviously would require more plant, equipment and 
labor than otherwise would be necessary. 

It is tko argued that, if off-branch costs are to lie 
incorporated, they should be developed by a costing 
frcrdnre other than the ICC's Rail Form A because 
tl* Form A results provide inaccurate information. The 
ICCs Rail Form A costing procedure, used since the 
has been subjected to a variety of criticisms. 
Although many of the criticisms appear to be substan¬ 
tive.!*) Alternative procedure has been developed, tested 
•ailadopted for widespread use. Hence, the Rail Form 
A represents the only tool available for the estimation 
d off-branch variable operating costs. 

TVre are live elements in the analysis of off-branch 
>,5; tfrews ton-mile costs, switching costs, loss and 
e06ts, car costa, and clerical costs. All hut car 
^ md loss and damage costs were developed using 
^° rm ^ ros ** n £ procedure. In the development 
r rr,Hts - however, several input cost accounts were 
eluded because it j s Udieved that they are not relevant. 

T 1 c ton-mile cost has three elements. The first 

8 primarily the variable cost of maintenance-of-way. 

- jvrond is a locomotive variable unit-mile cost, pro- 
n ' f»wr the average trailing gross tons per through 
^rd ,s train-mile variable costs, also pro- 
t • ^ average trailing gross tons per through 

W } Ml rp8u ^* l W unit r °sts lire applied to the off- 
ton-miles of the branch-generated traffic, 
hr °osts arc developed on a per-unit basis 

to uJj 1 c ^ r *switching service: n>ad train 

^tbi-T^ ^ >r originated or terminated 

>r \ fK1 ** ntii5 ftn d terminated or originated clse- 
tnfc ! f 1 interchange switch for interline 

f ^ em Pty return) and intertrain 
^oflin^ °| 1 ~ ^° Ca ^ ^ ftrt ^ l^ us * evei 7 200 

Cbri 1 

| ° tS W ** ie nvera ^ e billing cost per car. The 
b? <xmr **!''*'«*** are the total of such costs incurred 
i . ! |‘ V *N°cat*d on a per-ton basis. 

" r n develo{>ed as the weighted 

<S r 'l*®ifiod by commodity using the 
Hlr * MlLSt «r List (described above). The 


resulting mile costs are applied to the off-branch car 
miles, including circuity and empty return. The car 
days are calculated on the basis of: 4 days for terminal 
switching, one-half day for each interchange and inter¬ 
train sw itch,* and 1 day for each approximately 500 
miles of haul or fraction thereof. These procedures re¬ 
sult in 5.5 car days for a 1,000 mile interchange move 
compared to an estimated 7 days under current 
operations. 

The off-branch costs for a Penn Central line generat¬ 
ing 900 carloads, 9,400,000 off-branch gross ton-miles, 
7 terminal switches, 331 interchange switches and 1.329 
intert rain switches are: 

$136.00 Average ton-mile costs per carload 

32.70 Average terminal switching costs per car¬ 

load 

0.26 Average Interchange switching costa per car¬ 
load 

5.26 Average intertrain switching costs per car¬ 
load 

3.52 Average loss and damage costs per carload 

18.70 Average car-day cost per carload 

27.80 Average car-mile costs per carload 

4 77 Average clerical costs per carload 

Because this complex analysis must he applied to more 
than 9,000 miles of railroad, it has been computerized. 
However, the characteristics of each line are unique, 
and therefore each has also been subjected to manual 
review and evaluation. 

The analytical results which have been summarized 
above include detailed consideration of each line's finan¬ 
cial self-sufficiency under traffic, revenue and estimated 
cost levels which prevailed in 1973 and an estimation 
of realizable rate increases and tniffic. growth due, for 
example, to the location of a new shipper on the line. 

A line-by-line evaluation of traffic growth has two 
basic elements. First, because the data used in the anal¬ 
ysis related to 1973, new firms could have come into 
existence and the existing shippers could have perma¬ 
nently increased their use of rail service. Second, a line 
may realize the necessary traffic growth in the near 
term to ljceome self-sufficient. In both cases, the involved 
lines represent prudent business investments and should 
be included in the Final System Plan. 

More current carrier information has been analyzed 
to assist in the identification of traffic growth which 
already has been realized. The major sources of the 
needed information concerning traffic growth are the 
testimony provided at the RSPO hearings (including 
those to be held on this report), the communications 
which are being received directly from individual 
shippers, information provided by public agencies such 
as the state departments of transportation and informa¬ 
tion provided by the railroads. Where the verified in¬ 
formation indicates that the traffic growth will enable 
self-sufficiency, the involved line segment will be rec¬ 
ommended for inclusion the Final System Plan. Where 
no specific information w'as available, the estimated 
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region-wide average growth rate has been used to eval¬ 
uate the growth potential. 

Conclusion 

This technical description of the analytic progress 
is essential to a full understanding of the depth of the 
light-density line analysis. Revenue and cost items were 
identified as precisely as possible and, once the data 
were established, the formula was applied. It would be 
a mistake to assume, however, that a simple computer 
ntn then established the preliminary conclusion with 
respect to any sjiccific line. 


Considerable effort was expended to verify (]«* II 
Each line was studied again individually to asau* fl 
greater accuracy. Rate adjustments and identifiable | 
traffic growth patterns were taken into account wh<n II 
information was available. I 

No doubt, there will lte some disagreement with the fl 
data as well as the formula. The Association feeUoon- I 
fident of both hut will 1 n> attentive to the public respon* fl 
and evaluation, primarily through the KS1*0 hearing 
process. Comments and evaluations will lie carefully 
considered during preparation of the Final System 
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18 __ 

Railroad Marine Operations 

The Association’s analysis of rail service in the Northeast and Mid¬ 
west includes review of car-ferry operations’, principally those across 
Lake Michigan, Chesapeake Bay and New York Harbor. Marine 
transportation provides a special service to shippers, but it has imposed a 
substantial financial burden on the bankrupt carriers. Many existing 
facilities and most of the vessels soon will have to be replaced or rehabili¬ 
tated to make the level of service more safe and efficient. The capital 
expenditures needed to complete such a project would be considerable. 

This chapter explains the methods used to analyze car-ferry opera¬ 
tions. In essence, these systems were considered as light-density branch 
lines and subject to the same analytic procedures. The Association has 
concluded that due to the high cost of modernizing the existing car-ferry 
fleet and facilities, ConRail should not be responsible for maintaining 
and improving marine operations. As a result, these lines uauld become 
available for the subsidies authorized in Title TV of the Regional Rail 
Reorganization Act of 1973. 
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Most marine operation# of the bankrupt railroads 
in the Region have been declining for many years. 
These operations include: 

Ann Arbor Railroad— 

I^ake Michigan Car Fern* Service 
Penn Central— 

Cape Charles, Virginia, to Little Creek (Norfolk), 
Virginia, Car Float Service 
Penn Central, Erie Lackawanna and Lehigh Valley— 
New York Hartor Car Float and Lighterage 
Services ♦ 

Reading Company— 

Delaware River Car Float Service 
Mackinac Transportation Company— 

Mackinac Straits Car Ferry Service 

The Ann Arbor senice on I^ike Michigan, which has 
retained a reasonably substantial volume of traffic, es¬ 
sentially is part of a secondary through route in con¬ 
nection with the Green Hay I Western Railway. Simi¬ 
larly. the Cape Charles*Little Creek service is a link 
in a through route of secondary importance, although 
local factors are also involved. Traffic on this marine 
route also has held up relatively better than on the 
others. 

The New York Harbor and Delaware River opera¬ 
tions are essentially local in nature, handling traffic be¬ 
tween rail terminals and waterfront locations not di¬ 
rectly on the lines of the operating companies. The 
Mackinac Transportation Company’s Mackinac Straits 
service forms a bridge !>etwecn little-used branch lines. 

Car-ferry operation is much more expensive than 
train operation on a per-mile basis. On a typical car 
ferry, 85 men perform the work that 5 men accom¬ 
plish moving the same amount of traffic over rails. The 
cost of maintaining a ship and float bridges exceeds 
the equivalent cost of track and locomotive mainte¬ 
nance, and the ship uses much more fuel than a loco¬ 
motive. The economics of car-ferry operation do not 
resemble those of marine transportation in general. 
In essence, it is a piggyback sendee of a very specialized 
nature whose sole justification is the avoidance of an 
extreme amount of railroad circuity. 

Gains in rail productivity have l>een made by in¬ 
creasing the size of individual cars, thus requiring less 
handling and switching per ton of cargo moved, and 
by increasing the number of cars made up into trains, 
thus requiring fewer crew and motive units. Bigger 
rolling stock and longer trains do not result in equiva¬ 
lent productivity gains for marine operation, however, 
because of the absolute limit on the number of rail cars 
that can be accommodated and thus the freight tonnage 
that can be floated. Moreover, as land freight speeds 
increase, water links are put at a further disadvantage. 

The marine services in the Region are at a crucial 
juncture because certain vessels need imminent replace¬ 
ment. but they will have to compete for funds with 
mainline consolidation and improvement, including a 


large amount of deferred maintenance. Dirge inv**. 
ments in new marine equipment could reduce operating 
costs substantially—including fuel, crew, general oj#r 
ating capacity, maintenance and repair. However, these 
investment expenditures* to reduce marine operating 
costs would be desirable only where the marine service 
must of necessity be continued, since new investment 
which yields a lower but continuing deficit is less attrac- 
five than abandonment. 

Two of the five marine operations in the Region are 
potential medium-density routes for freight senice and 
are presently used for through freight. The Lake Mich¬ 
igan car ferries serve traffic which would otherwise mow 
via the Chicago gateway; the Chesapeake Bay car float 
is an alternative to the Potomac Yard (Alexandria, 
Va.) gateway and also serves as a route for overeia 
loads: car-float interchange at New York Harbor 
avoids extreme circuity for freight moving between the 
Long Island RR and the PC, LV and F.L Railroads, 

The revenues derived from waterborne traffic are 
generally lower than those which would be earned on 
the same traffic moving via an alternative rail route, 
since the water route is generally the short route md 
rail rates traditionally have been based on average costs 
and distance, not specific costs. Shipper* recognize these 
rate-making benefits and press for continued marine 
sendee. On the other hand, service over the shorter 
land-water mute can be more expensive to provide thin 
longer all-land service. 

The revenues attributable to a marine service sack 
as a car ferry are not easily disentangled from overall 
revenues for the movement, and they depend hesvilj 
on the particular commodity and origin-destinitioo 
combination. Thus, the analyses of individual marine 
of > 0 nit ions set out below emphasize comparative costs 
of various land-water and all-land routes as being the 
most valid measure of the preferred alternative. 

Ann Arbor Car Ferry Service 

Currently, three railroads provide ear ferry sem<* 
across the center of Lake Michigan (see Figure 1) • 
C<tO (Chevtie System) between Ludington, Mkh- 
and Milwaukee, Manitowoc and Kewaunee, 
Ann Arbar RR between Frankfort, Mkh* * 
Kewaunee, Wis. 

Grand Trunk Western RR between Mudcep* 
Mich., and Milwaukee. Wis. 

Of the three, the Chessie’s is the most extensb* 
tion, serving three separate routes from a 
on the Michigan side of the Lake. The Aim A 
ice is second with 80-35 trips per week over lts 
remaining route. The GTW service consist* <> w 

trip 5 days per week, the prime pur]**** ^ 

provide access to Milwaukee. The Chessie 
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ire seriously considering discontinuance of their car 
ferry operations. 

The Ann Arbor ear-ferry service normally is con¬ 
ducted by 1 vessel, the Viking, which is capable of 
handling 2t> rail cars. A second ship, the A . K . A tkinaon, 
55 M of service due to the need for extensive repairs. 
Tlie l iking is adequate normally for the amount of 
tniSccurrently handled; when a substitute or auxiliary' 
is needed, a spare GTW ferry is rented. Two 
wind trips per day is the normal operation. Formerly 
other car-ferry routes were operated from Frank¬ 
fort by the Ann Arbor, but these were discontinued due 
j* declining traffic. On the remaining Frankfort- 
e *aun<* routes traffic has remained relatively steady. 
T1 k‘ principal connection on the Wisconsin side of the 
kk* At Kewaunee is the Green Bay & Western It. R., 
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which operates a single main line without branches 
across northern Wisconsin, terminating at Winona, 
Minn., on the west bank of the Mississippi River. This 
line relic9 on the car-ferry connections at Kewaunee for 
approximately half its overall traffic. This traffic is 
divided between the Ann Arbor and the Chessie in a 
ratio of approximately 3:2. Thus, we find the AA and 
GB&W, two roads of comparable size and similar in 
some characteristics, each dependent upon the other for 
approximately 30 percent of its traffic. However, the 
GB&W still makes a small profit and the AA is bank¬ 
rupt. That the A A is encumbered with the car-ferry 
operation probably is one of the principal reasons for 
the disparity. Table 1 shows the comparison. 

Since most of the traffic using the car ferry’ is rela¬ 
tively long haul to the AA, it accounted for 51 per¬ 
cent of the 1973 revenue or approximately $5,380,000. 
The northern 185-mi I© section of the A A is nearly de¬ 
void of local traffic and therefore almost wholly related 
to the car ferry. 

As indicated in Table 2 total traffic averages approxi¬ 
mate! y 2*500 cars per month, of which 1,000 are loads 
and 900 are empty cars. The percentage of loaded cars 
is approximately 70 percent eastbound, but total cars 
are reasonably close to balance. As the northern two- 
thirds of the Ann Arbor RR exists mainly for the 
ferry connection, it is apparent that the greatest reve¬ 
nue source is also the most acute problem/ 

Traffic over the Kewaunee-Frank fort route, which 
has held steady or increased slightly during the last 3 
y^ears, amounts to about 20,000 annual carloads, with 
the Viking generally used to capacity eastbound. Total 


Tabu: I.— Comparison of the QBdW and A A operation #, 1973 



Mllwof 

road 

Revenue 

(•000) 

ExpNue 

(IOOO) 

Nat profit (low) 
(1000) 

Operating 

ratio 

(percent) 

OBAW... 

3*4 

18. KO 

I8.6SH 

*282 

82.5 

AA. 

293 

10.542 

12.337 

« 

(1.785) 

97.8 


Soaroe; Railroad operating record*. 



TuiLr. 2. Ann Arbor Ixike Michigan car ferry traffic between Kewaunee and Frankfort, monthly by direction, 1974 


trip* 

A,h “ 


Month 

Monthly 

average 

Average 
number of 
can per 
trip 

Jan. 

Fab. 

Mar. 

Apr. 

May 

Junr 

July 

Aug 

Sept. 

395 

440 

430 

424 

785 

447 

454 

458 

357 

404 

7.2 

0*4 

643 

098 

781 

308 

004 

884 

800 

537 

080 

0.7 

1.078 

1.0*3 

1.128 

1.215 

1.103 

1,111 

1.128 

1,068 

8*4 

1.094 

16.0 



4 









1.225 

1.004 

1,256 

1.255 

860 

1.080 

1,685 

1,062 

l.OOtt 

1.105 

17.1 

200 

157 

237 

206 

423 

278 

280 

266 

209 

254 

3.0 

1.425 

1.281 

1,492 

1.400 

1.278 

1.350 

1.321 

1,318 

1.301 

1,359 

2L0 

85 

eo* 

flo 

07H 


05 

05 

67 

«2 

010 
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Ann Arbor car-ferry traffic has declined substantially 
«lue to the reduction of vessels and routes served and to 
increased car sizes; more than 40,000 average annual 
carloads were moved by car ferry during the 1960s, but 

1973 traffic was 27,000 carloads* and 1974 will show 
about 20,000 carloads, based on monthly movements 
through September. More than half the car-ferry traffic 
originates in either Minnesota- Wisconsin or Michigan, 
and more than half of traffic terminations are in Wis¬ 
consin* Michigan and Ohio. 

Continuation of the Ann Arbor service is strongly 
supported by Wisconsin interests because of its assumed 
importance (a) for the traffic and revenues of the Green 
Hay & Western, (b) in providing a regular flow of 
empties westbound, (c) in providing what is viewed by 
shippers as better ami more reliable transit time rela¬ 
tive to the Chicago gateway and (d), probably upper¬ 
most in shippers’ minds, providing the short-route rate 
base for traffic in the Northern Midwest* especially 
northern Wisconsin and Minnesota. 

As seen in Table 3, total expenses charged to car-ferry 
operations for the single vessel in service during early 

1974 have been approximately $239,000 per month. 
This figure is inclusive of vessel depreciation and dock- 
side expenses at both Kew’aunee and Frankfort. Deleting 
$11,000 per month to reflect income earned in passenger 
service gives a net marine operating cost of $228,000 per 
month, or about $2.7 million |>er year. A comparison to 
revenues anticipated for 1974 traffic (which total less 
than 1973 because Manitowoc service has been aban¬ 
doned) w r ould leave about $1.6 million, over and above 
marine costs, to defray rail costs for the northern track¬ 
age and shore facilities. 

The two most likely alternatives are (1) upgrade 
the car-ferry service via purchase of a new' vessel (which 

Table 3. — Jan Arbor projected marine operating co$t*, 19 7$ 

Operating colt 


Category per month 

Boat Operation ._—- $99,000 

Boat Maintenance -*- 13.200 

Miscellaneous Operation - 600 

Boat Depreciation - 28,700 

Boat Inaurance _—-- 10,300 

Frankfort Station and Dispatch Expense -— 8,000 

Frankfort Maintenance of Equipment (Car Inspec¬ 
tion) _ 10,500 

Dock Maintenance and Depreciation - 2,200 

Kewaunee Station, Joint Costa _ 1, 000 

Three Ixiconioiive Units (Maintenance and Deprecia¬ 
tion) _ 11,250 

Casualty Coats ____ 14,300 

Employee Benefits ___ 39,500 


Subtotal_ 239,150 

I-css Passenger Revenue_ 10,900 


Total _ 228,250 


Source: A. T. Kearney, Inc., Analysis of Railroad Operated 
Ferry and Lighterage Operations, January 1975. 


could serve any ports designated) or (2) nbandonth* 
car-ferry service and route the traffic all rail via Chj- 
cago. A comparison of these alternatives follows: 


Table 4.— Comparison of preeeni Lake Michigan car fern 
major alternative* 

ATX RAGE HR CARLOAD 



1’rcaent 

service 

New m»l Allnd 

KewacTw*. mCfakwb 
Fnuiklart 

MvineoofU. . 

I1U 

ua 

Incremental r*ll costs *. ....... 

L ."- m 

Total-move costs (major shipments) 

Fuel consumption (gallons).... ......... 

S6U 

ISO 

KM j ui 

im a 



I These costs are the total ell-mi! route costs leas the mU pcietkwt of Uimupnwti 
coats Incurred In a com parable movement via the car ferry. thus tbs M inrmaa«tfel 
rail** tool by way of Chicago Is com parable to tbe marine cost by way ot Ym&tn 

Source: A. T. Kearney. Inc*. A not ft Is of Railroad Oprmlrd Ffrr§ a%d LifUtnp 
Opera!ion t, January IV7fl. 

A new* vessel would require incremental investment 
of approximately $18 million. Further expenditures 
on shore facilities and supporting rail lines are net 
included. Both alternatives are superior to present 
service in that the cost per carload would be reduced 
while less energy was consumed. Foregoing any invest¬ 
ment, it would be possible to save $110 per car by rout¬ 
ing through Chicago, whereas the new vessel would 
give lesser savings of approximately $80 per car. The 
choice between these two alternatives will depend on 
the estimated benefit of increasing the level of traffic 
through Chicago versus the willingness of the various 
interested parties to provide financial support for the 
new vessel. 

Retention of the marine operation would be slightly 
more attractive than portrayed in Table 4 if it were 
feasible to shift the service to the Chossie port of 
ington, thereby reducing the distance traveled 
segments of the move. Although this route would 
difficult to arrange, it may be worthy considering 
service is cont inued under subsidy. 

Table 5, which follows, shows a more detailed 
relationship of various methods of moving tnSir - 
tween selected points. . . i 

Tables 6 and 7 are included to show the ^ n ^ llS j 
destinations of the traffic handled. As previous J j 
tioned, it will b© noted that the states of J 10 n 
Wisconsin, Minnesota and Ohio predominate. 

Penn Central Chesapeake Bay Car Float 

From the standpoint of geography. 
some of the same characteristics the Ann A 
ice. It is a link in a secondary through ^ 

parallels more heavily utilized trunk l^ferrr 

ferry’ is important to the GB&W,the( ^ $ jy 

is important to the Norfolk .Southern ^ ^ 

sidiary of the Southern, as it gives that cam 
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Tabu 5. —Comparison of carload cost for total motemcnt, selected movements and alternatives, Ann Arbor Lake Michigan Jerry 


Mowmam 

Procnt 

•errlce 

Pment 

Acrvlec 

(capedty) 

Upgraded 

aerrioe 

proMnt 

irmil&o 

Upgrade 

service 

tnenuad 

traffic 

Upended 
and con* 
Aolldatod 

BCTVlCA 

CbMrfa 

AU 

rail 

Total 

ravnnuii 


$14100 

190.00 

116100 

$0100 

$62.00 

390.00 

$32.45 


UnM ••• .- — 

Ovuas to K#no«itA .........-.—-—- 

49149 

442.49 

614.49 

41149 

307.83 

425.83 

37142 

1559 

On* B*T to D**™ 1 . — ~ ... 

45* 07 

403.0? 

475.07 

879.07 

361.30 

389.30 

36170 

317 

Gnw&Aj to Toledo..—. 

514 S? 

461.32 

553 82 

437.32 

41104 

441.04 

45113 

645 

Argute PHUbumh..——... 

65127 

601.77 

67127 

577.77 

55193 

500 93 

55110 

879 

fimoic Riptdi to Jtney Ctly...................-- 

1,019.1ft 

96ft. 1ft 

1.(0106 

942.1ft 

920.41 

94141 

91143 

927 

Inn/Wtr tO HllW&oJW'*...-. . 

5ft 1 7ft 

508.7ft 

500.7ft 

464.7ft 

449.95 

477.96 

302.64 

807 

Dtfftofti to 8t Full........... •... ...... ............... 

59197 

539.9? 

611.97 

51197 

49ft. 14 

52114 

51151 

724 

i>mi Bat toUnu ..-... 

409.02 

496.02 

SOI 02 

412.02 

3U121 

421.21 

334.54 

29ft 

Caper u> FW Hocl...... 

1.00ft. (4 

95164 

1.02164 

907.65 

929.04 

635.05 

80131 

2,250 

TbUI......-. 

5.780.70 

6,11170 

6.96a 60 

5,074.71 

4.914.45 

6,1414ft 

179178 

0,406 

Awr**o(4niOm.**.. 

643 B0 

59a ao 

062.29 

5618ft 

54106 

571.01 

532.76 

711 


?cc«:A T.KMrnnf.lDC .,Analftt$ of RaUrood Operated FVrr* end Ue^tK Opmtoiu, January 1975. 


haul on traffic so routed. Also, the water link is at the 
extreme end of a line with little intermediate traffic, 
u the AA’s marine ojieration at Frankfort, Mich. 

(See Figure 2.) 

Another reason for the Caj>e Charles link is that it is 
PCs only access to the Norfolk area* Historically this 
factor weighed more heavily than at present, since the 
atance of the interline traffic would mean a light den¬ 
sity operation indeed. This link is also used to some 
extent for over- dimension shipments which cannot be 
handled on the principal trunk lines because of re- 

noted clearances. 'Phene is no competing service of 


FIGURE 2 



a similar nature between the Delmarva Peninsula and 
Norfolk. The C&O (Chessie) has limited marine opera¬ 
tions in the Hampton Roads area, serying different lo¬ 
cations. 

This operation uses the tugboat and car-float prin¬ 
ciple instead of the car ferry employed on Lake Michi¬ 
gan. Present marine equipment includes two 1,600 HP 
diesel-electric tugs known as the Chicago and Philadel¬ 
phia, both of which were built in 1955. Two barges (car 
floats) are also used, only one of which, the Captain 
Rdxcard Richardson , is owned by PC. The second barge 
is leased from the C&O as necessary. The Richardson 
was built in 1948 and lias a capacity of 26 average airs, 
and the C&O float can accommodate 18 cars. The Rich¬ 
ardson is leaky and in poor condition, notwithstanding 
extensive repairs made in 1973. 

The crew requirement of the car-float operation is 
12 men per 8-hour shift, roughly equivalent to the car- 
ferry operation on Lake Michigan which requires 35 
men for a round-the-clock operation. The operation is 
conducted on an unscheduled basis, averaging four 
round trips every 24 hours. 

The Penn Central car float handled about 51,000 cars 
in 1972 (data for 1973 are not reliable due to both the 
Richardson and the Delmarva mainline being out of 
service for several months). Of this total, about 30,000 
carloads were floated, of which 58 percent were north¬ 
bound. The traffic for the year ending June, 1974, has 
not recovered to the 1972 level and amounted to only 
25,000 carloads. At carload levels of 1972, utilization 
would not approach maximum engineering capacity 
under continous operation. Also, the service is unreli¬ 
able due to weather and equipment problems. A large 
majority of the carloads floated are overhead or bridge 
traffic (about 70 jiercent in 1972), which Penn Central 
could interchange on or off the Washington area or far¬ 
ther west in the event of car float abandonment, but 
PC would receive a shorter haul. 

More than onc-luilf the carloads floated in 1973 
(FSRA data tapes) showed origination in the four 
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Tablk 6. —Ann Arbor Ixike Michigan car Jerry data, 1973; by 
origin stale or province 


Origin state or province 

M d 
carloads 

Total 

tons 

Ann 

Arbor 

revenue 

Total 

revenue 

Albert* -- 

178 

9.760 

03.481 

$293,413 

Alabama...... 

IS 

727 

1.745 

12,040 

Arkansas . 

3 

122 

652 

3.141 

British Columbia 

I.SS5 

67.213 

293,435 

2,610.873 

California. 

349 

14.456 

67.371 

706,228 

Colorado. 

6 

194 

1.081 

5.881 

Connecticut. . 

8 

232 

1,173 

6,098 

District of Columbia. 

42 

1.8&7 

7.549 

30.201 

Delaware. 

8 

592 

1,845 

11924 

Florida. ... 

75 

4.872 

8.105 

85,617 

Georgia.... 

784 

54.153 

111500 

1.175.205 

Iowa .... 

8 

288 

1,093 

6,725 

Idaho. 

591 

25.502 

Id 551 

909.356 

Illinois.. 

30 

75ft 

4.155 

15,745 

Indian*. .. 

22 

608 

4,258 

13,380 

Kansas.. . . 

1 

18 

107 

469 

Kentucky...____ 

27 

858 

1560 

12,817 

Loolslan*. 

10 

512 

1.588 

9.384 

Massachusetts. 

40 

874 

5.538 

31,872 

Manitoba... 

37 

1418 

10,507 

69,619 

Maryland 

23 

933 

5,319 

21.351 

Maine. . . 

272 

9.518 

40,553 

224,231 

Michigan.. 

3.297 

156,247 

817,356 

2.771 464 

Minn wot* --- 

3.009 

125.587 

538.136 

1085,073 

Missouri .. 

2 

71 

296 

1,175 

Mississippi. 

1 

so 

74 

532 

Montana .. 

302 

13,759 

50,756 

461 on 

Nebraska . 

17 

554 

1351 

14,431 

North Carolina ___ 

71 

2,741 

5,547 

51,041 

North Dakota.. .. 

171 

7,478 

39.819 

183.300 

New Brunswick .. 

ft 

114 

965 

4,555 

Newfoundland. 

9 

482 

1,817 

14.722 

New Hampshire. 

90 

554 

I960 

16.942 

New Jersey __............. 

A3 

1370 

14,225 

71,005 

Nova Boot la ... 

47 

2.856 

10,954 

71,163 

Nevada. 

4 

131 

508 

4.515 

New York.... .... 

235 

10.299 

41.452 

175.280 

Ohio. 

1.483 

47,897 

359,500 

1,625.536 

Oklahoma .... 

12 

344 

1,053 

1762 

Ontario .. . .. 

343 

21,604 

110,445 

404.251 

Oregon.... . 

889 

38.433 

171596 

1.541810 

Pennsylvania.. 

649 

19,916 

IK 733 

714.090 

Quebec ... 

254 

11,012 

51.540 

271677 

Rhode Island __ 

1 

49 

85 

602 

South Carolina.*. .. 

108 

5.257 

11504 

121.798 

South Dakota... 

09 

3,508 

16,564 

74.045 

Saskatchewan. ... 

1.330 

109.101 

380,907 

1586.438 

Tennessee ... 

2 

55 

194 

2.440 

Texas. . . 

5 

154 

635 

2.368 

Utah. .. 

3 

109 

541 

4.218 

Virginia.. . 

115 

4.788 

19.863 

71718 

Vermont ...... 

19 

760 

3.405 

20,894 

Washington .. 

087 

41945 

181,953 

1,671067 

Wisconsin. 

8.896 

288.043 

1.614.396 

4,807.922 

West Virginia. .... 

13 

722 

3,594 

11,721 

Wyoming.__ 

517 

131930 

138.456 

925,662 

Total!. 

27.011 

1.322.888 

5,380.093 

21 062.293 


1 Approximate totals only. Kuct totals not possible due to data process! nc difficul¬ 
ties and possible differences between scheduled routing and actual. 

Source: 8pedal U8RA computer run of Ann Arbor traffic tapes lor 1973 


states of North Carolina, Virginia, Delaware and Penn¬ 
sylvania, and these same four states also received more 
than onc-half the traffic terminated alter being floated. 
The state of Maryland had substantial terminating traf¬ 
fic, though it did not show many originations. 

Table 8 is a summary of traffic handled during 
1972, demonstrating the dominance of bridge or over¬ 
head traffic. 


Table 7. —Ann Arbor Ixike Michigan car ferry ima m* i* 
destination state or province ' ** 


Terminating stale or province 

Total 

carloads 

Total 

tom 

Alberta.. . 

53 

942 

Alabama.... 

30 

1,002 

Arison*.. 

10 

140 

British Columbia. 

26 

966 

California ___ 

271 

9.921 

Colorado..—.... 

12 

264 

Connecticut. . 

501 

19.186 

DUtricl of Columbia. . 

38 

1.130 

Delaware.. . _ 

112 

3.960 

Florida.. 

63 

1.353 

Georgia... 

34 

i,a» 

Iowa... 

15 

227 

Idaho.. 

14 

264 

IllinoU.. 

76 

2.474 

Indiana.... ... 

241 

8,479 

Kamos. 

1 

14 

Kentucky. .. ... 

200 

13.294 

Massachusetts .. 

802 

30.354 

Manitoba. 

22 

858 

Maryland 

392 

12.968 

Maine. 

198 

6,741 

Michigan. . 

4,976 

218,806 

Minnesota.. . 

1,907 

77,319 

Ml*** ul.. 

4 

00 

Montana .. . 

116 

7,780 

Nebraska .„ 

6 

183 

North Carolina .. 

36 

1.254 

North Dakota. 

100 

2.971 

New Brunswick . 

3 

66 

Newfoundland... 

10 

380 

New Hampshire. . 

92 

3.837 

New Jersey -- 

799 

30.881 

New Mexico. 

4 

75 

Nova Scotia.. 

100 

108,918 

New York... 

2.297 

89,848 

Ohio. ... 

6,067 

345.955 

Ontario. ......_.... 

218 

9,997 

Oregon . 

240 

A 5*i 

Pennsylvania. 

1,944 

75,143 

Quebec ..... 

118 

4,172 

Rhode Island ... 

74 

1,319 

South Carolina .... 

20 

583 

South Dakota . 

35 

1.076 

Saskatchewan.. 

23 

385 

Tennessee... ._ 

93 

4.934 

Texas.. ..... . 

3 

MO 

Utah. 

5 

182 

Virginia.. . 

335 

14,778 

Vermont ... 

139 

A4M 

Washington.. . . . 

211 

4,037 

Wisconsin,. .... 

3.773 

192.191 

West Virginia . .. 

81 

2,776 

Wyoming... 

4 

44 

Total . .. 

28,901 

3323982 


Ann Arbor Toui 

mrrtTUB 1 




• npivounuun iguui ohjjf. whw ——- 

cultirs and possible difference* between scheduled routing ««4 
Source. U8RA computer run of Ann Arbor traffic top* hr 1973. 


Like the Ann Arbor RR. the lower 90 
PC Delmarva Branch, south of Salisbury (see map) 
very little local traffic and therefore exists prinian J 
cause of the marine connection. This trackage t» ,n JV 
poor condition, and the cost of restoring it t° * * ^ 
factory level would be excessive, The fum <0 *\_ 
used more productively to improve main-line tnl ^ 
Total expenses charged directly to c« r-float 
tions on the Chesapeake in 19?2 by Lnn ^ 

amounted to about. $2.9 million for the >car. ^ 

of vessel depreciation and yard-dockside txpeiL 
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t*SRA contractor estimated that, after accounting for 
inflation, this is equivalent to about $H.5 million for 
l!)74. Then* are no truck or passenger revenues to defray 
pirt of tbest* expenses, as in I^ake Michigan operations, 
Ptirn Cent ml lias reported gross revenues of about $8.5 
million on the traffic floated in 1972 (USRA tapes show 
about ^6.8 million for atypical 1973 traffic data), leav¬ 
ing some contribution to defray the nonmarine rail 
cats of moving the traffic plus shore facilities. Penn 
Central has estimated a deficit overall on the car-float 
traffic, based on marine costs plus long-term variable 


Tnu &—Pin n Central traffic and revenue at Norfolk stations 
and Interchange, !97t 


CUa* of imfllr 

Cara 

Tons 

PC 

revenue 

Groat 

nevrnu* 

OaradH etxJ fcrwi,rjml... 

tmdnd tM lenslriaird. 

2.601 

5. *40 
IV, 

1*4,543 

333.5*2 

1.026,764 

$951,497 
2. *15. Ott 
4.641.6*4 

$1.0*4.289 
3, 287.075 
ll.Wl.9fl7 

to*.... 

taa. . 

27. Wi 

1.504. m 

8.0OA.O07 

16,295 221 


fcfltt. Pena Centra! I reexportation Co. 


nil coAs for the land portion of the haul, which 
UHKMted to About $1.2 million jier year, using 1972 
iita. Table 9 details the marine costs, 

Uiu 9.—Ptrin Central Chesapeake Bay car float, annual 
operating cost 




Category 

1272 

operating 

coat 

1974 

operating 
coot » 

IktetnamarUUor.. 

i^i^. .......... ........ 

"Oausurn 

. 

$684,000 

38,621 

$642,058 

41,363 


63 486 

78.020 

Jjjjjj®®®* et float ftqiiipttfnt 

^ t0ac * nf< ttroctom 

280.M6 

77,65® 

68.561 

291,491 
95.768 
64 317 

®“* 5 "Md<ta|Wd»tino. 

52 47* 

64 646 

Chari*. 

331,867 

408.221 


2&6,154 


. 

W*Uoii and trackage, . 

137.413 

■ 14. 099 

lu 7«o 

. 

312 864 

31 322 

*«w,»la 
364, 823 

M COM 

. 

^naittcroak 

** { ** W9 * n Norfolk and 

iia <yv-. 

M) 

(|i (Ml 

*nd IffODtfty dam^ 

r* .. 

US, Ax' 

161.89* 

2.194 

514,3A0 
223.734 
1606 

1876,465 

3.540.504 


"M. l>G - Ami »* * Miami OpnM For, vtd L**Unn Op- 


(\^ r \ ** tem »tivcs have been considered for the 
f- C Car They are similar to those con- 

'YjjjpjrJ : 1 lf Michigan service. Present service 
0w «l * r r ‘- V ^ O) an upgraded service op- 
'’•rps Wil & ,leW VG88 ®1> most likely a self-propelled 
and (2\‘ \ !> °! l '' ltial ^° r Usc ’ n conla ' ner service as well, 
'•auomnent of the car float in favor of all-rail 


movement through the Potomac Yard (Alexandria, 
Va.) gateway. Two different alternatives have been 
costed for new vessels: a vessel with a capacity of 30 
cars and another vessel which could accommodate 60 
cars, both of which were originally investigated for 
Penn Central. 1 A comparison of the unit cost projected 
for each of these alternatives follows in Table 10: 


Table 10. —Comparison of PC car float and major alternatives 

ATM AO* ri» CAUOAD 



Present 
•enr lor 

Now vessel 

All-rail 

30-cur 

fl&oor 

Marine coots .. 

$120 

$68 

$31 


Incremental rail ooeui... 




$67 

Total-move costs (major ehlp- 




monte).,... 

$640 

$484 

$457 

$483 

Fuel consumption * (gallons). 

32 

41 

31 

20 


1 See note to Table 4. 

1 Fbiladdphla-NorfoUr only. 

Source: A. T. Kearney, Inc., Analytu of Railroad OprraUd Fmy and HQSUtogt 
Optsohans, January 1975. 

The comparison table shows that all three alternatives 
compare favorably with the current car-float service. 
The new 30-car vessel and the all-rail movement via 
Potomac Yard are estimated to have the same unit costs 
of $488-$484, an improvement of about $60 over current 
ear-float operations, and also better than the current 
equipment operating at full capacity (not shown). The 
incremental rail costs of $57 for an all-land movement 
are almost identical to the projected marine costs and 
would require little or no investment, though some pe¬ 
ninsular traffic would be forced to use trucks through the 
Bay Bridge Tunnel at a cost estimated to be almost 
equivalent to the current car float. 

A new 60-car vessel would have more favorable marine 
costs than a smaller vessel, reducing marine costs to $31 
per carload. However, the larger capacity vessel would 
have to attract enough traffic to permit operation at effb 
cient cost levels, since the achievement of reduced unit 
cost is almost entirely dej>cndent upon full utilization of 
the new equipment. The total traffic required to usc the 
proposed vessel to capacity amounts to 120,000 cars 
yearly, including 09,000 loaded cars, more than double 
the volumes experienced in 1972. 

Such traffic volumes are perhaps available, but very 
good servioe/marketing would be required to achieve 
them even if PC controlled the routing, and it would be 
at the expense of Potomac Yard traffic, which requires 
no new investment. Utilization of the Potomac Yard 
gateway would decline to the extent that traffic is di¬ 
verted. Moreover, the capital investment required for the 
vessel alone is estimated to be about $7 million, and the 
float bridges, support facilities and Delmarva main line 
are all in poor condition. 

1 H. M. Tl^dfinann St Co., Inc., die! mortar consulting work for PC on 
tbmr VMUfflM. 
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Therefore, purely on economic considerations, this 
operation is excluded from the Preliminary System 
Plan. This assumes the absence of financial support 
from other sources, such as local interests in the affected 
states, the Virginia Port Authority, etc. A number of 
these interested parties are desirous of continuing this 
operation, but it is not known at. the present time to what 
extent, if any, they may be able or willing to generate 
financial assistance. Another alternative which has not 
been studied is the jjossihility of a solvent carrier, for ex¬ 
ample, Southern Ry. or RF & P (see Chapter 4), assum¬ 
ing the operation of the car float and the Delmarva 
Line. 

Table 11. which follows, is an expansion of the data 
contained in Table 10. showing the cost comparison for 
total movement l>etween selected points. Tables 12 and 
13 summarize the origins and destinations of 1978 traffic. 

New York Harbor Marine Operations 

New York Harbor rail marine operations are unique 
in that both car float and lighterage sendee are avail¬ 
able from two or more trunk-line rail carriers. These 
sendees have differing origin and destination points, 
depending on the trunk-line carrier and dock railway 
or (tmsignee-consignor involved. (See Figure 3.) 

Car floating involves the movement of rail cars on 
and off floating barges at float bridge facilities which 
adjust for tidal variations. The average car float has 
2 to 4 tracks with a total capacity of 14-20 forty- and 
fifty-foot rail cars. Car floating allows rail carriers and 
waterfront customers without land connections or with 
circuitous land connections to receive and deliver rail 
cars. 





Lighterage service involves the unloading of t freight 
car’s contents and placement of the lading onto u 
open or covered lighter (barge, scow, stiekboat). Light- 
er deliveries can vary in weight from a few hundred 
pounds to several tons, and heavy single-unit loads 
such as tractors, transformers and generators are ft* 
quently handled in lighterage service. 

Historically, lighterage has been provided for com¬ 
modities that move at a tariff considered to be at or 
above fully compensatory levels. Thus, what would 
normally be termed an accessorial service (in addition 
to “normal” rail services, such as mechanical protective 
service) was, in practice, an extension of the line-haul 
carriage and was probably quite profitable even con¬ 
sidering total marine costs incurred. 

Before the turn of the century, line-haul rail carriers 
operated marine equipment in New York Harbor, pro¬ 
viding car float and lighterage service for domestic 
and import-export shipments. During the period 1911- 
17, after the Pennsylvania Railroad gained control of 
the New Haven, car-float facilities were enlarged in 
anticipation of the opening of the Hell Gate Bridge. 
New Haven freight trains began operating to Bay 
Ridge after the Hell Gate Bridge was opened, taking 
advantage of the shorter car float route between the 
New Haven's Bay Ridge Yard and Pennsylvania ter¬ 
minal at Greenville. As recently as 10 years ago, $ 
major trunk-line rail carriers were involved in Xev 


York Harbor rail-marine operations. 

On January 1, 1069. the New Haven was formally 
merged into the Penn Central system. This, and the 
preceding merger of the New York Central and the 
Pennsylvania, significantly altered the freight rout¬ 
ing patterns between New England and areas west of 
the Hudson River. Prior to these two mergers, move¬ 


ments from other than the New York Centra! were 
routed New York Harbor via the interchangesat Camp* 
bell Hall or Maybrook and over the Pmighkeepsi*' 
Bridge. After the mergers, all nondock company rout 
ings were via Selkirk Yard near Albany. In IMP. car j 
float operations at Bay Ridge were closed and the t 
removed from the Bay Ridge terminal area. 

Traditionally, rates to the greater New ^ *rk j 
have been equalized. This equalization was prodi ^ i 
on the premise that New York City and the eastern 
Jersey shoreline were integral elements of a sin)? ^ 
nomic entity. It is only in the last few years thatj 0 
large volume bulk commodity rates distingue i 
tween Brooklyn, N.Y., and Jersey City, 

Thirty years ago, a tremendous amount of int 
rail competition existed. This competitive enviro^ ^ 
has diminished as mergers and ronsolidatmn ^ ^ I 
riers have occurred. The merger of the Ne* V jd 
tral, Pennsylvania and New Haven Railrow-^ 0 { 
Penn Central in 1968 and 1969 ; and the c - ^ 

marine operations by other rail carriers 
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TaM.* 11- Companion of carload cost for total movement, selected movements and altrmaiires, Penn Central Chesapeake Bay earfioat 


Movement 

Pretent 

■erne* 

Pmcnt 

ferric* 

(capacity) 

Upgraded 

•ervlce 

(BOcar) 

Upended 

•etrioe 

(OOoar) 

All truck 

All rail 

Total revenue 


$130.00 

W 00 

$51 00 

$81.00 

$130.47 

577.92 

$67.39 
534 52 


Metis cMA— • •— 

tO -... 

52*00 

474.60 

466 60 

430 60 

$284 

rfMi tn fiataber*-.-. ...—.. 

450 17 

396 17 

mi? 

861.17 

419.15 

408 15 

644 

Pyjautfli to Baltimore....—... 

473. $7 

41*87 

410. *7 

383 81 

500.91 

361.60 

409 

Charted .- .— 

47*00 

424.00 

416 00 

389.00 

346 04 

429.29 

300 

A*1 u> fialiitcn -—... 

5*3 20 

40A» 

47*30 

451.30 

314 03 

50*32 

353 

Aofssiu i*) Bor*'*c.. . ..... 

96100 

aa*» 

680.60 

863 89 

1,424 44 

81*22 

1,253 

Vtffeft to WWrlpha ..-. 

MiM 

345.34 

337 34 

31*34 

243.93 

340. A 

432 

THL... .. 

A Cl. $7 

3.444.07 

3.38* 07 

*199.07 

*82637 

*388. A 

*791 

ittfipol7aon* ...—. 

545 ft 

492.01 

484 01 

457 01 

54*48 

483 30 

542 


» r««uspfe M territ* cost of Austlnrtlk- Keller eqtuls nil cost ($40*60) plus marine cost ($130) or $52*60. 
kem A. T. Xfurtiey, Inc.. AnslfiU 0 / Hsilnmd Operated Ferry and UgSinf Operation*, January 1W5 


Tau 12 —Penn Central Chesapeake Bay car float data by origin 
state or province, 1973 


Table 13. — Penn Central Chesapeake Bay car float data , 1973, 
by destination state or province 


Total 

arload* 

Total 

tona 

Penn 

Central 

revrnor 

Total 

revenue 

2 

81 

$530 

1*067 

112 

3 443 

2*622 

70.060 

31 

8*4 

1*893 

33.406 

12 

490 

*545 

2*087 

121 

4.874 

6*428 

328,332 

35 

1.282 

1*445 

21,145 

1.199 

41.234 

230.752 

600.963 

855 

4*417 

207.787 

714.332 

1.199 

30.137 

201.705 

573.4U9 

1* 

651 

AW 

2*005 

7 

297 

*962 

11,426 

601 

51.649 

3A\631 

408,640 

1.336 

100,668 

796,400 

631, ?08 

10 

245 

*820 

11,938 

13 

489 

*726 

9.676 

116 

4.824 

44.465 

127,425 

82 

*757 

40.766 

79, 37* 

385 

1*612 

100,060 

261.021 

99 

*390 

28.486 

»). 008 

161 

10.067 

81,606 

00.003 

20 

414 

7,754 

14,00! 

26 

764 

1*61* 

19.742 

73 

*165 

37.964 

19.737 

8 

331 

*977 

1*M5 

23 

486 

4.100 

1*5*4 

3 388 

1*1.093 

087,306 

1.891.6*4 

2 

122 

*431 

*104 

7 

1A 

1.471 

*860 

403 

16,962 

132,402 

249,920 

$ 

734 

A we 

1*350 

7 

270 

1,008 

*164 

592 

1AA7 

246,890 

385.338 

1.328 

94,9*0 

735,778 

754.993 

53 

l.»l 

40,182 

60,022 

64 

*274 

2*920 

37.950 

1.065 

4*916 

377,799 

706.023 

5 

92 

1.191 

*928 

277 

1*09» 

129.321 

438,064 

25 

566 

25.811 

3*172 

682 

3*892 

12*531 

34*129 

75 

4.290 

3*264 

A. 212 

18 

614 

*344 

9.631 

70 

*024 

31 . ao 

120.703 

5.811 

289,004 

1,52*297 

*011, A! 

34 

530 

5.001 

1*66) 

17 

7W 

7.981 

3*653 

34 

630 

9.781 

17,784 

A 

I.4U6 

*030 

1*456 

3 

214 

250 

1,068 

20.007 

1,040.042 

*78*045 

11.731,182 


Qrtt* suu or province 


tetsfcCcluatia 


Tmu 




^Htnjatarr 

^"hstej. 

. 

. 

. 

1 . 




cC ««* 


•'AjpuUr r 


1 of Penn Central traffic tepee for 1973. 


Destination stale or province 

Total 

carloads 

Total 

tona 

Penn 

Central 

revenue 

Total 

revenue 

Alabama.. . . 

46 

*074 

$1*653 

$41,746 

California.. 

17 

492 

*229 

32.539 

Connecticut - ^... 

330 

1*557 

171.9A 

22*680 

District of Columbia. 

9 

122 

1,507 

*010 

Delaware.. . 

1.777 

ICO,** 

406,287 

1,015,233 

Florida. 

340 

13,207 

119,596 

363,077 

Georgia.,..... 

576 

2*300 

150,741 

437,267 

Illinois. 

20 

730 

11.387 

1*075 

Indiana . 

142 

*971 

97.614 

124,784 

Kentucky ... 

2 

16 

558 

1,719 

Louisiana... .. 

28 

825 

7.963 

3*947 

Massachusetts_ __ 

221 

9,500 

10*924 

106,770 

Maryland ... . 

*368 

14*023 

723.071 

1.764,770 

Main*. 

9 

652 

*915 

*833 

Michigan.. 

41 

1,066 

22.655 

34.161 

Mississippi. 

8 

367 

*771 

0.004 

North Carolina.... 

1,560 

63. KB 

390.051 

1.000.490 

New Hampshire ... 

7 

437 

3,333 

5.230 

Nova Scotia. 

1,187 

59,077 

377,263 

585.854 

New York. 

635 

29,785 

273.773 

438.221 

Ohio... 

130 

6,144 

55,002 

88.600 

Ontario...____ 

9 

340 

*474 

9,017 

Oregon .. 

3 

73 

915 

5.675 

Pennsylvania.. 

1, 428 

65,700 

452,280 

71*485 

Quebec .. 

m 

*721 

5*146 

7*354 

Rhode Island. . 

78 

*748 

4*139 

59.175 

South Carolina. .. 

236 

*853 

7*871 

194.563 

Tennessee .. 

1)3 

*701 

2*17? 

7*651 

Teta*. . . . 

27 

627 

1*243 

4*241 

^ 0 gin la. ••••*••••»■ 

7.53* 

465.343 

* 102.661 

*146.290 

Vermont. .. . 

9 

573 

*275 

7.410 

Washington. . ...— 

9 

260 

*045 

20.011 

WUcwuln .. .. 

10 

412 

*710 

9.010 

West Virginia. . 

30 

1.20W 

7,768 

20.602 

Totab. .. 

20,003 

1.040,707 

*602.721 

11.77* 470 


Source: U8RA computer run of Penn Central traffic tapes far 1979. 


preceding years modified the environment to an oligop¬ 
olistic one. 

The growth of intennodal competition in the last two 
decades has also exerted significant influence on the 
rail-marine level of competition through the reduction 
of total tonnage which rail transportation carriers at¬ 
tract. Many goods, especially those lightered, are rail- 
truck competitive. With lower total transit time and less 
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variability in transit time, the motor carrier became a 
more formidable competitor for lighterage traffic. 

The level of rail-carrier aggressiveness in marketing 
mail-marine services can have an impact, either positive 
or negative, on the traffic volume handled. Many per¬ 
sons have expressed opinions that rail carriers not only 
do not actively seek this traffic, but in fact actively 
discourage it. The following railroads still serve New 
York Harbor: 

Perm Central currently operates both car-float and 
lighterage service from its Greenville terminal near 
Jersey City, N.J. 

Erie Lachwtmna has the second largest New York 
rail-marine operation in terms of volume. This road 
currently offers both car-float and lighterage service 
from its New Jersey facilities. It is owned by Dereco, 
Inc., a wholly owned subsidiary of the Norfolk & 
Western. (USRA’sstudy excludes detail on EH) 
Lehigh Valley is currently engaged in car-float opera- 
tion only, having received ICC authority to abandon 
its lighterage operation in 1970. 

Statm Island fid'O. Although still in operation, traf¬ 
fic is now minimal. 

Present volume of car-float traffic is approximately 
50.000 to 55.000 cars per year between the trunk lines 
und the terminal carriers in Brooklyn — Brooklyn East¬ 
ern District Terminal and New York Dock Ry, With 
one minor exception, these terminal companies have 
no all-rail am>ss and are therefore dependent upon the 
car-float service. A small amount of traffic is floated to/ 
from Long Island R.R., i.e.. Erie I^tckawanna and lie- 
high Valley traffic, but not Penn Central. Penn Central 
floated 20,800 cal's and Lehigh Valley floated 14,800 in 
1973. In 1974 the Erie Lackawanna floated 18.600 
cars. Cost is estimated to average $43 to $60 per car. 

PC lighterage traffic for 1973 is estimated at 60.000 to 
80,000 tons, with an estimated unit cost of $17 to $22. As 
seen in Table 14, this traffic has shrunk drastically in 
recent years. The Erie Iaickawanna currently estimates 
a loss of $28 |>er ton on lighterage service. 

Table 15 shows present railroad-owned marine equip¬ 
ment. 

Table 16 show's the traffic carried, revenue divisions in 
total and per car, and marine cost as a percent of those 
revenue divisions for the Penn Central and Lehigh 
Valley in 1973. 

The marine costs range from 13 percent to 30 percent 
of the total average revenue received by the Penn Cen¬ 
tral and Lehigh Valley. Since the rates applicable to 
New York Har!>or car floating are equalized for the 
area: that is. the rate to New Jersey is the same as the 
rate for a car floated to Brooklyn, a carrier that gar floats 
a car to Brooklyn will have only 70 to 87. percent of its 
revenue division remaining to cover nonmarine costs. 
If the car lmd l>een terminated on the Now Jersey shore, 
the carrier would incur no marine costs. Either the New 


Table 14. —New York Harbor rail marina traffic and rout dele 



Coal 

per 

unit 

Carloads by carrier! 

Triri 

rtriMdl 

Penn 

Central 

tahtgh 

Valley 

Lark- 

avaunt 

Car float: 






1962.. . 


« 

• 

• 

eiaa 

- 

*30.00 

• 

• 

• 

171.601 

HOT. .... 


36,000 

• 

• 

• 

1973.... ........... 

0-40 

33.800 

14,800 

• 

• 



Tonnage by carrier 

Trial 






tooiup 

Lighterage 






1161..... 


• 



1 W iWi 

190_ 

3.00 

• 




1965 .. 

7.75 

• 



• 

1968. . 

. .. 

535,000 



• 

1909.... 

U. 50 

513.000 



• 

1970... 


461,000 


SI* COO 

1'tinooo 

1971 ....___ 


166.000 


• 

1972. 


601000 

£ 


• 

1971 . 

17-23 

75.000 



• 


* Information not tabulated In contract study. 

Source: A. T Kearney, Inc.. Anmlftit of Raxhood Oprr.ii/i /rrm !.4gktnp 

OperatUmt. January 1975. 


Jersey land termination is an extremely profitable move¬ 
ment, or the land plus car-float movement is an un¬ 
profitable one. All indications point toward the latter 
being true. 

Contract provisions in effect also favor the termimil 
companies on "free” days, demurrage, rate divisions awl 
responsibility for switching and prompt unloading of 
floats. A USRA study estimated that marine costs 
amount to 15-20 percent of total freight revenues. 

Figure 4 shows the degree of circuity incurred in 
reaching Long Island as a result of curtailed floating 
operations. At present Erie Lackawanna and Lehigh 
Valley traffic for the Ix>ng Island RR is floated via 
York Harbor but all PC traffic is moved via Selkirk 
This is by far the largest interchange with I»ng Rl^ 
As indicated by the map, traffic to/from the \\ est is not 


Table 15 .—New York Harbor rail marine equipment, t96S and 

ms 



Carriers 


Ptnn 

Central 

Lehigh 

Valley 

& 

Ur 

snw 

rts 

ga¬ 

in* 

• 

1*3 

1973 

1963 

1973 

1963 

1971 

Float bridges ,....__ 

Tugs .—.. 

Car floats ... 

• 

36 

100 

2 

3 

9 

« 

4 

14 

1 

1 

2 

• 

15 

V 

I 

• 

• 

% 

Ughtm.. 

rr 

24 

62 

• 

*t 


Total floating... 

474 

36 

60 

3 

254 

• 




- 

-- - 

!—— 


•Information not tabulated in contract atudy. ^ ( 

Sou ret: A. T. Kearney, Inc., Anal h<« RaUraad opr#'* F 

Op/ratio**, January 1975. 
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T llir 16 —Wif York Harbor estimated car-float retinues and 
1 cost*, 1973 



Canlar 

Penn 

Central 

Lehigh 

Valley 

Total 

....... ••••*• . 

30,800 

14.770 

05,570 

.. 

938 

65C 

1,579 

lifts*dMitoo lOOO)......- 

$8,850 

$3,900 

$0,840 

. ..-. 

$339 

$302 

$277 

tea cost* M • puforntM* of* rwam. 

10.1-18.3 

31.0-29.7 

15.5-21.7 


x. T. Kmroey, Inc.. Analfsl* of Railroad Oprrattd Frrrt and Lightnagt 
Opnflnf.Jtniury 1OT*. 4 


himperwl in any way; however, the degree of circuity 
tor southern traffic is quite extreme. This would be im¬ 
proved considerably if it moved via Maybrook and the 
Poughkeepsie Bridge. The same would be true, of 
worse, for traffic to/ from southern Connecticut and the 
Sew York City area. 

Abandonment of the float bridges at Greenville is an 
tkernative that has been considered. The all-land route 
ria Selkirk is very circuitous, and there are no land con- 
iiivnonsto Brooklyn terminals (except Bush Terminal), 
so much of the traffic would probably be lost without 
the floating operations. Consolidation of all railroad 
car-float connections, presumably at Greenville, would 
permit cost reduction in support facilities and more ef¬ 
ficient scheduling and turnaround for the tugs of the 
terminal companies (which would be improved further 
f EL wen* included). If the latter savings were passed 
aioug to ConRail via better contract terms from the 
Brooklyn terminals, then continuing operations of the 
5-oat bridges might be warranted. 

Thf* Preliminary System Plan recommends the 
itoidonmcnt of lighterage, service as directly performed 
K the railroads, with this service provided by numerous 
commercial firms available in the area. Existing car- 
noat operations are recommended for continuation un- 
^ contract with the terminal companies on the condi- 
hon that & more sat isfactory contractual arrangement 
r, th ConRail can be consummated and all operations 
^ntruted at one location. If this cannot be accom- 
Pother alternatives must be studied. 


Ceding Company Delaware River Car Float 

Tb* Reading Company maintains a small car-float 
Riv^pT ° n I^laware Kiver between Delaware 
y * r neftr Wilmington, Del., and Carney’s Point, 
UjhV(i ° n ^ ww ® River Pier and Thomp- 
0nec ^ f "d>bstow ? n. N.J. This operation consists of 
1*; fonday trough Friday. The Delaware River 
^J nim ° Illy k 110 "’ 11 as Pigeon’s Point—is at the 
I Wilmington Branch, which ex- 

Uiif? Pa* The southerly portions of 

* ^°a^8ville, Pa. remains open primarily 


for the Delaware River traffic. A small amount of 
Wilmington area traffic is also handled. (See Figure 5.) 

Floating equipment consists of a single 1,200 IIP 
diesel tug, known as the Brandywine , plus 1 car float 
of 26-car capacity and 2 smaller floats, each with a 24- 
car capacity. There is a small 6-track yard and float 
bridges at Pigeon’s Point on the Delaware side of the 
river, and on the New' Jersey side there are bridges 
at 2 locations: Carney’s Point, also known as Deep¬ 
water, and Gibbstown, which is also known as Thomp¬ 
son’s Point, approximately 10 miles north of Carney’s 
Point. At both these locations the du Pont Corp. has 
industrial facilities, the sole reason for the floating 
operation. However, these plants also have all-land 
access by rail, as they are both located on the PR$L. 
The principal reason for the car-float operation is to 
maintain a competitive route into the New Jersey 
plants for the Reading Company. 

Normally, service consists of 2 round trips (Monday 
through Friday) between Pigeon’s Point and Carney’s 
Point and a single round trip between Pigeon’s Point 
and Thompson’s Point. A single crew is employed for 
this operation. Du Pont performs the car handling on 
the New Jersey side of the river. On occasion a trip is 
made on Saturday or Sunday, but du Pont pays the 
entire cost when this is necessary. Traffic for the first 
11 months of 1974 averaged 358 cars per month to/ 
from Carneys Point and 75 j>er month to/from Thomp¬ 
son s Point. These totals add both directions. 

Cost data is incomplete but includes the following 
items: 

Tuaboat crew-$23,290/month. .S158,280/yen r 

Yard crew.™- 1,125/ week__ 58,500/year 

Recently this service was discontinued temporarily 
due to an accident in which an ocean-going vessel struck 
the float bridge at Pigeon’s Point. While the floating 
operation was out of service, cars were moved into 
Thompson’s Point and Deepw r ater via the PRSL. 

Since satisfactory service can be provided by less 
costly all-rail movement, the Preliminary .System Plan 
contemplates discontinuance. The present service is 
maintained essentially for competitive reasons, which 
presumably no longer would exist under ConRail. 

Another consideration is the future of the Wilming¬ 
ton Branch of the Reading Company. This line is in 
poor condition generally. The Preliminary System Plan 
proposes the abandonment of this trackage, at least 
south of Coatesville, with Wilmington area traffic han¬ 
dled by alternate lines; discontinuance of the float oper¬ 
ation would simplify the rationalization of Wilming¬ 
ton’s t raffic. 

Mackinac Transportation Company 

This company, of which Penn Central is the majority 
owner (with the Soo Line having a minority interest), 
operates a car-ferry service between Mackinaw City 
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FIGURE 4 

CIRCUITY OF APPROACH FROM SOUTH 
TO LONG ISLAND VIA SELKIRK 
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wdSt. Ignace, Mich., across the Mackinac Strait* (See 
Figure L) It connects the Penn Central on the south 
side of the Strait with the Soo Line at St* Ignace, a 
diSanoe of 8.7 miles. Switching at each end is handled 
by the respective railroads. Floating equipment consists 
oft single ferry known as the Chief W awatam s with a 
opacity of '21 freight cars. Sendee is currently open 
on a once-per- week basis. 

Th« was once an operation of some importance—in 
Ml, for example, 214,786 freight cars were handled, 
fofore the opening of the Mackinac Bridge in 1957, 
• fry service for highway vehicles and passengers was 
important. By 1969, traffic had dwindled to 4,118 
rsrs for the entire year (the> only source of traffic) 
Wlth an opt*rating ratio of 593.56 percent. In the first 
^months of 1974 only 951 cars were moved (Table 17). 

f ( >r the decline, in addition to the bridge 
In 1957, include the drastic reduction in in- 
activity in the area and solicitation bv compet- 
***** f °r routing via Chicago. 

Taale \7.—Uacktnac Transportation Co. 

Mackinac Strait car ferry 


to 1.21!) In Mmr 1 B73 
*** lCt **■•»*« Oocket No. 26303. 

for complete abandonment was filed in 
Ml* ^ ° rtSe ^ as not * )00n t^npleted. Table 18 
^ u tement submitted to the ICC covering 
U °ug t the first 5 months of 1970. It is not con- 
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Table 18. — The Mackinac Transportation Co. income statement 



1W 

I960 

First 6 
month* 
1970 

Opermttnf revenue*. 

378.215 

131.064 

ro,4i8 

418.066 

$18,058 

302.380 

O pontine mptam ........ 

Deficit from operation* . 

Tm accruals ..... 

(253,439) 
21,821 

(M7.«W 

21.070 

(284.322) 

10.280 

Operatlrtf deficit. ..—.. 

(275,360) 

493,864 

(360,608) 

564.227 

(294.602) 

310.968 

Son-opera tin* income 

Contributions from other companies.. .. . . 

Total non-operating Income. 

493,864 

564,227 

110.968 


Total income .. 

218,804 

181,855 

194.619 

157,325 

16.366 

821 

! 

1 

|| 

1 

i 

5 


Set Income (before depreciation). 

36.749 

36.749 

37,294 

37,294 

15.545 

15.546 

DoprwtatSan. .... 



Source : ICC Finnic* Dock*! No. 26303. 


templated that this operation will be included in the 
Final System Plan. 

Conclusions 

Use of funds provided in the Act to modernize marine 
operations would prove to lie a mistaken reinvigoration 
of obsolete facilities and equipment since the economic 
justification for the investment program is marginal at 
l>est. It is more efficient to channel the millions of in¬ 
vestment dollars required for new vessels toward im¬ 
proved all-rail mainline freight service. Further, the 
higher traffic density on mainline routes resulting from 
discontinuance of water operations would lend further 
support to improvements in roadbed track and signal¬ 
ling, further enhancing service quality. 

The Association has therefore concluded, subject to 
further review and negotiations with interested parties, 
that car-ferry service on Lake Michigan and the Chesa- 
|H*ake Bay car float should be excluded from the Final 
System Plan, on the basis of economic factors. The costs 
of these marine oj>erations exceed the cost of available 
all-rail alternatives. Continuation of marine operations 
would require investment of approximately $25 mil¬ 
lion in new boats, plus additional expenditure for re¬ 
habilitation of support facilities. 

Although estimated carload costs via new vessels 
could be improved significantly, all-rail costs for com¬ 
parable movements by land show an even greater poten¬ 
tial for cost rcductiofi. A new’ large-rapacity vessel for 
the Chesapeake Bay float could be theoretically as eco¬ 
nomical as all-rail services if the traffic is more than 
doubled, but it is more than likely that any increase in 
traffic via the car-ferry route would l>e in large part at 
the expense of all-rail routings. 

The decision to exclude the Lake Michigan and 
Chesapeake Bay marine links from the Final System 
Plan is also based on the fact that all-rail land move¬ 
ments, are considerably more energy-efficient, that sig- 
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nilicant future productivity gains would not be attain¬ 
able using the marine services and that marine costs are 
more susceptible to fuel and labor cost inflation. 

The New York I larbor marine operations of the Penn 
Central and Lehigh Valley also should be excluded 
from the Final System Plan because alternative car- 
float and lighterage services are offered by two Brook¬ 
lyn terminal companies. Use of the Penn Central's tun¬ 
nel under the Hudson and East Rivers by freight 
trains is not feasible for technical reasons. Neither Penn 
Central nor lichigh Valley can effectively use even 
minimal marine equipment and facilities since rail- 
handled traffic has dropped sharply and most marine 
expenses must l)e absorbed by the railroads’ regular 
tariff, whereas commercial firms could perform break- 
bulk handling or small-scale oar floating if the fee were 
compensatory. Thus, the movement of car-float traffic 
might be continued, although not by ConRail. 

The Reading marine operations on the Delaware 
River should be discontinued, since the present func¬ 
tion of preserving competition would no longer be 
needed and the small volume of t raffic could be absorbed 
in all-rail movement with only minimal additional ex¬ 


pense. The Mackinac Transportation Co.‘ service o a 
L ake Michigan would be excluded from the Final Sys¬ 
tem Plan because its t raffic has dwindled almost to the 
vanishing point. Abandonment has been in litigation 

The possibility that the Chesapeake Bay car-float 
operation could be taken over by a solvent carrier, sack 
as Southern or Richmond, Fredericksburg and Potomac 
(see Chapter 4) in the course of extending its opera¬ 
tions into the Wilmington area, has not l#en fulhr 
assessed, since the implications are much broader than 
disposition of the marine operation and its contiguous 
rail link on the Pclmarva Peninsula. 

USRA has concluded that the marine operations 
should be treated in the same manner as services on 
light density lines: First, it is assumed that subsidy 
funds provided under the Act would be available for 
marine o|*?rations under the 70-30 federal-state shar¬ 
ing formula. Second, it is assumed that the capital costs 
of new or rehabilitated float equipment would fall under 
the provisions of Section 403 of Title IV, its in the 
case of light density line rehabilitation, and would ntf 
become a cost to ConRail. 
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APPENDIX J 


Community Impacts of Rail 
Service Abandonment 


Thisippendix briefly recapitulates the major features 
a report prepared in December 1974 for the United 
Mates Kailwfiy Association entitled Community /wi- 
°f Abatulonment of Uailroad Service. Substantia- 
n of the asKoitions made in this summary can be 
ound in the underlying report. 

is report was prepared for the Association under 
Public Interest Economics (Center 
) which is responsible for the validity of the 
****» accuracy of the data and the soundness of the 
^ ustonz presented. The report is only one of a nuin- 
toth* ^° Uro p 8 iuformation and comments available 
not iv *^ at * on on ^bis subject; consequently, it does 
the views, policy, nor final 
^ Wc ^ an * This analysis was pn*- 

,n « i j>,. m l en tl v G j- ^j je n^t-densitv line recom¬ 
pilations of the USRA. 

^ ^robUm 

Ike ^ional Rail Reorganization Act of 1973, 

responsitdi t T** Association (USRA) has 

fine] p) an ' ,° r developing a preliminary and then a 
throughout ! / \™' ] * ysiom io operated by ConRai) 
Sut*s, I, °rtheastcrn quadrant of the United 
^ificallv r>u ‘ n ^ J bat broad mandate USRA is 

lar ^l writh responsibility for analyzing 


the consequences to individual communities of the loss 
of railroad service. 

The problem of identifying community impacts is 
predominantly an economic one. The discontinuance of 
rail service deprives a community of an economic asset, 
an asset that is complementary to the existing stock of 
labor, land and capital facilities and equipment. It is 
tracing and measuring the consequence of this change 
in the production possibilities that comprise the essen¬ 
tial problem. 

There are both efficiency and equity dimensions to 
the problem. Reduction in the availability of trans¬ 
portation services typically will decrease the efficiency 
with which the economics of the affected communities 
can operate. At the same time, the costs associated with 
adjusting to the absence of rail service will he dis¬ 
tributed unevenly among members of each community, 
and between those communities and the rest of the 
economy and society. 

In broad terms, the objective of the PIE-0 study is 
to facilitate USRA’s performing its required tasks of 
preparing a Preliminary and Final System Plan for 
the ConRail system. 

Specifically, PIE-C has developed a community im¬ 
pact model that can be utilized in two different ways. 
First, utilizing data available at the national level (e.g., 
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county data obtained from the Bureau of the Census, 
national input-output coefficients, carload data provided 
by ICC or DOT, etc,), the model should be useful to 
IJSRA in preparing its Preliminary System Plan. Sec¬ 
ond, with the addition of data from local sources, the 
model can be used to assess local and community im¬ 
pacts more accurately and thus can provide for any, 
more refined analysis needed by USRA in its prepara¬ 
tion of the Final System Plan. 

Finally, since it is desirable that USRA, in prepar¬ 
ing the Final Plan, be able to incorporate information 
provided by the individuals and firms in local commu¬ 
nities potentially affected by proposed abandonments, 
PTE-C has prepared a form for the collection of the 
information needed to revise the initial estimates. The 
form will permit ready inclusion of the locally gener¬ 
ated data into the general model to obtain objective 
and more specific assessments of community impacts. 
To complete the development and to test the required 
form, PIE-0 made field tests and gathered local data 
in western Pennsylvania and on the Delm&rva Penin¬ 
sula. 

Overview 

Before proceeding to the introductory discussion of 
the PIE-C method, it seems appropriate to provide an 
overview of the nature of the impact of roil aban¬ 
donment. 

Abandonment of service will have direct economic 
effects in a community, impinging on the level of out¬ 
put, employment, wages and their rate of increase, the 
returns to capital and the returns to land with conse¬ 
quent impacts on capital values, and the market for 
local supplies and materials. These effects will flow 
into the local economy through the plants that use— 
or potentially would use—the rail service. The magni¬ 
tude of the effects will depend upon how the increase 
in transportation cost affects the profit position of the 
using plants and upon how their managements move 
to minimize the adverse effects. The magnitude of the 
threat will depend npon: 

• The relative importance of transportation costs in 
total costs; 

• The availability of other modes of transportation; 

• Their substitutability for rail service; 

• The relative costs of using rail versus using other 
modes; 

• The possibility of passing cost increases forward 
through price increases, which in turn depends 
largely on; 

—whether the plants output is sold in a competi¬ 
tive national market, or the somewhat monop¬ 
olistic local market; and 

—whether competing plants are experiencing com¬ 
parable increases in costs; 


• The possibility of passing the cost increase back¬ 
ward to suppliers, which in turn depends on: 

— whether nonlabor inputs are purchased in con* *. 

petiliveor in monopsonistic markets; 

— whether labor has good employment alterna¬ 
tives ; 

— whether labor is strongly unionized; 

— whether competitors are facing comparable cost 
increases. 

All these factors will vary from community to com¬ 
munity and most of them will vary between plants in 
the same community. 

The key fact in this causal linkage is that the ef¬ 
fects of abandonment on a community flow through the 
individual rail-using plant and through changes in it* 
prices, output, employment and in its demand for labor 
and other factors of production, including locally pur¬ 
chased materials. Hence .the model focuses on the re¬ 
action of the individual plant or firm to abandonment 

Abandonment of rail service can lead to the closing 
of plants or it can lead to a reduction of profits and/or 
output of surviving plants. 

For a plant to survive the increased transportation 
costs resulting from rail abandonment, at least one of 
two conditions should hold: 


• Factors employed in that plant have been receiT- 
ing economic rents, i.e., they are l>eing paid nwra 
thon they could earn elsewhere ; 

• The increased costs in adjusting from rail to al¬ 
ternative modes of trans|>ortiition are small rela¬ 
tive to total cost. 


There is reason to believe that for the vast majority 
of the plants potentially affected by abandonment, at 
least, the second condition holds. This was found to U 


the case in PIE-C’s study of abandonments in Mary¬ 
land 1 and is suggested by studies done by and for hi A 
in the analogous case of determining the effect of pol¬ 
lution abatement costs on firms and industries.* 

In the case of railroad abandonments, there isan su 1 
tional a priori reason to expect, that the impacts on w 
dividual firms and communities will be small. In simp* 
terms, wherever the railroad is important to the ^ 
inunity, the community is likely to be important tot k 
railroad, and it is likely to be economical for thr r«j 
road to continue serving it. This is true, of course- ^ 
out regard to whether the railroad is operated forp 
or as a nationalized inst itution. 


1 Public Interest Economic* Center, Railroad **** 0 . or*f**a 

land, Final Report (Wnuhlncton, D.C. : 

Steering Committee on Railroad Abandonment*, 1 J ‘ farif** 

• AUen v. Knew. 8. H. RoUe and J, W. Ilnrned. ^<7 

ment (New York : Pruper, 1071) ; fT.B. Environment! ^ 

The Rconomice of Clean Water (Wa«hlnjjton. U.C,: t ^ JC*f*W 

Ofllce. 1073) ; Anthony Yener ami Amy VWIpnon* W. Mu (*** 

mrntal CouHderatiouM on Agricultural and InduCna prtptf** 

OutHrlr of the Continental r/nfted Mate* (W«*fctn«to». ^ ^ gattfW 
by the Public Intcreat Economic* Center for the <> 
mental Quality, 1074). 
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Mon? specifically, if a plant generates or receives a 
substantial volume of rail traffic relative to its total costs 
orstlee. and if alternative modes of transportation are 
nrt readily available at little increase in cost, the loss of 
nil service to that plant would lx» highly disadvanta¬ 
ge. Hence, the firm could afford a relatively large in- 
rrvasein its out lay for rail service rather than to forego 
it, except in the event that the plant were already 
niir^mxl. 

Of course, if a plant is small, the fact that rail service 
is important to it does not mean t hat its traffic is im¬ 
portant to tike railroad; however, in many instances, 
when* * a plant is small it is not very important to its 
roenmunity either. Thus, simply on logical grounds one 
cm sty that rail abandonment can be expected to have 
important impact on a community only where the fol- 
loionirconditions are fulfilled simultaneously: 

• The employment and payroll, or output for tlie local 
market, of the affected plants is substantial relative 
to the economy of the community, 

• A significant portion of the costs of operation of 
the* 1 plants are the costs of rail transport (inbound 
or outbound) and 

• Alternative modes of transportation are not. avail¬ 
able without substantial increases in the plants’ 
costs. 


i9 is developed below, these are sufficient but not nec¬ 
essary conditions. How many communities there are 
whore these conditions are fulfilled and where, neverthe- 
Aere is so little rail traffic as to make the rail lines 
tH»t serve them candidates for abandonment is an em¬ 
pirical question, the question addressed in the study 
sported here. The analysis does, in fact, show that for 
ra* majority of the counties affected by the poten¬ 
tial abandonments studied, the economic effect of aban¬ 
donment is extremely small, 

h is still possible that whore a community would not 
significantly in economic terms from rail aban¬ 
donment it would suffer excessive social costs, through, 
or example, environmental impact. For many reasons 
* to those alluded to above, little expected 

^Tmnmental impact was found. 

jj* basic source of county data used in this study was 
r * Census Bureau’s County Business Pattern data. A 
•^darysource was the PCTC tape. 

Method and Approach 

&*n«ro| 


<mlv already, the main portion of the 

tir °f estimating the economic impacts of 

^ ^ntmuance of rail service: Secondary analyses 
Th ° n 1 10 and environmental impacts. 

oftfe 0 a * > * > . ronc ^ 1 an( l method used in the nuiin portion 
' ait? deserfted. In this summary, it is 
°nly to identify' the salient features of the 


method and to identify and discuss some of its theoret¬ 
ical problems and assumptions. 

The basic requirement of a sound and practical study 
is to find a means of cutting through the complex and 
detailed problems in a way that will provide a product 
of maximum utility to the USR A staff. In the main por¬ 
tion of the study, a model was developed and applied 
that estimates local impacts on a number of key eco¬ 
nomic variables, including wages, nonproperty income 
and local gross product. 

There is no way that estimates of these values can be 
made with precision in a general study without exorbi¬ 
tant expenditures of time and ivsouives. PIE-C at¬ 
tempted only to obtain good first, cuts and to develop a 
method of refining those initial estimates where re¬ 
sults indicate that doing so would be of value in deter¬ 
mining the appropriateness of retaining a rail segment 
in the ConRAil system, providing it with a service con¬ 
tinuation subsidy, or abandoning it. 

In light of the fact that, for the reasons outlined in 
the preceding section, the economic impacts on indi¬ 
vidual communities can be expected on a priori grounds 
to be small, the model and the data have been structured 
and selected, wherever there was a choice, to produce 
high rather than low estimates of the economic con¬ 
sequences of abandonment. By doing this, PIE-C hoped 
that results are adequate to identify all those counties 
in which there is any substantial chance that serious 
consequences would follow from abandoning the lines 
currently under consideration for exclusion from the 
ConRail system. 

Scope and Data 

The ureas reviewed were identified as those served 
by the lines in the IX)T report, 1 supplemented by ad¬ 
ditional information received from applying the Penn 
Central Transportation Company (PCTC) tape. 4 From 
these sources were identified a total of 510 counties that 
have been analyzed in this report. For several reasons 
there is no assurance that this covers all the counties 
potentially affected. 

First, the counties were identified by comparing the 
maps in the DOT report with state maps showing coun¬ 
ty lines, an imprecise process. Second, since the date 
of that report other lines have been added and some 
deleted from the list of candidate counties; PIE-C does 
not include Virginia counties in the summaries because 
that state is little involved and because of the peculiar 
statistical treatment of counties and independent cities; 
n small number of counties was omitted inadvertently. 

Community has been defined to mean county and the 
analysis is designed to estimate impact on individual 
counties. The fact that systematic data are not avail- 

• Sfcwtirx of Transportation. Rmtt tiervirt it% the VWvfW and Korth- 
rttMt Kt’jio*. Volume II. Part 1 am! Volume II. Part 2 (Wftphlnirton, D.C.! 
Import went of Transportation. 1074). 

• Department of Commerce. Penn Central Selected Ttranrh Line Freight 
Truffle t>aia (Wa*hlu*ton. D.C Department of Commerce. 1974). 
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able below the county level dictated that no effort be 
made to work at the level of individual localities. Had 
this been feasible, analysis by locality would have per¬ 
mitted more accurate, more precisely relevant and less 
biased analysis. 

There is no justification for cumulating county ef¬ 
fects to the stAte or regional level. The communities 
along an abandoned rail line are put at a competitive 
disadvantage relative to other communities. Reduc¬ 
tions in production, employment, incomes and capital 
values experienced in those communities will be offset 
in large part and, presumably, will be more than offset 
by increases in economic activity and values elsewhere. 

These improvements are likely to lx* realized in 
nearby counties and certainly largely within the Con- 
Rail area. The presumption that economic activity will 
expand elsewhere derives from the fact (hat the Con- 
Rail system should be more efficient than the present one. 
Hence, to predict that the consolidation of rail service, 
if it is done economically, would have total economic 
impact in a state or in a region equal to the sum of the 
losses estimated for the affected counties would be to¬ 
tally erroneous. Aggregation by line might be instruc¬ 
tive in a general way, but even this would produce an 
overestimate of effects, especially if other rail service 
were available in any of the counties involved. 

The Noture of Imports 

The outputs of our analysis are as shown in Tables 
1-7, following. There were some theoretical problems in 
identifying the significant outputs. They derive from 
the question: What is a community? Is a community an 
area of land or is it the people who live there? The an¬ 
swers imply very different economic impacts. 

If one considers that the community is the people who 
live there, the economic cost of abandonment is the loss 
of real income to the present residents of the communi¬ 
ties. or more precisely individuals who buy in and sell 
their labor and other factor services in the community. 
Obviously, in most cases this set includes many resi¬ 
dents of the community but is not congruent with the 
set of residents. PIE-C still refers to the set analyzed as 
“residents.” 

The loss in resident^ real income Inis two compo¬ 
nents: the reduction in purchasing pow er brought about 
by higher prices the rail-using firms charge for their 
products in the local market, and the loss in income 
received as a result of having to accept employment of 
labor, capital or materials elsewhere, or suffering in¬ 
voluntary employment. The loss in income as a result 
of having to accept employment elsewhere should in¬ 
clude. for workers, the loss of income during any period 
of (transitional) unemployment, the economic value 
(negative) of any disadvantages of the new versus the 
previous job. the full cost of moving or of a longer trip 
to w'ork, as well as any decrease in money wages. 


It is critically important that in no case is the lo® of 
real income to $esidents greater than the total increase 
in the cost of production, i.e., the total increase in the 
transportation cost. Consequently, the increase in the 
transportation cost of the preabandonment level of out¬ 
put is an upper bound estimate of the economic impact 
of abandonment on the community —when the commu¬ 
nity is defined as people working, selling other factor 
services, and buying in that community. 5 

If one defines community geographically one gets, 
logically, very different results. With that definition 
one would be interested in estimating the loss of factor 
income produced in the community. This is thn stun 
of the reductions in wages and other factor income paid 
by all directly affected plants, increassed by an appro¬ 
priate multiplier. 

The loss in factor income generated will, in most 
cases, equal or exceed the loss in real income of com 
munity residents. Where product demand is elastio- 
the amount demanded is highly sensitive to price—ts 
would be true for plants selling in regional or national 
markets, and where supply has any price elasticity, 
the reduction in factor income is more than the in¬ 
crease in transportation cost. The more price-elastic is 
factor supply, the greater is the reduction of output and, 
hence, the greater the loss in factor income generated by 
the plant. The less elastic the demand, the less the 
decrease in output and in factor incomes generated by 
the plant, because consumers absorb more of the burden. 

Except where demand for the product is highly in¬ 
elastic — where customers buy nearly a constant quantity 
regardless of moderate price changes—the loss in fic 
tor income generated is greater than the increase i® 
transportation cost. Hence, in all cases where product 
demand is moderately elastic, an estimate of the reduc¬ 
tion in factor income generated will, itself, be an over¬ 
estimate of the loss of real income to residents of the 
community. 

Future Costs 

It might appear at first that it would lx* import* 11 ' 
to estimate how the abandonment of rail service wow 
affect future development potential of communities. U®* 
might, for example, consider analyzing county oo v 
nomic potential or existing development plans. 

Second, for example, loss of development p°* <ntu u 
one locality implies, all else being equal, that dev* op 
men! opportunities elsewhere, especially nearby, 
hancod. Rail service is essentially a complement^ 
and its removal from a particular area is to 14 ^ 

analogous to decreasing the effective supply ^ 

hence, increasing the value of the remaining stoc 

• A demon*!ration of thl* proposition In prorMid In JJ 1 * t j,»! If 

II may be adequate to point out the Intuitively rfw t|oii 

loaa of real Income were to exceed the tncren-e * n tMI ^l, v p*j •*** 
would be economically wound for member* of tii** f ' 0Ili,a ^ opeftd 1 * 
than the lnereaae In coat In order to keep the 5 
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Then? would be extreme data difficulties in at¬ 
tempting to estimate the future developmental impacts 
of abandonment of service. At the national level, data 
in totally unavailable; even at the local level, the use¬ 
fulness of future plans is at best questionable. 

The capitalized value of the reduction in property- 
trpe income provides an estimate of the loss of future 
iicofnc from present economic activities. Hence, al¬ 
though it takes no account of new future developments 
foreclosed, it does reflect the future costs of discon¬ 
tinuing or curtailing current production. 

Umrtotions of the Study 

Then 1 are a number of things that this study does not 
domd is not intended to do. As has already been indi¬ 
cated. this study is not designed to produce precise re- 
soka. It is intended only to develop general guides as to 
the nature of the local impact of discontinuance of rail 
attic*. 

It makes no recommendation as to whether the lines 
that are potentially excess should or should not he aban¬ 
doned. It attempts to strike no balance between the gains 
ifc<l losses deriving from curtailing and consolidating 
the nil network in the Northeast. The study is confined* 
to examining only the local economic (including 
and environmental impacts of discontinuance 
of service. It says nothing about the additional effects 
of abandonment of rights-of-way. 

The bulk of the study is based upon national-level 
hti. The data contains much that is relevant and useful, 
htt the data are incomplete. There are many counties in 
^ *mple for which there is no indication that par- 
Mir industries employ identified numbers of workers 
*1*? nut specific dollar amounts in wages (the basic 
* ,,j nty inputs). For many industries the various factors 
j,s| to relate local payrolls and employment to 
in trans]>ortat ion costs and, hence, to changes in 
11 [ ^ and capital values are only crudely approxi- 
■MkI There were many problems of consistency be- 
u, *n vt* of data. The consequences are uneven ac- 
,,r> y in the results with some errors distributed in 
fcftdocn fashion. 

t Th * h ** 11 number of arena left aside. PIE-0 did not 
* W . at all the effects of abandonment of rail passenger 
lCl - ^ of the candidates for abandonment pro- 
k n ° P aS8 **nger service and for them to do so would 
m>s!v inefficient in both economic and environ- 
4i*ril t6rmS ^ P^^kly would involve considerable 
attempt was made to estimate 

bad ° n ^ IC '° ca * tax l** 86 or on or fwferal 
through unemployment compensation or assist- 
PtognunF. 

logie underlying this omission is that increases in 
J' r,1 “ ht ftlong abandoned lines will be largely 
r t r* ihly morv *^ an by increases in em- 

e 9ew ^ lere ^ unless there are changes in macro 


policies. If there wore such changes in macro policy, it 
is to them, not to abandonment, that such indirect im¬ 
pacts should be attributed. The estimated capitalized 
decline in the nonlabor income provides an implicit esti¬ 
mate of declines in local tax bases. 

The study, like any empirical effort, is confined to 
the data available for analysis. One consequence of 
using 1972 data (the date of most of the basic informa¬ 
tion) is that no account can be taken of the effects of 
recent changes in rail traffic. However, basic local 
inputs are the employment and payroll data provided 
in the County liwinens Patterns tapes. Hence, only to 
the extent that the economic activities in the affected 
counties have expanded beyond the 1972 level is there a 
significant understatement of results in most cases. 
PIE-C made no specific correction for this: there is an 
implicit correction in the outputs where a multiplier has 
been applied. PIE-C used a multiplier of 1.9, whereas 
L8-1.5 would probably be a more accurate factor. 

Owners of real estate in the affected communities, 
and their creditors, stAnd to bear a disproportionate 
share of the burden of abandonment, l>ecause land is a 
totally immobile factor of production. The output, 
“capitalized change in nonlabor income," provides an 
estimate of the reduction in property values. As an es¬ 
timate of changes in real estate values, it tends to la* 
biased upward by virtue of the fact that it includes in¬ 
come on capital goods in addition to real estate: it may 
also understate such reduction in value, for the rea¬ 
sons stated above, we make no estimate of the reduc¬ 
tion in real estate values associated with foreclosed 
future development. 

Some industries are left aside because, by the na¬ 
ture of the economic activity involved, they do not 
make significant direct use of rail transportation and, 
hence, would not be directly affected by rail abandon¬ 
ment. 

The industries excluded for this reason are: 

• Fisheries (SIC 09) 

• Transportation and other public utilities (Sir 41- 
49) except electric and gas utilities (SIC 491, 492, 
493) 

• Service industries except wholesale and retail trade 

• Financial services (SIC6...) 

• Personal business, repair and hotel services ns well 
as motion picturesand amusement (SIC 7...) 

• Medical and legal services (SIC 8...) 

In addition, ordinance was omitted because PIE-C 
found it impossible to perform the necessary crosswalk 
Iietween the 1972 and 19f>7 SIC codes. 

There are a number of additional omissions and as¬ 
sumptions. In computing the costs of alternative trans¬ 
portation for the industries in each county, PIE-C used 
common-carrier truck as the only alternative whose 
costs should be estimated at all. This leaves out the pos- 
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sibilities of private carriage which would be available 
to some larger shippers. It also leaves out a great array 
of truck alternatives that would be possible In Hie event 
that truck regulation should be rationalized in the near 
future- 

Perhaps the most important omission is, however, the 
use of trailer-on-flat-car (TOFC) and container-on- 
Hat-car (COFO). Even for small shippers (or con¬ 
signees), whose traffic moves over long distances, this 
is a potentially less costly method of shipment than 
pure truck transportation. In light of the fact that it 
is the estimated increase in transportation costs that 
both drives the model in predicting impact and sets an 
upper bound on the loss of real income of local residents, 
this is potentially a major source of bias in the results. 
Such service was left aside because there was no direct 
way of estimating the cost difference that would result 
if there were a large shift to these alternatives. 

The method of computing the ratio of costs of trans¬ 
portation by motor carrier to rail leaves much to be 
desired, and apparently introduces downward bias in 
our results. The only data PIE-C was able to find that 
were adequately disaggregated bv commodity or indus¬ 
try was rail and motor currier revenue per ton. Since rail 
hauls are, on the average, longer than are motor com¬ 
mon-carrier hauls, the ratio of motor carrier to rail 
revenues per ton understates the expected increase in 
transportation costs per unit of output. The impact of 
this downward bias is reduced by virtue of the fact 
that, with one exception, we used a ratio of 1.2 as the 
minimum relative increase in costs associated with 
abandonment; this value is based on comparisons of 
ton-mile costs. The exception is livestock production, 
where we obtained an apparentlv reliable estimate of 
1.08. 

A major assumption, made necessary by the form of 
the available data, is that if a county loses any rail 
service all plants in the county, whether they actually 
use rail or not, suffer an increase in transportation cost 
and consequent reduct ions in output and factor earnings. 

The calculation proceeds in effect in two steps. Each 
industry in a county is treated initially as if all plants 
in it used the national average rail service for inbound 
and outbound movements. Then the results of these cal¬ 
culations are reduced by a factor (obtained by zone 
from the DOT report) that reflects the percent of rail 
traffic in the zone currently handled by the potentially 
excess lines. This appears to lead to an overstatement 
of impacts that is relatively most important where 
expected impacts are least. 

Our treatment of agricultural production (SIC 01 
and 02) also tends to produce some overestimation of 
the impact of rail abandonment on local income. PIE-C 
estimates the change in the outbound transportation cost 
for crops and livestock on the basis of commodities, not 
industries. Consequently, changes in income attributed 


to agricultural production may double count dump* 
in income attributed to agricultural service establish¬ 
ments and food processors. This is particularly impor¬ 
tant in several counties in Maryland where the c*ku- 
latcd impacts are very large. 

Finally, the change in value added generated locally 
and. hence, in the incomes paid to labor, capital and the 
income of local suppliers of materials tends to overstate 
the decline in real income of residents in the county for 
the reasons developed above. 

In light of the assumptions and data characteristics 
described in this section, there is good a priori reason to 
believe that the results constitute large overstatements 
of loss or value added, employment, factor income of 
local suppliers and, hence, in the capitalized value of 
nonlabor income. Even the estimate of loss in ret! 
income is probably an overestimate. 

Results 

In this section, PIE-C presents and discusses the 
form of the outputs of the computer models, the quanti¬ 
tative results of applying the aggregate model, the re¬ 
sults of the field survey and a comparison of the 
calculations based on the field survey data with the 
computations based on the national-level data, the con¬ 
clusions as to the effect of abandonment on energy con 
sumption and the environment. 

Outputs of the Aggregate Model 

Table 1 reproduces the printout for a single county, 
for purposes of illustration. The entire printout lus 
been made available to USR A and is on file at the Pub¬ 
lic Interest Economics Center. 

The various portions of the printout have the mean¬ 
ings described below. Working across the first row of 
information is the county name, the “code” which fethr 
county identifier, “P—E” which is a program identifier, 
the calculated duration of unemployment in the county 
in weeks, a “factor” which represents the fnu*ion of 
carloads handled by the potentially excess lines to tnU 
carloads in the zone in which the county is located, and 
the annualized mean wage rate based on CBPdata. 


Table 1. — Typical county printout 


Name 

Code 

P-K 

Un-Dor 

f 

Belknap ... 

12000 

0 

49 





—1 




44W 


Industry: Direct impact 

Employment 

Payroll 

Initial _;.. 

M»UB 

2,22*. Kl 

Chine* . .. 

—35.27 

-3W* 

Percent chance . .. 

—L01 

—L14 


Unemployment transition cost.. 

Local purr.haato .. 

Capitallari change In notilabor Income. 


Vsiue s4d«! 


Noci** 


0477. M 

-4KIT1 




-14L* 

-444 
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. -7*0.315 

. -646.47 

. -31.11 

... —Mi 10 

. -0.21 

. — a«i 

. 21V 77 

. a is 

The second block of rows shows initial values, ab¬ 
solute, and percentage change in employment, payroll, 
nine added and nonlabor income in the nonagricul- 
taml firms presumed to Ik? affected by rail abandon¬ 
ment. In each ease, the aggregate employment, payroll 
and so forth of each of the industries covered is re¬ 
duced by the “factor” to reflect the general importance 
of the potentially excess lines to total rail service in 
«ch county. All dollar figures are in thousands. 

Unemployment transition cost is equal to the absolute 
change in employment times the duration of unemploy- 
im*nt times the weekly wage rate. “Ixx?al purchase” 
is the predicted absolute change in local purchases, 
which for fool processing industries is equal to 0.9 times 
the difference between sales and value added and which 
U other industries is zero. The capitalized change in 
nonlahor income is the absolute change in that value cap- 
italixed nt n mte of 12 percent. A multiplier of 1.9 was 
'^1 to expand the al>solute changes in industrial value 
-i i*d and income generated. “Total income” is equal 
to the absolute change in value added plus that in lo- 
purdtases multiplied by 1.9. 

J^ cne way of predicting the change in agri- 
r Mitral employment resulting from an increase in 
Importation cost: consequently, PIE-0 shows only the 
f ange in agricultural income, the direct change and 
,hat charge expanded by the multiplier. 

The county impact ratios are the most significant 
jj n puts. T hey show three key results normalized to re- 
tlu> size of the local economies in each county, 
county impact on employment is t he absolute change 
wnployment in industry divided by total em- 
^ nt > the county. The county impact on 
jji \ * 8 ^ ,0 SUJ n of tin? absolute change "in 
lv ti n * .* n ft ff r icultural income, each expanded 
mu tiplier, and the sum divided by total per- 
^ income, “Total personal income” is county in- 
^ >l " ,ltlv ^ lc county is part, of a Standard 
1$ Ms.r" an Sufisti( “> Area (SMSA), there the 
’ s \ ls *d as the denominator. This was 
U ^ ° * n ^^ 108e instances no income totals 

fttSAmV' t f that it is the 

market n r I ’ mn county that is the relevant labor 
ibJvnrt V lst °rti°ng introduced in this way are prob- 
[ cost ^ ^ inally, the change in transporta- 

i, n a to nns ami as a fraction of total 

,Uo!,K ure fi hown. Because the increase in 


—. 

TKlllKWM . 

thwr*.——- 

Iliftipltr utimitip 
CmstjtQ** 

£sptofm*nt (%} .~ 

bfflW(%>.. 

(-*«« |«inM4>orution wt 
(Thbb* Income).. 


transportation cost is an overstatement of the losses in 
real incomes of the community defined ns the residents 
of the county, this is an important ratio. 

b rom the PCTC taj>e it was possible to compute for 
each of the counties served only by PCTC the cost of 
rail transportation for traffic originating and termi¬ 
nating on lines considered in the HOT report to be 
potentially excess, and also the total costs of origi¬ 
nated and terminated traffic. These values were nor¬ 
malized by dividing by county personal income and 
payrolls as obtained from the CBP data. This provides 
only a very crude indicator of the importance of PCTC 
service to the affected count ies. 

Results of the Aggregate Computations 

The most impressive fact about the results of the 
calculations is that, relative to the economies of the 
affected counties, the impacts of the abandonment of 
rail service are extremely small. Some of the predicted 
changes are substantial in absolute terms, ranging oc¬ 
casionally into hundreds of workers who might lx? 
displaced, and up to tens of millions of dollars of in¬ 
come potentially lost. However, not only are these esti¬ 
mates biased upward for the reasons explained above, 
but also, absolute numbers arc not very good indicators, 
for public policy purposes, of the significance of aban¬ 
donments. Further, the size of the impacts is correlated 
with the size of the county economies. Consequently, 
when the changes are normalized to reflect the amount 
of economic activity in each county, the vast majority 
of the impacts is found to be small. 

Tables 2, 3 and 4 show the frequency distributions 
by state, and for all states, of the |>creent changes in 
county employment and money income generated and 
real income of residents (as reflected in changes in 
trans|x)rtation cost) as a percent of personal incomes. 
Tables 5 and G show’ the’ frequency distributions of 


Table 2. —Percentage chanoe in industrial employment: Frequency 
distribution of counties 


8T 

# 

0-0.15 

>. 16-0.5 

>.6-0.75 

>.76-1.0 

>1-1.5 

>1.6-2 

>2 

ME... 

2 

1 


| 





NH..„ 

2 

3 

3 

1 


2 



VT_ 

II 

« 

5 






MA... 

14 

2 

4 

2 





HI. 

2 

1 







CT._ 

1 

4 

3 






NY*... 

•57 

22 

16 

5 

1 




NJ.... 

PA_ 

30 

42 

16 

27 

3 

12 

1 

1 


1 

. 

OH 

no 

51 

34 

4 


1 


IN 1 _ 

•75 

50 

16 

1 

2 

2 


1 

IL_ 

40 

46 

2 




MI. 

55 

S3 

16 

4 

1 

2 



DK._ 

2 

2 

1 






MD .... 

17 

0 

1 

1 

1 

2 

3 

wv\... 

13 

IS 












Z. . 

431 

299 

no 

30 

7 

6 

3 

4 


1 County data vw Incomplete In I county In New York and I county In Indiana. 
Non: The Htate of Virginia is Ml out of this table because at the dispersed nature 
of the few penetrations of that state by potentially excess lines. 
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absolute changes in industrial employment and in total 
income, expanded by the multiplier of 1.9. 

Tables 2, 3 and 4 show that in the vast majority of 
the counties none of the impacts exceeded 0.5 percent of 
employment or income. In only 32 counties do any 
changes exceed 2 percent. In only 15 docs the expected 
decrease in local employment exceed 1 percent of the 
labor force. In 91 counties the decrease in income gen¬ 
erated exceeds 1 percent of personal income in the 
county or its associated metropolitan area; in only 15 
counties is the reduction in real income of residents 
computed to exceed 1 percent of such personal income. 

Examination of Tables 5 and 6 shows that, even in ab¬ 
solute terms, most of the impacts at the county level 
are small. In 77 percent of the eases the predicted dis- 


Table 3. —Percentage change in income generated: Frequency 
distribution of counties 


ST 

0 

0-0.15 

>.13-0.5 

>.5-0.75 

>.75-1.0 

>1-1.5 

>L3-3 

>2 

ME.... 

2 


1 




1 


Nil... 

S 

1 

3 

1 



1 

2 

VT_ 

11 


6 

2 

3 

1 



MA .... 

RI_ 

14 

2 

9 

1 

l 

1 

2 


1 

1 

CT—. 

7 

3 

3 


1 




NY.... 

53 

23 

8 

S 

2 

7 

5 

2 

NJ_ 

20 

IS 

J 

2 





PA.... 

43 

IS 

8 

S 

3 

3 

1 

2 

OH.... 

80 

35 

15 

0 

ft 

7 

4 

2 

IN. 

•75 

30 

IS 

ft 

3 

0 

3 

9 

IL_ 

49 

7 

9 

10 

6 

12 

2 

3 

MI.. 

DE.... 

55 

3 

22 

1 

15 

ft 

4 

2 

4 

1 

3 

MDU 

•IS 

5 

2 

1 




ft 

WV... 

13 

u 

2 






X . 

451 

it 

90 

54 

34 

40 

19 

32 


< County data wu tncomplrte In t county In Maryland, and 1 county in Indiana 
Non: The *uu* of Virginia In W*fl out of this UbW bccauar of tbr dispersed nature of 
the lew penetration* of that state b> potentially access tines. 


Table 4. —Ratio of reduction in reai income to total personal 
income (in percent): Frequency distribution of counties 


8T 

1 

• 

0-0.15 


>.5-0,75 

>.75-1.0 

>1-1.5 

>13-2 

>2 

ME.— 

2 

1 

1 






Nil.,.. 

VT.... 

8 

11 

ft 

7 

1 

4 

1 

1 


. 

— 

MA ... 

14 

10 

4 






RI 

2 

2 







CT_ 

7 

7 







NY.... 

53 

37 

1ft 






NJ_ 

30 

19 

1 






PA.... 

a 

33 

9 


1 




OH.... 

to 

54 

94 

1 

1 



1 


7S 

ift 

Ift 

ft 


4 


IL. 

49 

13 

22 

10 

4 




Ml. 

66 

3ft 

15 


2 



DB„ 

3 

2 

1 






M!>«... 
WV.... 

•16 

13 

9 

13 

0 

0 

0 

4 

1 

3 









a; 

452 

297 

114 

20 

7 

10 

1 

3 





I County data wo» iucompki* In 1 county In Maryland, 

Non: The stale of Virginia 1* left out of this table because of the dispersed nature 
of the few penetration* of that state by potentially excess lines. 


Table 5. —Absolute change in employment: Frequency dis&ibutin 
of counties 


ST 

0 

0-1 

>1-20 

>30-60 

>50-100 

>100-31X1 > JjO-JOO, 

>iii 

ME . 

NH . 

2 

3 

...... 

. 

3 

1 

; 



VT. 

11 

1 

4 

4 

2 



i 

MA. . . 

14 

2 

1 


1 

.; 



RI. 

2 


1 




CT. 

7 


1 

2 

1 




NV. 

53 

1 

13 

13 

ft 

i 



NJ. 

20 

1 

ft 

3 

2 

ft 1 

t 

I 


PA _ 

43 

2 

10 

11 

7 

4 1 


OH. 

80 

3 

» 

13 

13 

ft i 

J 


IN_ 

7ft 

17 

31 

10 

ft 

5 

1 


IL. 

40 

17 

94 

8 

2 

a 



MI. 

56 

7 

19 

10 

7 

s 

1 


DE.... 

3 




a 




MD,... 

17 


4 

4 

3 

s 

il 


WV. 

13 

3 

ft 

2 











X. 

463 

54 

161 

7ft 

6ft 

SI 

•< 

. 




Note: The state of Virginia is left out of this table because of the dispersal nan 
of the lew penetrations of that state by potentially excess lines. 


Table &—.4&*ofwfe change In generated income ($900) 


frequency distribution of rnunfin 


8T 

0 

0 100 

>100-600 

>500-1,000 

>1K-3K 

>3K4K 

• XlK-IM 

>« 

ME. 

2 




1 

1 



NH~... 

s 



3 

3 

2 

1 


VT. 

11 

1 

3 

2 

S 


. . 

~i 

MA. . 

14 

2 

1 


1 

4 



RI. 

2 


1 



r ,. 

. 


CT_ 

i 


I 

! 

2 

.. 



NY. 

53 

3 

ft 

ft 

20 

5 

4 


NJ_ 

20 

2 

3 

2 

5 

ft 

1 


PA. 

43 

3 

S 

3 

14 

ft 

1 

——- 

Of!..... 

80 

6 

26 

13 

1ft 

11 

1 


IN. ... 

7ft 

10 

24 

Ift 

12 

7 

i 


IL 

49 

g 

20 

11 

11 


2 


MI_ 

55 

7 

1ft 

5 

13 

7 

1 


DE. 

3 




1 

2 



MD_ 

1ITV 

17 

1 

3 

1 

ft 

j 

8 

2 


n > , 

13 

5 

6 

I 





z ... 

: .:t 

a 

120 

63 

110 

01 

71 

a 

- 


Note: The state of Virginia is left out of this table t*rau» «* ^ OitpmeA aW 
of the lew penetrations of that state by potentially sums Uiiea 


placement of workers fell below 100 and only in 1- 
percent of the counties did it exceed 200. The 
tion of maximum income effects is similarly ske* 
the lower end of the scale. 

Significance of Results of the Field Survey 

PIE-C undertook field surveys in western 
vaniu and in the l)clmarva Peninsula. The l ,u ■ ^ ^ i 
the field studies were to determine whether wou 
practical for USRA to gather data locally °r 1 
ment of the application of the aggreg* u m ^ 
exploiting data accumulated locally, to 
mat for doing so, to test and calibrate *ery 
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ti* results of applying the national data to local situa¬ 
te to prepare local ease studies, and to identify any 
peculiarities of rail abandonment in areas where coal 

is being produced. 

Thf field surveys were successful in accomplishing all 
but the last of these purposes. So far as PIE-C could 
istrUim the k ount ies surveyed in western Pennsylvania 
ifldude no potentially extress lines serving any coal oper- 
itori. This, of course, suggests that lines serving sub- 
atntial coal producers are not likely to be considered 
potentially excess. 

P1E C did develop a questionnaire that has been 
tf?t«l in the field and found to be suitable for dis¬ 
tribution to local authorities. By the same token, PIE-C 
wncluded that gathering such data is practical and is 
potentially useful to USRA. Finally, the data collected 
in four of the counties surveyed cast some light on the 
utility of the model when calculated with national ver¬ 
sos local data. 

In general, the results for the local data look very 
much like those obtained with national information. In 
iD four cases, the use of the national-level data yielded 
estimates of change in industrial employment, payroll 
indralue added that were generally substantially great¬ 
er than those derived from the local data. More impor¬ 
tant, the impact of abandonment was assessed to be 
*ry small in these counties by both procedures; the 
discrepancies were only in the range of smalls. Although 
a sample of four counties is too small to provide much 
confidence for drawing major conclusions, the analysis 
offers the attractive possibility that where the impact 
of abandonment is likely to be more important, the na¬ 
tional model estimates impact more accurately than it 
does where the impact is expected to be leas significant 
In one instance, local data permitted an estimate of local 
input purchases of some importance that were not cap¬ 
tured by the nat ion al- level data. 

In general the differences in results can be explained 
V Wo factors: 1) differences in industrial mix; 2) vari- 
lt 'us in production process characteristics. In the 
JKregate model, as explained above, it is assumed that 
impact of abandonment is spread proportionally 
firms in the county. 

^The local data W ere, however, collected only from 
for U *° actually using the lines proposed 
frimt ^° nn,on ^ in all counties showed a dif- 

imposition from county industry as a 
I* ah* i colm ** es w here the firms on the lines to 
toti] th ° n ^ re P rcsen ^ larger share of the county 
t * Un P ac * this factor declined significantly. 
pfodn^ IUf t< m ° of course, was based on national 
°tWhf f l | Ch ^ tcri ^ The “local” model, on the 
i r ,J J cor P om ^ important elements of the in- 
11,18 production characteristics. 


In general, then, a comparison of the results using the 
local and national data lends confidence to the estimates 
generated by the aggregate model. 

Energy and Environment 

One of tiie purposes of the study is to determine the 
potential effects of abandonment on the consumption of 
energy and on the environment. Because there is no way 
to do anything useful with regard to the impact of dif¬ 
ferences in rail and truck on water pollution or noise 
pollution, the question reduces to how the substitution 
of motor carrier for rail service would affect air pol¬ 
lution. Because diesel locomotives and diesel tractors 
bum essentially the same kind of fuel and produce com¬ 
parable kinds of emissions, the environmental effects 
can be expected to be closely related to the differences 
in energy consumption. 

Table 7 shows estimated fuel consumption of motor 
carrier versus rail carrier under standardized condi¬ 
tions. For small movements, up to 220 tons (approxi¬ 
mately 5 carloads), over short hauls, fuel consumption 
by rail is greater than fuel consumption by heavy trucks. 
For distances somewhat in excess of 10 miles and for 
single train movements in excess of about 176 tons (ap¬ 
proximately 4 carloads), rail service requires less fuel 
than the substitute trucks would. In light of the low 
density of traffic on the potentially excess lines, most of 
the lines apparently would be served by rail in a way 
that would consume somewhat more energy than would 
motor carrier substitutes. Only in cases where distance 
exceeds 15 miles and where more than 4 carloads are 
moved at a time does rail service involve a saving in 
excess of 15 percent compared to trucks. 

Table 7. —Estimated total fuel cone timed by rail and motor carriers 

N<* Number of One-way trip di fiance (mites Includes 

ship- Mods vehicle return trip) Citalkras) 

ment loads - 

tons 5 10 13 20 


44 

KR.._ . 

1 

11.1 

21.7 

30 1 

345 


MC. 

2 

4.0 

0.1 

13.4 

17.7 

88 

HR . 

2 

18.9 

37.0 

17.0 

45.9 


MC . . 

4 

0.7 

lk 2 

28.8 

15.1 

112 

RE . 

3 

24.5 

84.2 

43 9 

53.5 


MC. 

0 

14.0 

77.4 

40.2 

510 

m 

RR -- 

4 

30. 1 

40.4 

S0L7 

01.0 


MC. 

* 

19.5 

3A5 

53.0 

710 

230 

RR„. 

A 

810 

40.7 

87.0 

015 


MC . . 

10 

24.1 

45.0 

€7.0 

^ - 


Source. U.8. Department of Transportation. Tie Knctronmcninl Imped StnUmcnt 
on "7W# Transportation Impcooenunt Act of 1973” 1974. p. 25. 

To the extent that trucks employed in rural service are 
more likely to obtain a backhaul than are the rail car¬ 
riers, the energy advantage of the railroad is reduced 
further, where it exists at all. The indirect energy effects 
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of substituting trucks for rail on excess lines appear to 
be trivial. 

Given the fact that, rail abandonments will in many 
instances conserve energy, and apparently increase its 
use substantially only in relatively few cases, there is no 
basis for concluding that abandonment of lightly used 
rail lines will significantly increase air pollution. In 
some cases it can be expected to reduce it 


The essential finding of our analysis of energy md 
environmental impacts is that they can be predicted 
line-by-line only after an extensive local data gather, 
ing effort and that there is good reason to believe that 
those effects would be small and, hence, that devoting 
research resources to trying to quantify them accurately 
probably would bo wasteful. 


MAP KEY FOR APPENDIX K 

The following symbols are used on the individual maps accompany- 

ing the following 

line analyses: 


The line segment under discussion 

Other lines of the same railroad 

mm • mmmm • 

Lines of other potential ConRail railroads 


Solvent railroads 

• 

End-point of line segment under discussion 

o 

Other towns or junction points 
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APPENDIX 



Line by Line Analysis and 
Recommendations 


CANADA 


Within Canada 


PC 


VSRA 

number 


Terminal* 


Comber t6 Leamington 
Essex to Amherst burg 


The Leamington Branch, formerly part of the New 
York Central HR, extends from Comber (Milepost 
0.0) to Leamington, On/. (Mile|>ost 15.6), a distance 
of 15£ miles, in Ontario Province, Canada. At Comber, 
this line connects with the PC Buffalo-to-Chicago Line 
via Canada. A connection is made with the Chesapeake & 
Ohio Buffalo Windsor Line at Leamington. This line 
was not shown in the t T .S. DOT Rej)ort. 


International 


Traffic and Operating Information 


)QU 


Wf Hand, Out. to Black Rock, N.Y. 


LEAMINGTON BRANCH 


Station* (with their 1973 carload#) served by this line: 


Stance _ 104 

Blytheawood __ 100 

Leamington ___ 3,104 


USRA Line No. 715 

Penn 

Central 

PC to Windsor 

PC to St. Thomas 

COMBER 

i5.6 miles — * 

LEAMINGTON 


L _ BRANCH. PC 

C*0 to Wm<Uor-. i 

I C*0 to 

. I 



LEAMINGTON 


Total carload* generated by the line - 3,308 

Average carload# per week -- 03,6 

Average carload* per mile _____ 212.1 

Average carload# per tralu. .._. ..._ 13.2 

1973 operating information : 

Number of round trip# per year ___ 250 

KHtimated time per round trip (hour*) - 3,5 

Locomotive horsepower. __...____ 1,500 

Train crew *i»* ______ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
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Planning: Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report/' 

Information for Line Retention Decision 

Revenue received by PC_$481, 344 

Average revenue per carload_ $146 

Variable (avoidable) co*t of continued 
service: 

Cost incurred on the branch Une_224,539 

Coat of upgrading branch line to FRA 

Claw I: (1/10 of total upgrading coat). 21, 663 

Coat Incurred beyond the branch line_ 300,4KK 

Total variable (avoidable) coat_ 546,690 

Net contribution (low): Total.—___ (65. 346) 

Average per carload___„ (20; 

This line would require upgrading: to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of lOm.p.h.). Based on 
available informat ion, this upgrading would include the 
replacement of a total of 1,500 crossties (an average of 
06 crossties per mile). 

Preliminary Recommendation 

It is not recommended that the I^eamington Branch 
Ih 1 included in the ConRail System. Continued opera¬ 
tion of this line would require a rail service continuation 
subsidy. Under 1973 traffic, revenue and cost levels, this 
line generates an annual excess financial burden amount¬ 
ing to $65,346 or $20 per carload. Recover}’ of costs 
would require approximately a 25 percent increase in 
traffic or a 14 percent rate increase over the 1973 levels. 
Costs may also lie lowered by reducing frequency, al¬ 
though this nlone will not make the line viable. 


AMHERSTBURG BRANCH 
USRA Une No. 716 


The Amhcrstburg Branch, formerly part of tlie Xeir 
York Central RR, extends from McGregor iMilejxfl 
7.9) to Aviherstburg , OrU. (Milepost 16.9),adisUuiceof 
I6J?rruJee. in Ontario Province, Canada. The PC' line is 
out of service from Essex to McGregor (PC runsottr 
a Chessie line to serve this segment). Connectionsu* 
with the Chesapeake and Ohio Buffalo Windsor it 
O&O Crossing (a point just east of McGregor). U* 
Essex Terminal Ry. crosses this line at Quarries. This 
line was not shown in the U.S. DOT Report 

Traffic and Operating Information 

StAtion* (with their 1973 carload*) served by thlx line: 

Amherst burg_____j 236 

McGregor--- $ 

Total carload* generated by the line_... . .. 1.32 

Average carloads per week___ &5 

Average carload* per mile_ .._HU 

Average carload* per train_ _ u J 

1973 operating information: 

Number of round tripe per year_ _ W 

K.Htlinnted time per round trip (hour*)... WO 

Locomotive horsepower_____1,50) 

Train crew tdze_ : ....4 

Information Provided by RSPO, Shippers, Govtrnmtnl 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their rc*j>orts entitled 
“The Public Response to the Secret ary of Transports 
lion's Rail Service Report/’ 

Information for Une Retention Decision 

Revenue received by PC™*__ ISJK.sS 

Average revenue per carload_ $450 

Variable (avoidable) coat of coninucd 
service: 

Coat incurred on the branch line._ 145,972 

Coat of upgrading branch Hue to FRA 

Class* 1: (1/10 of total upgrading coat) 2*. MP 

Coat Incurred beyond the branch line*— 273.652 

Total variable (avoidable) coat—-- 4^81* 

Net contribution (loss): total. —- - 14* 701 

Average per carload._ 111 

1 Eirludo thr co«t of the truckage right* over the ChrMlr t 1 r 
this liar 


Ponn Central 


CA0 to Windsor 


Esto Terminal 
Ry to Windsor 



PC to Windsor 


ESSEX 


* x PC to Sl 
^ Thomas and 

Quarries ‘ -^ 

AMHERSTBURG ■■■\ AMHERSTBURG 

BRANCH. PC 

CA0 to Sl. Thorn., 


This line would require upgrading to mew* ^ ^ 
quirements of the Federal Railroad 
minimum safety standards (Class I track, vvhi<'h 
maximum safe operating speed of 10 mph)« 
available information, this upgrading would inc u * 
replacement of a total of 4,499 crosstit** flU 
of 5tX)crossties per mile). ^ 

Cont inued service to this line will be provide ) 
Rail or by t'hcssie. 
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9721 


iHommtndafion 

It is itcommended that the Amherstburg Branch be 
tncloded intlieConRail System. 


PORTION OF FORT ERIE BRANCH 
USRA Line No. 101 a 
Penn Central 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was 
provided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report.” 

Information for Line Retention Decision 

Revenue received by PC___$ 33 ,492 

Average revenue per carload_ $478 


usi M,a ( «ra Fails 


PCI* Niapra Falla I 

N,!, 


IT ,C . ..Hmd , , 0 *T eiu£ BRANCH oc 

“ V miOmi / f L . 

**..> ^ Fort Ena *] “ “* J 7 

-’ r 4 Pc °> r* 0 «uor 1 

•€llmc icf : .. Tblack bock 

IW>OOI*Ltt 


PC ta Buffalo 


Frootiur Yard 
BOCX 


CM to Canti old 


Variable (avoidableI coat of continued 
service : 

Coat Incurred on the branch line _!_ 109,015 

Ciwt of upgrading branch line to FRA 
(Haaa 1:41 / 10 of total upgrading coat) - 0 

Coat incurred beyond the branch line _ 10,978 


Thw portion of the Fort Erie Branch, formerly part 
of the New York Central RR, extends from /flack 
ftrt, A\}\ (Milepost T.0) to Welland. Ont. (Mile- 
\*d 13.7), a distance of HjB miles, in Erie County, N.Y., 
iinl the Province of Ontario. Continuations of this 
line extend front Black Rock eastward via Penn Cen¬ 
tral to Buffalo and Albany, and northward to Sus- 
Bridge and Niagara Falls. Af Welland con¬ 
tinuations extend westward via Penn Central to 
hftmit, northward via TH&B to Hamilton, and via 
Canadian National to St. Catharines, and connection 
'Dude with the PC’ line from Niagara Falls. This line 
"fcuot described as potentially excess in the U.S. IX)T 
Kqxnl (see Zone 49). 

Troflk and Operating Information 

Sutioa* {with thrir 1973 carloads) served by this line: 

100 

Ti**l carload* generated by the line _ 100 

TPrur ^rtoads per week_._ 1 . 9 

carloads per mile_ 7 . .3 

cartnada j*r train..... 1 4 

**^«pentiiig information: 

jailer <,f round trips per year_ 70 

, time i*»r rouiul trip (hours) _ 4 

^motive bor»*‘|x»wer_...._ . __ 1 500 

min crew dx*.. *. ’ 4 


Total variable (avoidable) cost_119,993 

Net contribution (loss): total_(80,501) 

Average per carload_ (805) 


This line would require no upgrading to meet the 
requirements of the Federal Railroad Administ nit ion’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 tn.p.h.). 

This segment is currently used as part of the route 
for the ButFalo-Hamilton-Toronto passenger service. 
An alternate route is available via Suspension Bridge. 
Amtrak’s Buffalo-Detroit service via Black Rock is 
scheduled to shift to the Suspension Bridge route so 
that a stop can be made at Niagara Falls, N.Y. 

Preliminary Recommendation 

It is not recommended that this portion of the Fort 
Erie Brandi be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $86,501 or $865 per carload. Recov¬ 
ery of costs would require approximately an 80-pereent 
rate increase over the 1973 levels. 
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CONNECTICUT 


Intrastate 

PC 


USRA 
line number 


Terminals 


41 

Willimantic to Terminus 

46 

Hartford to Wethersfield 

47 

Wethersfield to Rocky Hill 

49 

North Cromwell to Middletown 

50 

Hartford to Griffins 

52 

Center Street Branch near Meriden 

53/53b 

Water bury to Bristol 

55 

Simsbury to Farmington 

60 

New Milford to Canaan 

61 

Norwalk to Bethel 

62 

Glenbrook to New Canaan 

674 

Plainfield to Willimantic 

675 

New Haven to Plainville 

675a 

Plainvillc to Farmington 

678 

Plainfield to Putnam 

685 

East Hartford to East Windsor 


Interstate 


montic, Conn. (Milepost 23.3), to AW uf Track mt 
Willimantic (Milepost 24.1), a distance of Of mil/fm 
Windham County, Connecticut. The continuation of 
this line, also under study in this Report, extends east¬ 
ward from Willimantic to Plainfield. This line also 
connects with the Central Vermont Ry ai Willimantic. 
This line was described as potentially excess in the V& 
DOT Rej>ort (see Zone 29). 

Traffic and Operating Information 

Stations (with their 1973 carloads) served 
by this line: 

Willimantic *___ Wt 


Total carloads generated by the line - 

Average carloads per week ----- 

Average carloads per mile - 

Average carloads per train - 

1973 operating information: 

Number of round trips per year - 

Estimated time per round trip (hours ) - 

Locomotive horse|tower - 

Train crew site -—- 


\M 

11 

167-5 

II 


St 

II 

1.N# 

4 


‘ loclodea only t raffle on Megmrnt. 


Connecticut to Rhode Island 

43 Groton, Connecticut to Hills Grove, R.l. 

Connecticut to Massachusetts 

40 Webster, Mass, to Southbridge, Mass. 

44 Hasardville, Conn, to East Longmeaduw, Maas. 

54 Simsbury. Conn, to Westfield, Mass. 

59 Canaan, Conn, to South Lee, Maw. 

678a Auburn, Mass, to Putnam, Conn. 


Information Provided by RSPO, Shippers, Govemmtfll 
Agencies 

Information provided at the hearing* conducted by 
the Rail Services Planning Office as reflectedl^in their 
reports entitled “The Public Response to the See*****? 
of Transportation's Rail Service Report' indicate 
that the line generated 570 cars in 1973. One shipp*j 
stated that the loss of rail service would force » ^ 7 
percent cut in payroll. 


PORTION Of PLAINFIELD SECONDARY TRACK 
USRA Line No. 41 
Penn Central 

PORTION OF PLAINFIELO 



Vermont Ry • 

This portion of the Plainfield Secondary Track, for¬ 
merly part of the New llaven RR. extends from Willi* 


Informotion for Line Retention Decision 


Revenue received by PC - 

Average revenue, per carload --- 


. $130 


$ 20 . 1 ® 


Variable favoidable) cost of continued aerv- 
ice: 

Coat incurred on the branch line - 

Coat of upgrading branch line to FRA das* 

I (1/10 of total upgrading coat)- ® 

Coat incurred beyond the branch Une -^ 

* 42,523 

Total variable (avoidable) coat- -_, 


Net contrlbutlou Goss) total- 
Average per carted- 


This line would require upgniding to nHH 
quirements of the Federal Railroad Adnuni 
minimum safety standards (Clas^ 1 trick wlK 


382 
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maximum safe operating speed of 10 m.pJu). Based on 
available information, this upgrading would include the 
replacement of a total of 185 crossties (an average of 
$\ crossties jicr mile). 

Preliminary Recommendation 

It is no/ recommended that this portion of the Plain- 
field Secondary Track be included in the ConRail Sys- 
tom. Continued operation of this line would require a 
r»il service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $22,359 or $167 
per carload. Recovery of costs would require both 
an increase in traffic and u rate increase over the 1973 
levels. 


reports entitled "The Public Response to the Secretary 
of Transportation's Rail Service Report” indicated that 
Puritan Furniture shipped 120 carloads in 1973 and 
expected to ship 185 to 1,200 carloads in the future. 
Associated Grocers indicated some interest in construct¬ 
ing a new warehouse on the line. 

Information for Line Retention Decision 

Revenue rwived by J»C_$50, 134 

Average revenue |>er carload_ $201) 


Variable (avoidable! coat of continued service: 

Co*rt incurred on the branch line_60, USA 

Coat of upgrading branch line to FRA da** 

I <1/10 of total upgrading cont i_ 5. Ill 

font Incurred U-vujul the branch line_30. 067 


PORTION OF WETHERSFIELD SECONDARY TRACK 
USRA Line No. 46 
Penn Central 


I 


r 


fttllimantic Secondary 
Track. PC 


HARTFORD A± -PORTION OF WETHERSFIELD 


fincuti Secondary —. 

Track PC ) 

* 

HkW Lin. PC —*/ 


SECONDARY TRACK. PC 


V 

I Vrethersfield 

\4—PC to Rocky Hill 


lhis portion of the Wethersfield Secondary Track, 
formerly jnirt of the New Haven RR, extends from 
Ihrtfonl (Mile|K>st. 0.0), to Wethersfield, Conn . (Mile- 
F* ^*0), a distance of 7,0 mUes, in Hartford County, 
< onnecticut. This line extends southivard from 
'tfherafield and is also under study in this Report, 
line connects at Hartford with the Hartford Line, 
the New Britain and Willimantic Secondary 
rai’ta, all PC, This line was described as potentially 
in the r.S, DOT Report (aw Zone 32). 

on< * Operating Information 

'w a* th( ‘* r *W3 carload*) wrved by this line: 

.—. -M) 


Total variable (avoidable) coat ___ 105.761 

Not contribution (bmsi: total _ (55.630) 

Average per carload _ (232) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 692 crossties (an average of 
99crossties per mile). 

Preliminary Recommendation 

Although the preliminary recommendation is that this 
portion of the Wethersfield Secondary Track not be in¬ 
cluded in the ConRail System, the possibility of im¬ 
mediately increasing revenue must In* explored before 
a final recommendation can bo made. Without immedi¬ 
ately increasing revenue, continued operation of this 
line would require a rail service continuation subsidy. 
Under 1973 traffic, revenue and cost levels, this line 
generates an annual excess financial burden amounting 
to $55,630 or $232 |>er carload. Recovery of costs would 
require approximately a five-fold increase in traffic or a 
110 percent rate increase over the 1973 levels. 


PORTION OF WETHERSFIELD SECONDARY 
TRACK 


c * rIoad * Iterated by the line_ 

* "*** per week...... 

CtrU * di Per mile_ 

f1lr,oads i**r train_ 

grating information: 

ST* trl,w ‘* r • venr -- 

La „ . nu ,lor rotln< J trip (hours 

T**** r >Uv* horv4-jjo>ver__ 


240 

4.6 

34.3 

4.0 

52 


Tniln 


slz? _._ 


_ 3 

-1.600 

- 4 


bit 

0r Ag#ntie* r ° Vi ^ e< * by RSP0< Shi PP er *< Government 

the H^Tf 0n P rov 'd*d at the hearings conducted by 
Mlres Planning Office ns reflected in their 


USRA Line No. 47 
Penn Central 

I—To Springfield 

I 


s 


Hartford 


To New Haven 


i\ 


si 


PC to Hartford 


i 

\ 


WETHERSFIELD 


PORTION OF WETHERSFIEL0 
A'"*SECONDARY TRACK. PC 


Rocky Hill 
\eno OF TRACK 
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This portion of the Wethersfield Secondary Track, 
formerly part of the New Haven RR, extends from 
Wrthcr*f(efd (Milepost 7.0) to the end of the track 
near Itochy FI ill % Conn . (Milepost 9*8). a distance of 
2.8 miles, in Hartford County, Connecticut, The con¬ 
tinuation of this line extends northward from Wethers¬ 
field to llait ford. It is also under study in this Report. 
This line was described as potentially excess in the U.S. 
IM)T Report (see Zone 32). 

Traffic and Operating Information 

Stations (with their 1073 carload*) served by this line: 


Rocky Hill--- GT 

South Wethersfield-— ft 


Total carload* generated by the line ———-- 72 

Average carload* per week -—- 1* *1 

Average carloads per mile - 25. 7 

Average carloads per train --——- M 

1073 operating information: 

Xuraber of round trip* per year - ft2 

Ustinmted time per round trip (hour*) - 1 

IxKToruotive horsepower - 1, 900 

Train crew size - 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Sendees Planning Office as reflected in their re¬ 
ports entitled “The Public Response to the Secretary of 
Transportations Rail Service RejKirt" indicated that 
abandonment of this line would greatly curtail the de¬ 
velopment of the Rocky Hill industrial park, purchased 
in 1973. A furniture company on the line expects to in¬ 
crease rail usage. Interest was expressed in restoration 
of piu^enger service on this line, with less reliance on 
highways. The Valley Railroad Company is interested 
in purchasing or leasing this track to restore passenger 
service between Hartford ami Middletown. 

Information for Line Retention Decision 


Revenue received by IK?-—-$20, 896 

Average revenue per carload_ $290 

Variable (avoidable> cost of continued serv¬ 
ice: 

Cent. Incurred on the branch line-27,609 

Coat of Upgrading Branch Lino to FRA 
Class I: (1/10 of total upgrading cost)— 7,222 
Cost incurred beyond the branch line-14, SS3 


Total variable (avoidable) on*t- 49,744 


Net contribution (loss): total___ (28,848) 

Average per carload_ (401) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class 1 track, which has a 
maximum safe operating speed of 10 mph). Based on 


available information, this upgrading would include the 
replacement of a total of 815 crosstics (an average of 
291 crossties per mile). 

Preliminary Recommendation 

Although the preliminary recommendation is that 
this portion of the Wethersfield Secondar y Track not 
be included in the ConRail System, the possibility of 
immediately increasing revenue must be explored before 
a final recommendation can lie made. Without iuunedi. 
ately increasing revenue, .continued operation of this 
line would require a mil * service continuation sub¬ 
sidy. Under 1973 traffic, revenue and cos! levels, this 
line generates an annual excess financial burden amount¬ 
ing to $28,848 or $401 per carload. Recover}’ of costs 
would require approximately a 280 percent increase in 
traffic or a 135 percent rate increase over the 1973 lertk 


PORTION OF WETHERSFIELD SECONDARY 
TRACK 

USRA Line No. 49 
Penn Central 


NORTH 

CROMWELL 


1.9 miles 


MIDDLETOWN 

/ 

PC Middletown / 
Secondary 

Track to New Haven 


£ 


PORTION. 
WETHERSFIELD 
SECONDARY TRACK. PC 

A- PC to Portland 


■ Laurel Secondary 
Track. PC 


This portion of the Wethersfield Secondary Track, 
formerly part of the New Haven RR* extends from 
North Cromwell (Milepost 13.7) to Middletown J one. 
(Milepost 15.6), a distance of IS miles, in Middlesex 
County, Conn. This line connects at Middletown " 11 
the Middletown Secondary* Track, the Laurel Secondary 
Track, and the line to Portland, Conn., all Pf. • I ^ 
was described as |>otentially excess in the UA 1*0 e 
port (see Zones31 and32). 

Traffic and Operating Information 

Station* (with their 1973 carload** nerved by ltd* 9nr: ^ 
Cromwell- -- 

65 

Total carloads generated by the Hues- - j j 

Average carload* per week-*-" -jp o 

Average carload* per mile--- j.l 

Average carload* per train- 

1973 operating Information: 52 

Number of round trip* per year-- ^ tO 

Estimated time per round trip (hours).. ^300 

Locomotive horsepower...- 4 

Train crew *l*e-—---—-- 
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Informotion Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated thnt 
a shift of chlorine deliveries at Cromwell from rail to 
truck might increase the hazard from lethal chlorine 

g* 

Information for Line Retention Decision 

Bmme received by PC_$57,888 

Arraus revenue i*»r carload-$1,013 

Variable (avoidable) eort of continued service: 

Coot IncurnHl on the branch line_lx, 573 

0*1 of upgrading brunch Une to FRA Fla** 

I: (Mo af total upgrading ro*t>_ 1.079 

Cwt Innirnd beyond the branch line_25, K72 


Total variable (avoidable) cast____ 40 , 12*1 


Net contribution (Ions) : total__.....__ 11.250 

Avprayp jut rn rloid_ 205 


The Gritfins Secondary Truck extends from Hart¬ 
ford (Milepost ±0) to (rriffinn , Conn. (Milepost 8.7), a 
distance of 6.7 mile*, in Hartford County, ConnecticuU 
This line connects at Hartford with the Hartford Line 
of the PC and with the Willimantie Secondary Track, 
the New Britain Secondary Track and the Wethers¬ 
field Secondary Track, all of them PC. The last-named 
is also under study in this Report. This line was de¬ 
scribed as potentially excess in the l\S. DOT Rejxirt 
(sea Zone 32). 

Traffic and Operating Information 

Station* (with their 1973 rnrloml*) nerved by thin line: 

U loom rich!_______ 238 

Griffin*_.___ 78 


Total carloads generated by the line _ 310 

Average carloads per week _ 0. 1 

Average carloads per mile _ _ -47. 2 

Average carload* per train ___ 2.1 

1073 Operating Information: 

Number of round trips jkt year __ 150 

KKtimnted time per round trip (hours) _ 5 

IxM-onmtlve hnrse|*»wer __ _ 1, (BOO 

Train crew size ___ 4 


Thin line would require upgrading to meet the. re- 
•iuimnents of the Federal Railroad Administration s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.ph.). Based on 
available information, this upgrading would include 
ifo replacement of a total of 292 crossties (an average of 
Wenosstiesper mile). 

b (on) m en d a t i o n 

I' «recommended that this portion of the Wothers- 

' W Secon<1 * r >’ Track l* included in the ConRail Svs- 

torn. * 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
rejwrts entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
92tf cars originated or terminated on this line in 1973. 
American Propane shipped 30 ears from Griffins ac¬ 
cording to the testimony. Shippers at Bloomfield stated 
they shipped the following carloads in 1973: Bloom¬ 
field Farmers Exchange, 153 cars; Kmhnrt Corp., 15 
cars; and Connecticut Printers, 408 cars. (This greatly 
exceeds identifiable shipments). 


griffins secondary track 


Information for Line Retention Decision 


griffins , 


Bloomfield^ 


USRA Line No. SO 
Penn Central 

GRIFFINS SECONDARY TRACK. PC 

1 4— Hartford Line ^ 

, to Springfield, X 
1 PC 

S ^-Willimantie Secondary 
/ Trade. PC 

f 

^HARTFORO 


£■ V / 

Secondary 7 » 

T«d. pc ' I 


\4— Wethersfield Secondary 
Track. PC 

\ 


/ 4“ PC to New Haven 


Revenue received by PC_ _ $90.930 

Average revenue per ntrlnnd_ $288 

Variable (avoidable) cost of continued 
*ervlce: 

Cost incurred on the branch Une_ 90,605 

Cart of upgrading branch line to FRA 

CltM I (1/10 of total upgrading rout > — 14. 691 
Oort Incurred beyond the hrnneb line.. . 64.329 


Total variable (avoidable) cost _ 109.715 


Net contribution (loss): total_ (78,785) 

Average per carload--- (249) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class 1 track which 1ms a 
maximum safe oj>eniting sjjeed of 10 m.p.h.). 


385 























9726 


Preliminory Recommendation 

It is not recommended that the Griffins secondary 
track be included in the ConRail System* Continued 
oj)emtion of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $78,785 or $249 per carload. Re¬ 
covery of costs would require approximately a three¬ 
fold increase in traffic or an 85 percent rate increase 
over tho 1973 levels. Costs may also be reduced by re¬ 
ducing frequency, although this alone will not make 
tho line viable. 

PORTION OF CENTER STREET BRANCH 
(NEAR MERIDEN) 

U5RA Line No. 52 
Penn Central 

PORTION OF CENTER STREET 



This portion of the Center Street Branch, formerly 
|>art of the New Haven RR, extends 2.9 mJle* near Meri- 
den^ Conn in New Haven County, Conn. This line 
connects with the Hartford line of the PC near Meri¬ 
den. The PC applied to the ICC in September 1973 for 
permission to abandon this portion of the line (Docket 
AB-5 Sub. 200). No action has been taken on this ap¬ 
plication. This line was not shown in the U.S. DOT 
Report (see.Zone34). 

Traffic and Operating Information 

Stations (with their 1973 carload*) served by this line: 


Meriden 1 _ «4 


Total carload* generated by the line- 64 

Average carloads |»er week__....... __ L 2 

Average carload* per mile___ 22,1 

Average carloads per train___....___ 1. 2 

1973 operating Information: 

Number of round trip* per year- 52 

KstlmatiHl time per round trip (hours)_ 1.0 

Locomotive horsepower_____ 1,600 

Train crew alae______ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro* 
vided nt the hearings conducted by the Rail Son-ices 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report.” 

Informotion for Line Retention Decision 

Revenue received by 1*0____$27,68S 

Average revenue per carload___ $432 

Variable (avoidable) coat of continued service: 

Cost incurred on the branch line_24.105 

Cost of upgrading branch line to FRA Class 

I: (1/10 of total upgrading cost)_2,825 

Cost Incurred lieyond the branch line_14.047 

Total variable (avoidable) cost)_ 41.067 

Net contribution (loss): total__(13,3M> 

Average |>er carload___ (209) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track which hast 
maximum safe operating speed of 10 mph). Basrdon 
available information, this upgrading would include 
the replacement of a total of 780 crossties (an average 
of 269 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Center 
Street Branch be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $13,384 or $209 per carload. Re¬ 
covery of costs would require approximately a 109 per 
cent increase in traffic or a 50 per cent rate increase over 
tho 1973 levels. 


PORTION OF THE TERRYVIllE SECONDARY 
TRACK 

USRA Line No. 53 -53b 


P«nn Central 
PORTION TERRYVILLE 
SECONDARY /4-PC » 

TRACK. PC I 


PC to TofTinflon-r. 


Highland Junction 


\ V - 

V IJDnlla / 

waterburyA' /e-PC 

/ / 

/4-PC to Derby / 


* Plainvill* 

BRISTOL, ryl .— 

' PC M «•* 


to New Matt" 


386 



* Includes only traffic on segment. 
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This portion of the Terryvillc Secondary Track, for¬ 
merly part of the New Haven RR, extends from Water - 
Jury (Milepost 0.0) to Bristol, Cantu (Milepost 12.0), 
a distance of 12.0 miles, in Hartford and Litchfield 
Counties, Conn. A continuation of this line runs from 
Bristol to Plainville and beyond. At Waterbury, the 
line connects with the Waterbury Branch of the PC. 
It also connects at Highland Junction (Milepost 0.4), 
with the Torrington Secondary Track of the PC. With 
the exception of a small portion near Bristol, this line 
was described as potentially excess in the U.S. DOT 
Report (see Zones 35 and 36). 

Traffic end Operating Information 


Station* (with their 1973 carloads) served by this 
line: 

TwTyrlU*' - *44 

Bristol 1 - 402 

Total carloads generated by the line- 546 

Arerap* carloads per week-—-- 10. 5 

Arrnjce carloads per mile--- 45.5 

Arm** carloads per train_ 10.5 

1973operating information: 

Number of round trips per year_,—- 52 

Ertliuate rime per round trip (hours)_ &0 

Locomotive horsepower__ 1.600 

Train crew sUe_______ 4 

1 toftaiSw oaly 'tapper* actually on tht* Segment. 


Informotion Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
sports entitled ‘ % The Public Response to the Secretary 
of Transportation's Rail Service Report” indicates that 
this line is the only feeder line providing direct access 
two of the states largest population centers, 
Wateihury and Hartford. Abandonment would prohibit 
freight with dimensions too large for trucking from 
^ ! ‘ rin£ or leaving the city of Waterbury. At Plymouth, 
! * frf LSa vacant §3 million plant with rail service, and 
!m ^ own °f Plymouth has spent $500,000 for recon- 
°* a road to service this plant. There are 10 
nesses listed for this line; with (feneral Motors 
^mating 600 carloads for 1973 and the Hale Manu- 
^taring ( o. estimating 135 carloads for 1973 and 
Inerting 355 for future, carloadings. Correspondence 
lilo A\ ilcox. Representative, Central Connecticut 
^)r ! rm * ■ sta tes the New Departure Company 

in Bristol an( j i nvegt<?< j j n 8i00 0 ft. of railroad 
Wor freight service. 


oiion for Line Retention Decision 

ir r ^ iv «* •* pc. 

*" n ‘ rMJW ^.-e r i 0 .d... *341 


lifts, 0! 


Variable (avoidable) cost of continual service: 


Cost incurred on the branch line _ 120,030 

Cost of upgrading branch line to FRA class 

I : ( 1/10 of total upgrading cost) _ 9,594 

Cost Incurred beyond the branch line _ 120, 861 


Total variable (avoidable) cost,., _ 256,485 


Net contribution (loss): total_(70,560) 

Average per carload_ (129) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 2,580 crossties (an average 
of 215 crossties per mile). 

Available information indicates that traffic on this 
line may increase by 40 percent. However, a 120 per¬ 
cent increase in traffic would lie required to cover the 
costs. 

Preliminary Recommendation 

It is not recommended that this portion of the Terry- 
ville Secondary' Track be included in the ConRail 
System. Continued operation of this line would require 
a rail service continuation subsidy. Under 1973 traf¬ 
fic, revenue and cost levels, this line generates an an¬ 
nual excess financial burden amounting to $70,560 or 
$129 per carload. Recovery' of costs would require ap¬ 
proximately a 120 percent increase in traffic or a 40 
percent rate increase over the 1973 levels. 


PORTION OF HOLYOKE SECONDARY TRACK 
USRA Line No. 55 
Penn Central 


PC to Westfield. Mass. 


SIMSBURY 


£ #4— PORTION, HOLYOKE 
# SECONDARY TRACK. PC 


1 FARMINGTON 
/4-PC to Plainville 


This portion of the Holyoke Secondary Track, 
formerly part of the New Haven RR, extends from 
Farmington (Milepost 3.4) to Simsbury, Cantu (Mile¬ 
post 14.7), a distance of llJS miles , in Hartford County, 
Conn. Continuations of this line extend southward from 
Farmington and northward from Simsbury, both of 
which are also under study in this report (USRA line 
numbers 54 and 675 respectively). This line was de- 
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scribed as potentially excess in the U.S. DOT Rc|>ort 
(see Zone 8*2). 


Traffic and Operating Information 

Station# (with their 1973enriauds) served by this line: 


202 

102 


Total carloads generated by the line ———- 304 

Average earlomls per week ——----- & ® 

Average c*arloads per mile - ® 

Average carloads per train - ~ 0 

1973 operating information : 

Number of round trips i>er year ----—-- 

bMiinnted time per round trip (hours) - 3 

locomotive horsepower - 1.000 

Train crew sixe -—--- 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
(he Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation^ Rail Service Report” indicated that 
industries on this line complained of car shortages and 
the exiguous track maintenance. Some respondents 
stated that they would lie forced out of business by the 
loss of rail service; others indicated that they would face 
higher freight costs as a consequence of being forced 
to use motor carrier service. Testimony also indicated 
the existence of an industrial park at Avon and that a 
similar facility is l>eing planned for Simsbury although 
no specific traffic levels or projections have been pro¬ 
vided. 


Information for Line Retention Decision 

Revenue received by PC-—-$94,291 

Average revenue |*»r carload- $310 

Variable (avoidable) coat of continued service: 

Coat Incurred on the branch line- 112,255 

Cost of upgrading branch line to KRA 
Clegs I: (1/10 of total upgrading coat) — 0 

Cost Incurred beyond the branch line- 66. 244 

Total variable (avoidableI coat- 178,499 


Net contribution (loan) : total_._(84.208) 

Average i**r carload_—_ (277) 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). 

Data provided at the RSPO hearings indicated that 
traffic has increased to a level of approximately 700 car¬ 
loads per year although the 1973 traffic information 
shows only 3<M carloads. However, recovery of the line’s 
costs would require approximately 1,200 carloads per 
year. 


Preliminary Recommendation 

It it not recommended that this portion of the 
Holyoke Secondary Track be included in the ConRail 
System. Continued operation of this line would require 
a rail service continuation subsidy. Under 1973 trtfc, 
revenue and cost levels, this line generates an annual ex¬ 
cess financial burden amounting to $84,208 or $277 per 
carload. Recovery of costs would require approximately 
a three fold increase in traffic or a 90 percent rate in¬ 
crease over the 1973 levels. 


PORTION OF NEW MILFORD SECONDARY TRACK 
U5RA Line No. 60 
Penn Central 


PC to — 
May brook 


To Pittsfield 



L^Canaan Secondary 

+ 1* T r-arlt Pf 



35.1 miles 


PC to| 
Junction 


PORTION OF 
NE* MILFORD 
SECONDARY TRACK. PC 


NEN MILFORD 


. May brook 

f_SI Branch. PC 

Be ** h,re Junrt0 " f" 

I—To Devon 


This portion of the New Milford Secondary Track 
formerly part of the New Haven RR, extends from 
AW Milford (Milepost 13.2) to Canaan* Conn . (Mile- 
post 48.3), a distance of 36.1 miles, in Litchfield ( ounty* 
Connecticut. This line connects at Canaan with the Ca¬ 
naan Secondary truck of the PC (also under study in 
this Report). A continuation of this line runs from 
Milford to Berkshire Junction, near Danbury. The P( 
made application to the ICC in June 1972 for permis 
sion to abandon this line, Docket No. AB-5, Sub. 49. 
September 17,1974, the PC applied to the 1 S. R*^**-* 
Association for permission to abandon this line 11 > - 
Docket No. 75-4*0), No action has been taken on cither 
application. This line was described as potentially ,x 
cess in the U.S. DOT Report (see Zone 35). 

Traffic and Operating Information 

Station* (with their 1973 carload#) #ervod by thl# Uue: ^ 

GaylordariUe ____ $ 

Kent ................---—-* ' * j* 

Cornwall Bridge_ ♦ 

Falla Village...... 

_ 

Canaan______ ~ j{* 

Total carload* generated by the line-— 

See footnote at end of table. 
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.tong? carload* per week - 1 -—- 2.1 

A wrap* carload® per mile -- 3.1 

Artraxe earbmd* j>cr train -—- 3. 5 

1073 Operating information : 

Hanker of.round trips per years _ 31 

Eftthaated time per round trip (hoars) _ 5.0 

Locomotive horsepower. - 1,000 

Train crrw *l*e-—- 4 

t Include only f ruffle on Moment. 


Information Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Traiisport at ion's Rail Service Report” by Becton, 
Dickinson <£ Co. indicated that it had handled 27 car¬ 
loads in each of the last three years and that loss of rail 
service would increase their transportation costs. 

Communication from the State of Connecticut con- 
'*min«r the abandonment application [lending before 
FSB A requested delay until the state rail plan could 
be completed. 


Information for line Retention Decision 


Rn«uM» rrcriuxl by PC___ $ 7 n, 970 

Area^i* revenue jut carload-..... $731 

Variable (avoidable) cost of continued 
wlce: 

r< * iocurnMl on the hntnch line_ 234. 459 

r ^t upgrading branch line to FRA Class 

I d /10 of total upgrading cost)_ 29.188 

' * ^rml beyond the branch line_ 27,257 


Total variable (avoidable) cost_ 290.901 


N>f contribution flow*): total_($211,928) 

Ktm * prr carlnnd-__- ($l . ml2) 

ThiK lim> would require upgrading to meet the re 
■|•iifincntfi of the Federal Railroad Administration'! 
®ininmni safety standards (('lass 1 track which has n 
mixm,uln Mf(> operating speed of 10 m.p.h.). Baaed or 
11 ’** ' n formation, this upgrading would include tin 
paiTment of a total of 3,750 crossties (an nverage of 
WttWBties per mile). 


PORTION OF DANBURY BRANCH 
USRA Line No. 61 
Penn Central 


Danbury' _ 

’bethel' 


Maybfook Branch. PC 


New Haven 
Line, PC “7 


PORTION OF DANBURY 
BRANCH.PC 


NORWALK 


South Norwalk 


1 his portion of the Danbury Branch, formerly part 
of the New Haven RR; extends from A 'orwalk (Mile- 
|>ost 43.0) to HcthcL ( r onn . Milepost fll.0) a distance 
of JSJ) milt*, in Fairfield County, Conn. This line ex¬ 
tends northward from Bethel to Danbury and south¬ 
ward from Norwalk. This line was described as poten¬ 
tially excess in the ILS. DOT Report (see Zones 35 and 
39). 


Traffic and Operating Information 

Stntiotm (with tliclr 1973 carloads) served by this 


line: 

Wilton - go 

Georgetown _ 404 

Norwalk* _*_ 101 

Bethel * _ n 


Total carload* generated by the line _ 006 

Average carload* per week _ 11.7 

Average airload* j>cr mile _ 33 . 7 

Average carload* \x*r train _ 2.3 


1973 o{ierating Information : 

Number of round trip* i*»r year..___ 200 

K*tlimiti*l time per round trip (hour*) _ 3.0 

Locomotive hor*e|*iwer _ 1.800 

Train crew also _ 3 

1 Include* only itilpperii oil this oeguent. 


e, 'minory Recommendation 

j"” 0 ! ,<<onimcn ^ ( 'd that this portion of the New 
gj ‘'^ i '°*>‘lary Track l>e included in the ConRail 
* nil" * °l >p r!ition of this line would require 

tonu?™? ° ontinuation subsidy. Under 1973 traffic, 
, XfW J ( . J " • ast l< ' ve * 8 ’ Vhia line generates an annual 
pt r f|i . na ' ,clal bupt, «* amounting to $211,928 or $1,962 
aiutrlv • ' ! ' OVl TV co * s would requirt* approxi- 
t,(.: - Nd iiicreast* in traffic or a 270 ?>ercont 

■Ocnpnse over the 1978 levels. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office ns reflected in their 
re|>orts entitled “The Public Response to the Secretary 
of Transportation^ Rail Service Report” indicated that 
the Connecticut Transportation Authority (CTA) and 
Connecticut DOT have a 57-vear lease option agreement 
to this section of track. The State of Connecticut is 
prepared to s|>end $5 million to upgrade the line for 
passenger service* Western Connecticut communities 
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hop© to us© this line as a route for the recycling and 
disposal of 1,000 tons of solid waste per day at a site 
near Danbury. Studies by the State of New York, the 
State of Connecticut, and Dr. George Brown were of¬ 
fered as evidence demonstrating the inequity of sub¬ 
sidies given to modes of transportation with which the 
railroad must compete. USRA staff has discussed with 
the CTA their specific plans for exercising their lease 
purchase option and their plans for implementing im¬ 
proved passenger services. 

Information for Line Retention Decision 

Revenue received by PC---$885, TO4 

Average revenue per carload--- $472 


Variable (avoidable) coat of continued service: 

Coat Incurred on tbo branch line *- 89,901 

Cost of upgrading branch line to FRA Class 


I (V10 of total upgrading coat)- 0 

Coat Incurred beyond the branch Ube-131,347 


Total variable (avoidable) cost- 221,243 


Net contribution (loss): total--- 64,546 

Average per carload----— 106 

1 Due to tht agreement with CTA, tbU coat doca not Include main¬ 
tenance. 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). 

Recommendation 


a distance of 5.0 miles, in Fairfield County, Conn. 
The southerly continuation of this line runs from Glen- 
brook to Stamford where it connects with the New 
Haven line of the PC. This line was descried as po¬ 
tentially excess in the U.S. DOT Report, (see Zone W). 

Traffic and Operating Information 

Stations (with their 1973 carloads) served by this Unc: 

New Canaan_ 82 

Glcnbrook 1 _ 106 

Total carloads generated by the line...207 

Average carloads per week----- 4.0 

Average carloads per mile- 414 

Average carloads per train- 40 

1973 operating information: 

Number of round trips pc»" year..... 52 

Estimated time per round trip (hours)-- 2.0 

Locomotive horsepower-:..1,200 

Train crew Rise_....- 4 

* Includes only traffic on segment. 

Information Provided by RSPO, Shippers, Govemmtnl 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” stated that 
Glenbrook Laboratories at Glcnbrook shipped 108 cars 
of chemicals in 1973. These cannot be readily switched 
to highway movements. Hatch & Bailey Lumber at 
Springdale received 30 cars in 1973. 


It is recommended that this portion of the Danbury 
Branch be included in the ConRail System. 


PORTION OF THE NEW CANAAN BRANCH 
USRA Line No. 62 
Penn Central 


N* 

GLENBROOK 



NEW CANAAN 


4-PORTION. 
NEW CANAAN 
BRANCH, PC 


New Haven - 
Line. PC 

To New York 


! ^ -4-To New Haven 

Stamford 


This portion of the New Canaan Branch, formerly 
part of the New Haven RR, extends from Glenbrook 
(Milepost 3.0) to New Canaan, Conn. (Milepost 8.0), 


Information for Line Retention Decision 


Revenue received by PC-*— $128,949 

Average revenue per carload- 


Variable (avoidable) coat of continued 


service: 

Coat incurred on the branch line---46,321 

Coat of upgrading branch Une to FRA Class 

I: (Mo of total upgrading coat)- 0 

Coat incurred beyond the branch line-**** 


Total variable (avoidable) cost 


7 $ 


Net contribution (loss) : total- 

Average per carload- 


_ «XT20 

245 


The line would require no upgrading to meet 
quirements of the Federal Railroad Admin 
minimum safety standards (Class I track, w i 
maximum safe operating speed of 10 mph). 


Recommendation 

It is recommended that this portion ^ 
Canaan Branch be included in the Conhui 
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PORTION OF PLAINFIELD SECONDARY TRACK 
USRA Line No. 674 
Penn Central 


■HUMAN TIC 


Central Vermont 
Hf to Mew 
London * 



T 

PORTION. 
PLAINFIELD 
SECONDARY 
TRACK. PC 


PC to Worcester 


PLAINFIELD 


ji- Norwich Secondary 
/ Track. PC to Groton 

/ 


This portion of the Plainfield Secondary Track, for¬ 
merly part of the New Haven RR, extends from Plain- 
Md (Milepost 0.0) to IF illimantic^ Conn . (Milepost 
23.1), a distance of 23A miles, in Windham and New 
limdon Counties, Connecticut. The continuation of this 
line, also under study in the Report, extends a short 
distance beyond Willimantic to end-of-track. The line 
dso connects with the Norwich Secondary Track of the 
PC at Plainfield and with the Central Vermont Ry at 
Willimjtnt ic, (The portion of the Norwich Secondary 
Track extending northward from Plainfield to Auburn, 
Mass, is also under study in this Report.) This line was 
** bribed as potentially excess in the U.S. DOT 
foport (seeZones29 and 30). 


Woffle end Operating Information 


Station (with their 1978 carloads) served by this 

v malllw... . 

Baltic... 

^tnimantic 1 


line: 


1,425 

52 

502 


,, ToU1 Generated by the line_1,979 

""*** cried. per week...38.0 

7 ™* “rtoeda per mile... „ 79 8 

”“•*» Vrirada per train.. 19 8 

operating Information: 

** r ° UD<1111118 peT y ** r .•-_ 100 

time per round trip (hours)___ 10 

motive hortepower--1,800 

*’*1® crew mi,. . __ 4 

''***"*> tr.Hr on m*m**t. 


^9*ncle Pr0V *^ tC ^ RSPO, Shippers, Government 

ti e Prided at the hearings conducted by 

1 n ices Planning Office as reflected in their 


reports entitled “The Public Response to the Secretary 
of Transportation’s R^il Service Report” indicated that 
in 1973 there were 1,085 carloads generated by this line. 
The cost of serving this traffic by motor carrier may 
jeopardize the viability of these companies. 

Information for Line Retention Decision 


Revenue received by PO_ $559,818 

Average revenue per carload_ $283 

Variable (avoidable) coat of continued serv¬ 
ice: 

Coat Incurred on the branch line_ 281, 88© 

Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading coat). 101,054 


Coat incurred beyond the branch line... 325,823 


Total variable (avoidable) coat-... 708,746 

Net contribution (loss): Total_ (149,428) 

Average per carload___ (76) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include the 
replacement of a total of 9,600 crossties (an average of 
387 crossties per mile). Although service to the entire 
line generates a loss, service to the line from Milepost 
0.0 to Milepost 9.8 (serving shippers at Versailles which 
generated 1,425 carloads in 1973) would generate $398,* 
451 in revenue and $408,462 in costs with a resulting loss 
of only $10,011 or $7 per carload. A 7 percent growth in 
traffic or a 3 percent rate increase would make this por¬ 
tion of the line financially self-sufficient. 

Recommendation 

It is recommended that the portion of the Plainfield 
Secondary' Track from Milepost 0.0 to Milepost 9.8 be 
included in the ConRail System. 

Preliminary Recommendation 

It is not recommended that the portion of the Plain- 
field Secondary.Track from Milepost 9.8 to Milepost 
23.1 be included in the ConRail System. Continued 
operation of this line w’ould require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial 
burden amounting to $139,417 or $251 per carload. Re¬ 
covery of costs would require approximately a 223 per¬ 
cent increase in traffic or an 85 percent rate increase over 
the 1973 levels. 
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CANAL SECONDARY TRACK 
USRA Line No. 675 
Penn Central 


Holyoke Secondary 
Track. PC.to Holyoke 
Terryvilie Secondary |*' 

Track. PC. to Waterbury | 

| PC to New Britain 

PLAINVILLE i and Hartford 


CANAL SECONDARY ■ 
TRACK. PC 

NEW HAVEN 
(FAIR STREET) 


PC to Hartford 
4—25.5 miles 




I 

I 


\ 

PC to New York 


^ ^ ^ /Mill River 
New Haven ^ 

PC to Boston 


The Canal Secondary Track, formerly part of the 
New Haven RR, extends from New Haven (Fair 
Street) (Milepost 2.0) to Plainville , Ct. (Milepost 
27.5), a distance of 25J5 miles , in Hartford and New 
Haven Counties, Connecticut. At Plainville, this line 
connects with the Holyoke Secondary Track (also under 
study in this Report), the Terryville Secondary Track 
and the New Britain Secondary Track all PC. At New 
Haven, this line connects with the PC Shore Line be¬ 
tween New York and Boston. This line was described 
as potentially excess in the U.S. DOT Report (see 
Zones 33,36 and 37) • 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
this line should be preserved because of the flexibility 
it provides the network in times of natural disaster. In 
Cheshire, there is a 2,000 acre industrial park with 280 
acres already occupied by companies employing 1,000 
people. Concern was expressed that the loss of this line 
could arrest further planned industrial development. 

Information for Line Retention Decision 

Revenue received by PC---$880,558 

Average revenue per carload--— $440 

Variable (avoidable! coat of continued serv¬ 
ice: 

Cost Incurred on tbe branch line-296,100 

Coat of upgrading branch line to FRA 
Claas I (1/10 of total upgrading cost).. 41,009 
Cost Incurred beyond tbe branch line-465,432 

Total variable (avoidable) coat... 801.550 

Net contribution (loss): total- 

Average per carload-- *0 

This line would require upgrading to meet the re 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which hast 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 7^10 crossties (an average 
of 233 crossties per mile). 

Recommendation 

It is recommended that the Canal Secondary Track 
be included in the ConRail System. 


Traffic and Operating Information 


StAtions (with their 1978 carloads) served by this line: 

Mt. Carmel_ 106 

Cheshire_—--- 772 

Mllldale_ 306 

PlantsvlUe_—-—- 17 

Southington__ 228 

Plainville 1 - 111 

New Haven *._ 461 


Total carloads generated by tbe line-2,000 

Average carloads per week----- 38.5 

Average carloads per mile- 78.4 

Average carloads per train- 18.3 

1978 operating Information: 

Number of round trips per year- 150 

Estimated time per round trip (hours)-11.0 

Locomotive horsepower-1, 000 

Train crew site_ 4 

1 Included only traffic on aegmtnt. 


PORTION OF THE HOLYOKE SECONDARY 
TRACK 

USRA Line No. 675o 
Penn Central 


PC CO Holyoke 
FARMINGTON 


ION. HOLYOKE 
10ARY TRACK, PC 

■yville Secondary 
*.PC w 


3.0 miles 

^ iVc toNew Bn»'» 

and Hartford 

* ^ 

PLAINVILLE 

I 4— C»»l Secondary Track. 

a. uHived 
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This portion of the Holyoke Secondary Track, form¬ 
erly part of the New Haven RR, extends from Plain- 
nik (Milepost 0.0), to Farmington , Conn. (Milepost 
.')),« distance of 8.0 miles, in Hartford County, Con¬ 
necticut. A continuation of this line runs in a northerly 
direction from Farmington to Holyoke (also under 
study in this Report). At Plninvillc, this line connects 
with the Terryville Secondary Track and the Canal 
secondary Track, PC. The last-named is also under 
study in this Report. This line was not describee! as 
potentially excess in the U.S. DOT Report (sec Zones 
S3 and 33). 

Traffic and Operating Information 

Milan* (with their 1&73 carload*) served l>>' this line: 

Farmington _....___<___ 233 

PUlnvIlle’ ..—.... 627 


Net contribution (loss): total___ 6,317 

Averajce per carload___ 7 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standard (Class I track, which has a 
maximum sale operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 800 crosstics (an average 
of 297 crossties per mile). * 

Recommendation 

It is recommended that this portion of the Holyoke 
Secondary Track lx? included in the ConRail System. 


PORTION OF THE NORWICH SECONDARY TRACK 


Total carload* generated by the line_-_ 800 

Average carload* per week_ 16.5 

Arprw carloads j>or mile___ 286. 7 

A tor**? carload* per train___ 5, 7 

operating Information: 

Number of round trip* per year_ 150 

Kttimntcd time per round trip (hours)_ 3.0 

Locomotive horsepower__1,600 

Tula ennv sixe_ 4 

luHwlf* only rrnfllc on teamrnt. 


Infonmotion Provided by RSPO, Shippers, Government 

Agencies 


Information provided at the hearings conducted by 
’ i* Kail Services Planning Office as reflected in their 
^•orts entitled “The Public Response to the Secretary 
Fransportation^B Rail Service Report” indicates 
that Richard Russell of Gerrity Lumber Co. (not on 
wfesqpncnt) explained why service on the Canal line 
l * an or no *i<? proposition: The line does not connect 
1ri ^ 1 ftn yFhing on the south end. The overhead bridges 
nu ' t0 ° * ow anc l the curves too sharp for modern trains. 

* 11 consequence, all traffic must come south from Plain- 
This means all industries on the line, to exist, 
•tost have the whole line. 

RSPO state after major flood destroyed the Naug- 
* 0< ' hue in 195ft, the line was used to bring 
^‘supplies. Residents in the area urged this track be 
^rved because of the flexibility it provides the net- 
ln ^ mes °f similar natural disasters. 


°^notion for Line Retention Decision 

^'■nup rcrflvHl hy \>q ___ 

***** "mm* per carloads _ 


$221. 702 


< avoidable) cost of continued wrv* 

C* !r urrwi ° n ,h ° brnnrh ,ln e—. 61, 765 

l: (l/m 1hrnnch ,Ino to FRA 0111*8 

(V* t { ] ° f "PKmdlng coHt)_ 3, 728 

1 rarred heyond the branch line.. 149.892 

>tul ' : ' r toblc (avoidable) coat_ 215,385 


USRA Line No. 678 
Penn Central 


i 

14—PC to South 
I Worcester 


PUTNAM 


17.8 miles 


Plainfield 
Secondary 
Track. PC V 

s' 



4-PORTION. 

NORWICH 
SECONDARY 
TRACK. PC 


PLAINFIELD 



This portion of the Norwich Secondary Track, for¬ 
merly part of the New Ilaven RR, extends from Plain- 
field (Milepost 28.0) to Putnam, Conn. (Milepost 45.8), 
a distance of 17JS mile a, in Windham County, Conn. 
Continuations of this line run from Putnam to South 
Worcester, Mass., and from Plainfield to Groton. The 
former is also under study in this Report. At Plain- 
field, the line also connects with the Plainfield Second¬ 
ary track, PC. also under study in this Report. This 
line was not described as potentially excess in the U.S. 
DOT Report (see Zone 29). 


Traffic and Operating Information 


Station* <wlth their 1973 carload* served by thin line: 

Central Village _ 24 

Wnmvgnn _ 3, 890 

Daniel von _ 144 

Dayville -- 2,492 

Putnam _ 1,091 


Total carload* generated hy the lino_7,6*17 


Average carload* per week_-___147.1 
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Average carloads per mile - 

Average carloads per train - 

1073 operating Information : 

Number of round trips per year - 

Estimated time per round trip (hours)- 

Locomotive horsepower --- 

Train crew size - 


420.6 

30.6 


250 

9 

1.800 

4 


Information Provided by RSPO, Shippers. Government 

Agancies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” primarily 
concerned the costs and the problems that would be 
involved if the shippers were forced to U9e motor car¬ 
rier service. USRA has also received correspondence 
from the Norwich and Worcester suggesting their in¬ 
terest in taking over this entire line. 


Information for Line Retention Decision 


Revenue received by PC — -......- $2,204, 547 

Average revenue per carload -- $288 


Variable (avoidable) coat of continued 
service: 

Coat Incurred on the branch line- 888,741 

Cost of upgrading branch line to 
KRA Class I: (1/10 of total up¬ 
grading cost)_ 0 

Coat incurred beyond the branch 


line_ 1,304,200 

Total variable (avoidable) cost-- 1,752,960 


This portion of the East Longmeadow Secondary 
Track formerly part of the New Haven RR, extends 
from East Windsor (Milepost 18.0) to East IIart fori. 
Conn. (Milepost 29.1), a distance of 11.1 miles, in Han¬ 
ford County, Conn. The northerly continuation of this 
line extends from East Windsor to Hazardvilie (abo 
being studied in this Report) and beyond. At East 
Hartford the line connects with the Willimantic Sec¬ 
ondary Track. This line was not described as potentially 
excess in the U.S. DOT Report (see Zone 32). 


Traffic and Operating Information 

8tationa (with their 1073 carloads) served this line: 


8 . Windsor_ 

V Windnor Hill 

..- 500 

_1.1® 

Total rnrloads (Oflcmtod bv the line. 

_1.662 

i Ut *11 (.Hi iuuuo |s- mv , 

A vprnirp rarloadft dpt vpook_ 

_ 32 

A, n da’ tuuuo pv.i -v vv— 

«. - 150 

Avorairp mrloAdfi nor train_------ 

_U 

1973 operating information: 

ICnmliAP nf round fHim nor VCflT 

_ 290 

UlilUiT Ui IVUIIU 11 i JAl jn 4 / VM 

Hmp nor round tril>__ 

_ 10.8 

OotlUlatCU L1UIC iwuuu v* 

_1.600 

Train crew size-..... 

. 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report " indicated that 
Kerr McGee shipped 200 cars in 1973. 


Net contribution (loos): Total- 451, 507 

Average per carload----— 50 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 mph). 

Recommendation 

It is recommended that this portion of the Norwich 
Secondary Track be included in the ConRail System. 


PORTION OF EAST LONGMEADOW 
SECONDARY TRACK 

USRA Line No. 685 


Penn Central 


PC * S#oa|f.»ld . 

-- 

EAST WHOSO* 

PORTlOH OF EAST 
I A/# LO*OtEAOO» 

| / UCOHOAAY TRACK PC 



KnUntaa. / | \ 


(AST MARTFOAO 
\ 


PC te PC l* ■ePa»»f.a*d 


Information for lino Retention Decision 


Revenue received by PC---- 

Average revenue per carload-— $&*- 


* 53*098 


Variable (avoidable) coat of continued 
service: 

Coat incurred on the branch line- 279,685 

Coat of upgrading branch line to FRA 
class I (1/10 of total upgrading cost) 23.23-' 
Coot Incurred beyond the branch Hue-.- 399, 


Total variable (avoidable) coot- 

Net contribution (loss): total- 

Average per carload--- — — - 


702.12 


_(187.02«' 

( 100 ) 


This lino would require upgrading to ' 
quirements of the Federal Railroad Admingtra 
minimum safety standards (Class I track. " 11 'j 1 ^ 

maximum safe operating speed of 10 mph). as * . 
available information, this upgrading would me u 
replacement of a total of 4,500 crossties (an average 
405 crossties per mile). 


Preliminary Recommendation 

m the Ess* 

It is not recommended that this portion . - ^ 
Longmeadow Secondary Track be included m t e 
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Rail System. Continued operation of this line would re¬ 
quire a rail service continuation subsidy. Under 1973 
traffic, revenue and cost levels, this line generates an 
annual excess financial burden amounting to $167,025 or 
$100 per carload. Recovery of costs would require ap¬ 
proximately a 125 per cent increase in traffic or a 30 
percent increase over the 1973 levels. 


PORTION OF SHORE LINE 
USRA Line No. 43 
Penn Central 


✓ 



Thi$ portion of the Shore Line, formerly part of the 
New Haven RR, extends from Groton, Cotin. (Milepost. 
125.0) to Hilt* Grove, R.l. (Milepost 177.0), a distance 
of $5,0 milee, in New London County, Connecticut and 
Washington County, Rhode Island. This line continues 
westward at Groton to New York, and eastward at Hills 
^»rove to Boston. The line connects at Groton with the 
Norwich Secondary Track of the PC and at Kingston, 
KL iMilepost 158.1) with the Narragansett Pier RR. 
In line was described ns potentially excess in the U.S. 
1)01 Report (see Zones 27, 28 and 30). 


T <°f*c and Operating Information 

* "ft* <wltb their 1973 carload*) served by this line: 

«Wlc_' _‘ ~~ . 

Stoalnatdn_ 

v **l*fi? 

Bradford __ 

^°°<1 River Junction_ 

K«syotui _ T _ 

KtoCWon . 

SJocuua ._ 

Junction"... 

“Mtevllle_ 

f*' 1 Cr **»«l<-h_. 

A W*matig " - 

Goulds 1 


0 

ii 

0 

352 

08 

0 

10 

7 

20 

77 

not 

157 

16 

0 

70 

2 


T ' DUI Cip| <*0» generated by the line. 
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Average carloads per week ___ 

Average' carloads jmt mile ___ _ 

Average carloads per train ____ 

1073 operating Information : 

Nuinlier of round trips per week ___ _ 

estimated time per round trip (hours) _ 

Locomotive horsepower _ 

_ Train crew size ___ 

1 Station* on the Narragansett Pier RR. 


25.8 

25.8 


5.4 


250 


ao 

1,750 

4 


Information Provided by RSPO, Shipper*, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled **1116 Public Response to the Secretary 
of Transportations Rail Service Report” indicated that 
many industries and citizens were concerned with the 
designation of this line as potentially excess. Shipping 
costs would increase greatly if truck transportation had 
to lx? used. The U.S. Naval Submarine Rase and other 
industries in the Groton area would be cut off from 
direct access to the east. The Narragansett. Pier RR 
would be cut off from other railroads. Communities 
would suffer from tax losses. 

Information for Line Retention Decision 


Revenue received by PC___$621,595 

Average revenue per carload_ $463 

Variable (avoidable) coat of continued serv¬ 
ice: 

Cost Incurred on the branch Une_519,502 

Cost of upgrading branch Une to FRA 
Class I: (1/10 of total upgrading 

cost)-:_ o 

Coat Incurred beyond the branch line... 380,610 


Total* variable (avoidable) cost...__ 900.112 


Net contribution (loss) : Total_(278,517) 

Average per carload_ (208) 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). 

Preliminary Recommendation 

It is not recommended that this portion of the Shore 
Line be included in the Con Rail System. Continued op¬ 
eration of this line would require a rail service continu- 
ation subsidy. Under 1973 traffic, revenue and cost lev¬ 
els, this line generates an annual excess financial burden 
amounting to $278,517 or $208 per carload. Recovery 
of costs would require approximately a 115 percent in¬ 
crease in traffic or a 45 percent rate increase over the 
1973 levels. 
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SOUTHBRIDGE SECONDARY TRACK 
USRA Line No. 40 
Penn Central 


Variable (avoidable) cost of continued 
service : 

Cost incurred on the branch line _ 82. 02.% 

Oo«t of upgrading branch line to FRA 
Claw* I ( 1/10 of total upgrading 

cost) -13,041 

Cost Incurred beyond the branch line_ 51,*2T.l 



The Southbridge Secondary track, formerly a part 
of the New Haven HR, extends from Webster (Mile¬ 
post 0.5), to Southbridge , Moss* (Milepost 11.1), a 
distjuice of 10.6 miles, in Worcester County Massachu¬ 
setts and Windham County, Connecticut. At Hill it 
connects with the Norwich Secondary Track of the PC, 
also under study in this report. The PC petitioned the 
ICC to abandon the line in October 1972. but the appli¬ 
cation has not been acted on (ICC Docket No. AB~5 
Sub. 129). This line was declared potentially excess in 
the U.S. DOT Report (see Zones 26 and 29)* 

Traffic and Operating Information 

Station* (with their 1073 carload*) *orved by thla line: 

West Dudley- 110 

Saiulersdale —-- 1 

Southbridge- ^ 


Total carloads generated by the line- 

Average carload* per week--- 

Average earloada per mile--- 

Average earloada per train- 

1073 Operating information: 

Number of round trips per year- 

Estimated time per round trip (hours)- 

Locomotive horsepower- 

Train crew aise--- 


_203 

_ 3.0 

_ 10.1 

... 2.7 

_ 75 

o 

_1.500 

3 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secre¬ 
tary of Transportation's Rail Service Report" con¬ 
sisted of a brief which was submitted to the ICC ? s 
Administrative Law Judge by the protestants of the 
proposed abandonment. 

Information for Line Retention Decision 


Revenue received by PC- $71,374 

Average revenue per carload- $352 


Total variable (avoidable) cost_ 146,317 

Net contribution (loaa) : total... ( 74,$431 

Average per carload_ (36©) 


This line would require upgrading to meet the 
requirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m,p.h.). Rased 
on available information, this upgrading would 
include the replacement of a total of 1,700 crossties 
(an average of 160 crossties per mile). 

Preliminary Recommendation 

It is not recommended that the Southbridge Second¬ 
ary Truck be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail servire 
continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $74,943 or $369 per carload. 
Recovery of costs would require approximately a four¬ 
fold increase in traffic or a 100 per cent rate increase 
over the 1973 levels. 


PORTION OF EAST LONGMEADOW 
SECONDARY TRACK 

USRA Line No. 44 

Penn Central 


SprtAfhald • 

a Altmr^. A AST LOHCMEAOO. 

I...PC 



Portion, E. 

' Seoood Track. "C 


r - PORTION EAST UW<*EA»' 
SECOMOAKT TMCX.PC 


HAZAADVIUE 


PC to Eoot Mutton 

\* 


This i>ortion of the East Longmeadow • 

Track, formerly part of the New Haven » • ** 
from East Longmeadow, Mass. (Milepost <• »^ 

ardviQe, Conn. (Milc|>ost 12.0), a distance <> 

Hartford County, Conn., and Hampden (««». 


Mass. 


Continuations of this line extend nott i"- 1 
East. Longmeadow to Springfield and 
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Hazard' iHe to East Hart ford. A portion of the latter 
fjppnent (from Hazaixlville to East Windsor) is also 
understudy in this Report* This line was described as 
potentially excess ill the U.S. DOT Rc|>ort (see Zones 
Stand 32). 


Traffic and Operating Information 

Station? (with their 1073 carload*) nerved by this line: 

East L/wtftneadow---1,01)0 


Total carloads generated by the line-1,000 

ATvrtijee carload* i*»r week- 38.4 

ATrfHpe carloads tier mile--——-300. 8 

Atenure carload* jx»r train- 12.8 

1975 operating Information: 

Number of round trips per year- 156 

Estimated time per round trip (hours)--- 4 

Locomotive horsepower_1» 500 

Train crew «lae----- * 


Iflformotion Provided by RSPO, Shippers, Government 

Agtncies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled 44 The Public Response to the Secretary 
of Transportation's Rail Service Report" indicated that 
Milton Bradley Co., Community Feed Stores, and 
Package Machinery Co. are particularly concerned 
about the loss of rail freight service at East Long- 
meadow. While the unemployment rate for this com¬ 
munity is 7.5 percent (at time of Hearings), there is a 
possibility that a 400 job industry may locate soon in 
oiwof the town's industrial parks. USR A staff discussed 
vith Springfield Chamber of Commerce problems asso¬ 
ciated with the continuation of service to those shippers 
*dio are located between Milepost 7.0 and 8.6. The 
Chamber has also been informed of the subsidy provi¬ 
sions for continuation of service which are available 
®xlerthe Reorganization Act. There is also a prospect 
that a large toy manufacturer in Hazaixlville will open 
* plant by 1083. U.S. E nvelope expects its traffic 
to increase at Hazard ville to 300 carloads per vear by 
life. * 

^formation for Line Retention Decision 

received by PC_$030, 510 

menu* per carload_ $470 

ariable (avoidable* cost of continued serv¬ 
ice; 

r ' mt lnn,r ™l "n tbe branch line.119,351 

of npcruilliiK branch line to FRA 

I: l^o of total nmmi.lliitf cost.. 4.819 
« taeurmt hryotul tbe branch line_ 579, 721 


minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 500 crossties (an average 
of 100 crosstics per mile). 

Recommendation 

It is recommended that this port ion of the East Long- 
ineadow Secondary Track be included in the ConRail 
System. 


PORTION OF HOLYOKE SECONDARY TRACK 
USRA Line No. 54 
Penn Central 

Florence Secondary 
Track. PC 

PC Albany-Boston—i 1 /C-P C to Holyoke 
Main Line * 


WESTFIELD 



PORTION OF HOLYOKE 
SECONDARY TRACK. PC 


/«- PC to Plainville 


This portion of the Holyoke Secondary Track, for¬ 
merly a part of the New Haven RR, extends from 
Simsbury , Conn . (Milepost 43.8) to Westfield, Mass. 
(Milepost 58.5), a distance of l\.7 miles , in Hartford 
County, Connecticut and Hampden County, Massa¬ 
chusetts. At Simsbury it connects with its own south¬ 
erly continuation to Farmington, Conn, and Plains- 
ville, and at Westfield with its northerly continuation 
to Holyoke, Mass. Both these lines arc also under study 
in this report. At Westfield, the line also connects with 
the Florence Secondary Track of tlie PC to Easthainp- 
ton (also under study in this report.) and the Albany- 
Roston line of the PC. The PC applied to the ICC in 
1971 for authority to abandon this segment but was 
turned down. The PC applied on August 14, 1974, to 
the U.S. Railway Association for permission to aban¬ 
don the line. No action has been taken on this applica¬ 
tion. Except for a small portion at its north end, this 
portion of the Holyoke Secondary Track was declared 
potentially excess in the U.S. DOT Report (see Zones 
24 and 32). 


***** triable (avoidable) cost.....703,891 

* Kr ^trlb,,t|f>n (loas): total__235.619 

^ Per carload___ n8 

Tk’ 1* 

q • 1110 w °uld require upgrading to meet the re- 

‘Lts of the Federal Railroad Administration’s 


Traffic and Operating Information 

Station* (with their 1973 carload*) served by thl* line: 
Floydvlile_____ 1 

South wick_____ 32 


Total carloads generated by the line____ 50 
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_ L 0 

Average carloads por mile- - - 

_ 3.4 

Average carloads nor train ..... .._ 

... a 3 

1973 Operating information: 

Number of round trips per yfftr_ ,., — T _ 

_ 15 

Estimated time per round trip (hours) - 

Locomotive horsonower _____.... 

2 

1,600 

nVtiln IVPtr Sin* _ _ 

4 



Information Provided by RSPO, Shippers, Government 
Agencies 


No specific information was provided about this line 
at the hearings conducted by the Rail Services Planning 
Office, as reflected in their reports entitled “The Public 
Response to the Secretary of Transportation’s Rail 
Service Report.” 

Information for Line Retention Decision 

Revenue received by PC_.__—_ $16,005 

Average revenue per carload_ $320 

Variable (avoidable) coat of continued service: 

Coot Incurred on the branch line_101,318 

Cost of upgrading branch lino to PRA 

class I ( Vio of total uj>grading cost) _12,724 

Coat incurred beyond the branch line_.. 0. JM5 

Total variable (avoidable) coot— . - 123,087 

Net contribution (loss) : total_ (107,982) 

Average per carload _(2,160) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 mph). Based 
on available information, this upgrading would in¬ 
clude the replacement of a total of 2,300 crossties (an 
average of 156 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Hol¬ 
yoke .Secondary Track be included in the ConRail Sys¬ 
tem. Continued operation of this line would require a 
rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $107,982 or $2,160 
per carload. Recovery of costs would require approxi¬ 
mately an eighteen-fold increase in traffic or a 675 per 
cent rate increaso over the 1973 levels. 


A PORTION OF CANAAN SECONDARY TRACK 
U5RA Line No. 59 
Penn Central 

This portion of the Canaan Secondary Track, for¬ 
merly a part of the New Haven RR, extends from 
Canaan. Conn . (Milepost 48.3) to South Lee , Mass. 
(Milepost 71.5), a distance of 2S£ miles, in Berkshire 


r Boston-u-Albanr Mam 
Line. PC 

' | ^Pittsfield 

I 

/4 —.PC to Pittsfield 


£ 


t /southlee 

i 


. _ PORTION OF CANAAN 

£ f SECONDARY TRACK. 


TCANi 


PC 


CANAAN 


l 

\i -New Milford Secondary Track 

X (Portion). PC 


County, Mass, and Litchfield County, Conn. Continua¬ 
tions of this line extend northward from South Lee to 
Pittsfield where it connects with the Boston to-Albany 
Lino of tho PC, and southward from Canaan to 
Berkshire Junction. A portion of the latter segment 
(from Canaan to New Milford) is also under study in 
this Report. This line w as identified as potentially ex¬ 
cess in the U.S. DOT Report (see Zones 22,23, and 35). 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Canaan* ___ 

Ashley Falls--- 

Sheffield_-_-_--_____ 

Great Barrington___—..- 

Van Deusenvllle____ 

Housa tonic-.----- 

Stockbridge_ 


m 

0 

286 

73 

2 

IS 


Total carloads generated by the line- 

Average carloads per week..._ 

Average carloads per mile- 

Average carloads per train_ 

1973 operating Information: 

Number of round trips per year_ 

Estimated time per round trip (hours)- 

Locomotive horsepower_—- 

Train crew size..-__— 


1,86 

3A4 

7.0 

270 

50 

1.500 

4 


•< Include* only traffic on aegment.) 

Information Provided by RSPO, Shipper*, Govemm.nl 
Agencies 

Information provided at. the hearings conducted by 
the Rail Services Planning Office as reflected in t e.f 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report, ’ indicate * 
a groat deal of effort has been spent by the ^° rK i ™ 
Railroad Co. to obtain a charter to operate the 
Central Berkshire line as a Class II short line nu 
Suggestions were made that passenger send*' s '° 
bo reestablished between New York City and 1 • 
communities. Rising Paper Co. and Home ^ 
were responsible for a total of 489 carloads at an 
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grille Mass. (Milepost 64.5). Lane Const motion Co. 
of Sheffield, Mass. (Milepost 57.3) testified that they 
grated 333 carloads in 1973, mostly sand and gravel 
jtrciirts from Westfield, Mass. The eleven shippers us¬ 
ing the line between S. lx* and Ashley Falls, Mass., 
employ MO people. There was no estimate of possible 
I jobless related to rail service termination* In Canaan. 
Pfizer. Inc. and Hecton-Dickinson have indicated that 
they will relocate their facilities if rail service is lost, 
threatening 570 people* Total population of Canaan is 
»i people. 

Information for Line Retention Decision 

[ Hma* recelrcd by PC--$624, 797 

imp rwrenne per carload-—- $330 


I Tiriablr (avoidable) cost of continued 

wrrice: 

CMtiiKnrr^d *»n the branch line_ 272, 237 

Goat of upgrading Iiranch line to FRA 
Class 1: (1/10 of total upgrading cost)— 27, 6S5 
Coat iacurml beyond the branch Une_ 386,3S4 


Total variable mvoidable) cost_ 696,304 


Net contribution (loss) 
Unmgr per carload. 


total_ 


- (01.500) 

(33) 


This line would require upgrading to meet the re- 
furanents of the Federal Railroad Administrations 
minimum safety Mandards (Class I track, which has a 
®*nmnm safe operating speed of 10 m.p.h.). Based on 
‘ liable information, this upgrading would include the 
^placement of a total of 3,500 crossties (on average of 
b'eroesties jx?r mile). Although service to the entire 
y generates a loss, service to the line from Milepost 
to Milepost 66.7 (serving shippers at South Lee, 
ridge and Housa tonic who generated 544 car- 
k in 1973) would generate $219,350 in revenue and 
in costs with a resulting net contribution of 
*W 8 or $85 per carload. 

btwnmendofion 

recommend^j that the portion of the Canaan 
i ury I rack between Milepost 71 £ and Milepost 
* mdudwl il1 1 he Con Rail System. 

iminor Y ^commendation 

^ndur I ^° minc| ided that the portion of the Canaan 
Wl Jry r f aok !>'t*een Milepost W!t and Milepost 

ffition of tK^r 1 t,U ' ( onRa ^ System. Continued op- 
l8 ) lme TOIlld w l wire a nui service eon- 
Wfe, thb/i * 1 ' 1 nder traffic, revenue and cost 
Wnfen J 5 U ‘‘ rates an annual excess financial 
"lu-ryof to ^ 5 ' 6 T5 or $71 per carload. Re- 

incrc^ : ''° nld rw l uiro approximately a 70 per- 
* or a 125 percent r#to increase 


PORTION OF THE NORWICH SECONDARY 
TRACK 

USRA Line No. 678a 


Penn Central 


PC (o South -♦ I 
ft ore ester 

I 


AUBURN 



PORTION. 

NORWICH -* 

BRANCH. PC 


Soothbridge 
Secondary 
Track. PC 


Webu ej> 2 1 °- 2 "' i '« 

:Tl 

Vr 1PUTNAM 


PUTNAM 

PC to 
Groton 


I his portion of tlie Norwich Secondary Track, for¬ 
merly part of the New Haven RR, extends from Put - 
nam,Conn. (Milepost 45.8),to Au&wrn. Mas#. (Milepost 
66 . 0 ), a distance of 20 £ miles, in Windham County, 
Connecticut and Worcester County. Massachusetts. 
Continuations of this line run from Auburn to South 
Worcester and from Putnam to Groton. The latter is 
also under study in this Kcport. At Webster (Milepost 
54.0), this line connects with the Southbridge Secondary 
Tnick of the PC (also under study in this Report). This 
line, with the exception of a small portion near Putnam, 
was described as potentially excess in the U.S. DOT 
Report (see Zones 25,26, and 29). 


Traffic and Operating Information 

Stations (with their 1W3 carloads) served by this line: 


Groavenordale_ 03 

N. Grosvenordale_ 14 $ 

Webster_ jg? 

Oxford_ 5 ^ 


Total carload* generated by the line ___ mu 

Average carload* per week __ g, p 

Average carload* per mile _ 20. 0 

Average carload* per train _ 4,0 

1973 operating Information: 

Number of round trip* per year _...._ 104 

Estimated time per round trip t hours) _ 5 . 0 

Locomotive horsepower _______ j t flop 

Train crew tdxe _„_ 3 


Information Provided by RSPO, Shippers, Government 
Agoncies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled ‘‘The Public Response to the Secretary 
of Transportation's Rail Service Kcport” indicated that 
the only wholesale grocer within an area of sixty miles 
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would be form! out of business if mil service to Webster 
is curtailed. According to correspondence from Edward 
Babula of the Selectman's Office, Town of Thomj>son, 
the town is planning an industrial park which they feel 
is vital to the future economic stability of the town. The 
discontinuation of rail service might well mean the end 
of this park. 

A letter from Kevin P. Johnston, State Represonta- 
tive (Conn.) indicated that the loss of mil service in 
this area would result in the loss of many jobs in an 
area that is already economically depressed. 

Attorneys for the Norwich and Worcester Railroad 
Co., lessor of this line to the Penn Central, have written 
to inform the U.S. Railway Association “that there is a 
real possibility of preservation of serv ice upon the Nor¬ 
wich ami Worcester line through re-acquisition of pos¬ 
session and control of that property by Norwich and 
Worcester and to urge that in its preliminary plan 
USRA should recognize the possibility of continued 
operation of the Norwich and Worcester line under 
private ownership anti management, as set forth above." 

Information for Line Retention Decision 


Revenue received by PC™._-— $140. 724 

Average revenue per carload- $.H0O 


Variable‘(avoidable ) coat of continued serv¬ 
ice: 

Coat Incurred on the branch line- 174.033 


Coat <>f upgrading branch line to FRA 
Class I ( l/lo of total U|>grading co«tK. o 

Cost incurred beyond the branch Une _ 103, 


Total variable (avoidable) coat___ *78,Tfe 

Net contribution (loss) : total___<129.09) 

Average per ca rload_ (310) 


This line would require no upgrading to meet thr re¬ 
quirements of the Federal Railroad Administration! 
minimum safety standards (Class I track, which hast 
maximum safe operating speed of 10 mph). The town of 
Oxford is planning an industrial park which will re¬ 
quire future mil service. 

Preliminary Recommendation 

Although the preliminary recommendation is tku 
this portion of the Norwich Branch, not lie included in 
the ConRail System, the possibility of immediately in 
creasing revenue must be explored before a final recom¬ 
mendation can be made. Without immediately increas¬ 
ing revenue, continued operation of this line would re¬ 
quire a mil service continuation subsidy. Under 1MI 
traffic, revenue and cost levels, this line generates in 
annual excess financial burden amounting to $12$,069; 
$♦310 per carload. Recovery of costs would require ap¬ 
proximately a 240 per cent increase in traffic or an # 
per cent rate increase over the 1973 levels. 
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DELAWARE 


Intrastate 

PC 


USRA 

liar number 

Terminal* 

18* 

Kara hurst to New Castle 

l» 

I^cwes Reach Track at Lewes 

1(0 

Kroadkill to Lewes 

141 

Georgetown to Broadkill 

142 

Clayton to Smyrna 


RDG 

87 

Montchanin to Rockland 


Interstate 


PC 


Delaware to Maryland 

147 

Townsend, Del. to Massey, Md. 

167 

Indian River, Del. to Snow Hill, Md. 

16$ 

Scaford, I>d. to Cambridge, Md. 

169 

Clayton, Del, to Easton, Md. 


post 2.1), to New Castle (Milepost 6*2), a distance of 
4J miles, in New Castle County, Delaware. Between 
Milepost 2.1 and Milepost 4.1, the line has not been 
used since August 30, 1972, and has been physically 
removed. At New Castle, this line connects with the PC 
New Castle Secondary Tracks. This line was the former 
connection from the Wilmington Passenger Station to 
the Delmarva Branch. This line was not described as 
potentially excess to the U.S. DOT Report (see Zone 
84). 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by thin line* : 

Fiimhuret _-_____ 44 

New Castle 1 _ 12 


Total carloads generated by the Une _ 56 

Average carload* i**r week _ 1, l 

Average carload* per mile _ 26. 7 

Average carload* per train ___ 1.1 

1973 operating information : 

Number of round trip* per year _ 52 

Estimated time per round trip (hours) _ 1.0 

Locomotive horsepower _ 1, 000 

Train crew sixe_ 4 


RDG 

Delaware to Pennsylvania 

Kismet* Junction, Del. to El verson, Pa. 


NEW CASTLE INDUSTRIAL TRACK 
USRA Une No. 138a 
Penn Central 

FARNHURST / 

4.1 miles / 

/ 4 —To Wilmington 

PC "E« CASTLE / 

‘"CUSTSIAL TUCK V 

• NEW CASTLE 

To Sal| sbory. Md.-+f 

I <—New Castle Secondary 
j Track. PC 

tht ^'dustrial Track, formerly part of 

x, uiin KK. i-xtends from Fam hunt (Mile¬ 


1 Inclinin' only traffic on ■egment. 

Information Provided by RSPO, Shippers, Government 
Agencies 

No information was provided at the hearings con¬ 
ducted by the Rail Sendees Planning Office as reflected 
in their reports entitled a The Public Response to the 
Secretary of Transportation’s Rail Service Report.” 

Information for Line Retention Decision 


Revenue received by PC_ $12, 737 

Average revenue per carload___ $227 


Variable (avoidable) coat of continued serv¬ 
ice: 

Cost incurred on the branch Une_IS, 839 

Cot* of upgrading branch line to FRA Class 

I (1/10 of total upgrading coat)_ 7,071 

Coat incurred beyond the branch line_ 4, 216 


Total variable (avoidable) coat_ 30.126 


Net contribution (loss) : total_ (17.389) 

Average per carload_ (310) 

This line wouJd require upgrading to meet the re¬ 


quirements of the Federal Railroad Administration's 
minimum safety standards (Class I Track, which has a 
maximum safe operating speed of 10 m.pJi.). Based on 
available information, this upgrading would include 
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tho replnrement of a total of 2,117 crossties (an average 
of 1.008 crossties per mile). An industrial park is l>eing 
built on this line. Kaiser Aluminum has been shipping 
since late 1973. 

Preliminary Recommendation 

Although the preliminary recommendation is that 
the New Castle Industrial Track not l» included in the 
ConRail System, the j>o«sibility of immediately increas¬ 
ing revenue must be explored before a final recommenda¬ 
tion can be made. Without immediately increasing reve¬ 
nue, continued operation of this line would require a 
rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $17,389 or $310 per 
carload. Recovery of costs would require approximately 
a 200-fold increase in traffic or a 140-percent rate in¬ 
crease over the 1973 levels. 


LEWES BEACH TRACK 
U5RA Line No. 159 
Penn Central 


PC Rehoboth 
Trade to 


Georgetown 





LEWES LEWES BEACH 
TRACK. PC 


The Lewes Beach Track, formerly part of the> Penn¬ 
sylvania RR, extends from Milepost 0.0 to Milepost 2.4, 
a distance of 2J^ mile h at Ix>wes, Sussex County, Dela¬ 
ware. At Lewes this line connects with the PC Rehoboth 
Track, also under study in this Report. An application 
for abandonment of this line was filed with the ICC 
(Docket No. AB-5, Sub. 195); but no action has been 
taken. This line was not shown in the U.S. DOT Report 
(see Zone 85). 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 




Total carloads generated by the line - 14 

Average carloads per week _ 0. 3 

Average carloads per mile - 5.8 

Average carloads per train --- 0.6 

1973 operating Information: 

Number of round tripa per year - 25 

Estimated time per round trip (hours) - 1 

Locomotive horsepower - 1, 600 

Train crew siie ______ 4 

1 Include* only traOc on negment. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Sendees Planning Office as reflected in thdr 
reports entitled “The Public Response to the Secrcttn 
of Transport ation’s Rail Sendee Report” indicated till 
this line could be abandoned. 


Information for Line Retention Decision 

Revenue received by PC-—- 17.561 

Average revenue per carload- $540 

Variable (avoidable) coat of continued 
service: 

Cost incurred on the branch line-18,370 

Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading cost) — 5,258 
Cost Incurred beyond the branch line---™ 3,887 


Total variable (avoidable) coat.-..27.515 

Net contribution (loss): total-—-(10,2541 

Average per carload-(1,425) 


This line would require upgrading to meet the require¬ 
ments of the Federal Railroad Administration’s mini 
mum safety standards (Class I track, which his i 
maximum safe operating speed of 10 m.p.h.). Based oq 
available information, this upgrading would include 
the replacement of a total of 387 crosst ies (an avenp 
of 161 crossties per mile). 

Prelimlnory Recommendation 

It is not recommended that the Lewes Beach Track he 
included in the ConRail System. Continued operation 
of this line would require a rail service continuation 
subsidy. Under 1973 traffic^ revenue and cost levels, this 
line generates an annual excess financial burden amount¬ 
ing to $19,954 or $1,425, per carload. Recovery of costs 
would require approximately a five-fold increase in 
traffic or a*265 percent rate increase over the 1973 lev? 
During 1973, normal service to the Dclmarva Pemnsuii 
was interrupted by damage to the C&I> ('anal bndp 
and by reduced float service due to the drydocking * 
the float. This may have had an adverse impact on 
rail traffic generated in the area, but NOT subsUnti . 
enough to affect the recommendation. 


PORTION REHOBOTH TRACK 
U5RA Line No. 160 
Penn Central 


PC io 

Georgetown 

8R0ADKILL 


PORTION OF 
REHOBOTH 
TRACK. PC 
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This port ion of the Rchoboth Track, formerly part of 
th* Pennsylvania RH, extends from Broadkill (Mile- 
50.0) to Lrxce% y Del . (Milepost 38.0), a distance of 
{/, nik i, in Sussex County, I>elaware. At Broadkill, 
this line continues west to Georgetown, which line is 
iho under study in this Report. It connects at Lewes 
with the Lewes Beach Track, which is also under study 
in this Report. In July,' 1973, the PC applied to the 
ICC for permission to abandon this line; Docket No. 
AB-5. Sub. 195. This line was described as potentially 
excess in the U.S. DOT Report (see Zone 85). 

Traffic and Operating Information 

Sutlrte* iwith their 1973 carloads) served by this line: 


Total mHoads generated by the line_ 122 

Ann** carload* per week_._ 2. 4 

Awaxe carloads per mile_. 15.3 

Amur carload* per train_... 1. 2 

flC3op*ratlnK information: 

Number of round tripe per year___ 100 

Estimated tiffin per round trip (hours)..._ 4.0 

hwwUre horsepower___1,600 

Trtin crew slae. _. _ 4 

Mftdodta «ftlj traffic oti Kfinarnt. 

InformoHon Provided by RSPO, Shippers, Government 
Agendas 

Xospecific information concerning this line was pro¬ 
ofed at the hearings conducted by the Rail Services 
™Lnin^ Office as reflected in their reports entitled 
, Public Response to the Secretary of Transporta¬ 
tions Rail Service Report”. Correspondence from Sher¬ 
is \\. Tribbett, Governor of Delaware, indicates this 
lf j ^ not declared excess and be kept to sup- 
P*t the Sussex County Industrial Park. 

Wormotion for Line Retention Decision 

Z* ^ PC-$46,072 

** menue per carload_ |378 


r** <»T0ldaMe» 

•ttrlfe: 


coat of coutinued 


c<*i '* l,r »nch line_ 77, 601 

1 nS? r * <Un * l ' ranch lln * to KRA Close 

Cw | n -„ ” f . ‘ W«<Ua» cost)-10,874 

^ * yond <bo branch line.34.566 

^nriebie (avoidable) coet. 


-123,011 


^ t## Wbotto n (l««). T „,., - 

S* Itrfteir. ^-r-:: 

aSlina.nl.’""'- ( ’ 

i|>gra<lingfome»*t the require- 

■ ! : Kailroad Administration's mini- 

L t tl <iar ^ a (Class I track, which has a 
amiable i„f 0pmiin * 8 I**d of 10 m.p.h.). Based on 
•tplicwnej, 7 W ° n ’ t * 1 ’ 8 ’'PJtrnding would include the 

^fosstieg perianl* 1 ° f U14 CrOS8tieS (tt " aVerRge ° f 
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Preliminary Recommendation 

It is not recommended that this portion of the Rcho- 
l>oth Track 1* included in the ConRail System. Contin- 
ued o|H»ration of this line would require a rail service 
continuation subsidy. Under 15)73 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $76,965) or $631 per carload. Re¬ 
covery of costs would require approximately a seven¬ 
fold increase in traffic or a 165 percent rate increase over 
the 19i3 levels. Costs may also be reduced by reducing 
frequency, although this alone, will NOT make the line 
viable. During 19(3, normal service to the Delmarva 
Peninsula was interrupted by damage to the C&D Canal 
bridge and by reduced float service due to the drydock- 
ing of the float. This may have had an adverse impact 
on the rail traffic generated in the area, but NOT sub¬ 
stantially enough to effect the recommendation. 


PORTION OF THE REHOBOTH TRACK 
USRA Line No. 161 
Penn Central 


Secondary 
Track. PC. I 



^ Snow Hill 
/ Secondary 
/ Track. PC 


This portion of the Rehoboth Track, formerly part of 
the Pennsylvania RR, extends from Georgetown (Mile¬ 
post 23.9) to Broadkill , Del . (Milepost 30.0), a distance 
of 6.1 miles, in Sussex County, Delaware. At Broadkill 
this line continues to Lewes. At Georgetown this line 
connects with the DM&V Secondary Track and the 
Snow Hill Secondary Track. The line from Broadkill 
to Lewes is also under study in this Report. This line 
was described as potentially excess in the U.S. DOT 
Report (see Zone 85). 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Bennum _...__ 1 

Broadkill _ _ __ 151 


Total carloads generated by the line _ 152 

Average carloads per week _ 2.9 

Average carloads per mile, _ 24.9 

Average carloads per train _ 1.0 

1973 operating Information: 

Number of round trip* per year. .....__ 150 

Estimated time per round trip (hours) _ 4 

Locomotive horsepower _ r _ _ _ _ 1,600 

Train crew size ___ _ _ 4 
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Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
Sussex County has put up $143,783 of its own money, in 
concert with a $100,000 Economic Development Admin- 
istration federal grant, to build rail spurs for a new in¬ 
dust rial subdivision located just east of Georgetown. 
This spur is expected to add 750 cars per year to the line*. 

Information for Line Retention Decision 

Revenue received by PC___$18,824 

Average revenue per carload---- $121 

Variable (avoidable) cost of continued 
service: 

Coat Incurred on the branch line_72, 211 

Cost of u|>grttding brunch line to FRA Class 

1: (1/10 of total upgrading coat)_ 5, 75ft 

Cost incurred beyond the branch line-18,800 

Total variable (avoidable) coat_ 00,330 


Net contribution (loss): Total-(78,000) 

Average per carload- (513) 

This line would require upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 755 crossties (an average of 
124 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Reho- 
both Track be included in the Con Rail System. Contin¬ 
ued oi>emtion of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $78,006 or $513 per carload. Re¬ 
covery of costs would require both an increase in 
traffic and rate increase over the 1973 levels. Costs may 
also lx* reduced by reducing frequency, although this 
alone, will NOT make (he line viable. During 1973, 
normal service to the Delmarvn Peninsula was inter¬ 
rupted by damage to the C&D Canal bridge and by 
reduced float service due to the drydocking of the float. 
This may have had an adverse impact on the rail traffic 
generated in the area, but NOT substantially enough to 
' a fleet the recommendation. 


CLAYTON SECONDARY TRACK 
USRA Line No. 162 
Penn Central 

The Clayton Secondary Track, formerly part of the 
Pennsylvania RR. extends from Clayton (Milepost 0.0) 


Dclmxrva 
\ Branch.PC 

V 


CLAYT0N\!*~ ,3milc *—*| 


Oxford Secondary -? 
Track. PC 


Qf Dclmarva 

Easton Branch, PC 



I 


/ 
CLAYTON 
SECONDARY 
TRACK, PC 


SMYRNA 


to Smyrna , Del. (Milepost 1.3), a distance of U mifoM 
in Kent County, Del. At Clayton. tlu> lift ’inectswitM 
the PCs Delinarva Branch and Oxford StvoiidtrjJ 
Track. The Inner is also under study in this Report! 
This line wa> not shown in theU.S. DOT Report (Sfl| 
Zone 85). 

Traffic and Operating Information 

Stations (with tbelr 1073 carloads) served by thi* line: 


Total carloads generated by the lint*-.-- 

Average carloads per week- 

Average carloads per mile- 

Average carloads per train- 

1U73 Operating Information: 

Number of round trips tier year- 

Km 1 mu ted time per round trip (hours) 

Locomotive horsepower- 

Train crew size- 


«f 

Ml 


_ Sill 

_ Ml 


»L 

1*1 

*| 


Information Provided by RSPO, Shipper*, Governnw* 
Agencies 

No information concerning this line was provuW 
at the hearings conducted by the Kail Sendees Pi¬ 
ning Office as reflected in their reports entitled 
Public Response to the Secretary of I ransportati» f i- 
Rail Service Report .” 

Information for Line Retention Decision 

Revenue received by PC- 

Average revenue per carload--—— 

Variable (avoidable) cost of continued 

service: r - 

Coat Incurred on the branch line- 

Coat of upgrading branch Une to FRA 

Class I (1/10 of total upgrading cost» _ 

Cost Incurred beyond th«? branch Une- 

Total variable (avoidable) cost-* 

_ (lft.KH)| 

Net contribution (loss) : Total- ^7* 

Average per carload-- ^ 

This line would require upgrading 
quirements of the Federal Railroad 1 ,n! *l - a * |*si 
minimum safety standards (Class I tnl< ^ a 


38,771 


ras (t ia» * • 

maximum safe operating speed of 1° n T ' j nC lnde 
available information, this upgrading : 


the replacement of a total of 1*93 crosstab 
of 533 crossties per mile). 


«vera£ 
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Preliminary Recommendation 

It is not recommended that the Clayton Secondary 
iTnck be included in the ConRail System. Continued 
Ifljwttion of this line would require a rail service con- 
nnuitioii subsidy. Under 1973 traffic, revenue and cost 
ilrvfk, this line generates an annual excess financial 
jtiurden amounting to $19,404 or $473 per carload. Ro- 
Lrwy of costs would require approximately a ten-fold 
iacmse in traffic or a 135 percent rate increase over the 
|j 97 j levels. During 1973, normal service to the Del- 
nim Peninsula was interrupted by damage to the 
C4D Canal bridge and by reduced float service due to 
[the drydocking of the float. This may have had an 
adrerae impact on the rail traffic generated in the area, 
tat not substantially enough to affect the recommenda¬ 
tion. 



ROCKLAND INDUSTRIAL TRACK 
USRA Line No. 937 
Reading 

wihmntto'i 4 \ Industrial rockland 

TRACK. ROC 

\ L 

MONTCHANIN 

V 1.1 mile* 

w 

\ ' 

\ 

Tbe Rockland Industrial Track, extends from Mont- 
! '^ min I Milepost 0.0), to Rockland, Del. (Milepost. 1.1), 
j ‘distanceof l.l mile*, in New Castle County, Del. At 
Mwtchanin this line connects with the Reading's Wil- 
®i B P'>n A Northern R ranch running from Wilming- 
lnfi ’ W- to Rirdsboro, Pa. A portion of this line is also 
tader study in this Report. This line was not described 
j “ potentially excess in the U.S. DOT Report, (see 
p*84). 

ond Oparoting Information 

j I'. ^ ^ lr ' r 1973 carloads) served by this line: 

- 344 

1 t.«. T0,tI c,rlo * d * Rcnerated by the line_ 344 

I ikJ" c * rtottd * Per week_ fl. 6 

, J*** «rload* t»»r mile__312. 7 

EX**** P« traliu, 3. :t 

Information: 

iJUrt trip * per voar — : - ,<M 

i time per round trip (hours)_ 2.0 

i ** ciirr "-- 

A 9endo P ° V ^ eC * ^ RSPO, Shippers, Government 

* n ^ orm »tion concerning this line was pro- 
{ hearings conducted by the Rail Services 


Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.-* 


Information for Line Retention Decision 

Revenue received by RIXJ-$27,883 

Average revenue per carload- $81 


Variable (avoidable) cost of continued serv¬ 
ice: 

Goat incurred on the branch line_31,446 

Cost of upgrading branch line to FRA 
Class 1: (1/10 of total upgrading cost)— 0 
Coat incurred ix?yond the branch line-31, 406 

Total variable (avoidable) coat- 02,851 


Net Contribution (Iohs) : total-(34,068) 

Average per carload- (101) 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 mph). 

Preliminary Recommendation 

It is not recommended that the Rockland Industrial 
Track be included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial 
burden amounting to $34,968 or $101 per carload. Re¬ 
covery of costs would require both an increase in traffic 
and rate increase over the 1973 levels. 


PORTION OF THE 
CENTREVILLE SECONDARY TRACK 

USRA Line No. 147 
Penn Central 
PORTION OF 

Chestertown 
Secondary 
Track, PC 

^Chestertown 

Centreville 

This portion of the Centreville Secondary Track, for¬ 
merly part of the Pennsylvania RR. extends from 
Townsend, Del. (Milepost 0.0), to Massey, Md. (Mile¬ 
post. 9.2), a distance of 9£ miles , in Kent County, Mary¬ 
land and New Castle County, Delaware. At Massey the 
line continues south to Centreville and also connects 
with the P.C. Chestertown Secondary Track. It con- 


CENTREVILLE 
SECONDARY 
TRACK, PC 


^ ^MASSEY 

- - — 


i 



Delmarva 
\ Branch, PC 

V 


TOWNSEND 


PC to A 
Centreville 


y 9. !«“'•* 


■A\ 
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nects with the Delmarva Branch of the Penn Central 
at Townsend. Both of these are also under study in this 
Report. This line was described as potentially excess in 
the U.S. DOT Report (sec Zones 84 and 86). 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Service 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” 

Information for Line Retention Decision 

This line does not directly serve any shippers. It is 
used as an overhead line to USRA line numbers 148 
and 149. The preliminary recommendation for both of 
these lines is that they not be included in the ConRail 
System. Therefore, this line is not required by the 
ConRail System. 

Preliminary Recommendation 

It is not recommended that this portion of the Centre- 
ville Secondary Track be included in the ConRail Sys¬ 
tem. Continued operation of this line would require a 
rail service continuation subsidy. 


PORTION OF SNOW HILL SECONDARY TRACK 
USRA Line No. 167 
Penn Central 


N r PC to 
X* 4 Harrington 

\ 

\ 


PORTION OF SNOW 
HILL SECONDARY 
TRACK. PC 



INDIAN 

RIVER 

1 Ocean City 
Western RR 



This portion of the Snow Hill Secondary Track, for¬ 
merly part of the Pennsylvania RR. extends from 
Indian River , Del. (Milepost 12.8) to Snow Hill , Md. 
(Milepost 41.8), a distance of 20.0 rnile* y in Sussex 
County, Del., and Worcester County, Md. At Berlin, 
this line connects with the Ocean City Western RR. At 
Indian River, the line continues north to Georgetown. 
This line (except for a portion at Indian River) was 
described as potentially excess in the U.S. DOT Report 
(see Zones 85 and 86). 


Traffic and Operating Information 

Stations (with their 1073 carloads) served by thUlUw: 

Dagsboro --—--—-- 

Frank ford 
Selbyvilie 

Bishop_ 

Showell — 

Queponco - 

Snow Hill- 


Total carloads generated by the line-- 2.181 

Average carloads per week- 42* 

Average carloads per mile-714 

Average carloads per train-- 8.7 I 

1073 <>i*erating Information: 

Number of round trips per year- 25<> 

Estimated time per round trip (hours)..— I 

Locomotive horsepower---.1600 

Train crew alse-— 1 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary I 
of Transportation’s Rail Sendee Report' 1 indicated that I 
the increased costs associated with the switch to truck f 
freight would force business shutdowns and unemploy* 1 
ment. Other testimony mentioned the unavailability of r 
trucks, the great distances involved, and the high weight | 
and volume of goods which trucks could not handle. 
Testimony also indicated that the entire segment from I 
Dngsboro to Snow Hill should be considered as one lin*. 
and then the total carloads would be 2 t 2fl4 per annum* j 

Information for Line Retention Decision 

Revenue received by PC- 


Average revenue per carload- 

Variable (avoidable) coat of continued 
service: 

Cost Incurred on the branch line- 

Cost of upgrading branch line to FRA 
Class I (A of total upgrading 

Cost incurred beyond the branch line- 


$4G6 


350, 7S3 


75,618 

689,192 


Total variable (avoidable) cost- 


1 . 121 . 5 ® 

aoatf' 


Net contribution (loss) : total -- 

Average per carload - 

This line would require upgrading to meC ^^ on * 5 j 
quirements of the Federal Railroad A« min ,. . 
minimum safety standards (Class I trm . 
maximum safe operating speed of 10 ro *P* y * . 
available information, this upgrading 'vou < p f 1 

replacement of a total of 15,466 crosses an by 1 
533 crossties per mile). The lass now being P” trI ®cor 
this line can be offset by a 30-percent gi 11 ^ > j na tion of 
a 10-perccnt rate increase, or through a coo 1 
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( two action?. Through shipper support, the lino can 
,nade financially self-sufficient. 

|»cwflflieodcnc>n 

It it recommended that this portion of the Snow Hill 
!<Urr Track be included in the ConRail System. 


CAMBRIDGE SECONDARY TRACK 
U5RA Line No. 168 
Penn Central 

Delmarva Brandi. 
PC 

v 

CAMBRIDGE \ 

SECONDARY \ 



The Cambridge Secondary Track, formerly part of 
Pennsylvania RR. extends from Seaford Del . 
jlMilepasi 1.2), to Cambridge , Afd. (Milepost 31.5), a 
iQwof SOJ mile*) in .Sussex County, Delaware and 
er County, Maryland. At Seaford, this line 
■ts with Seaford Secondary Track and the Del- 
T * Branch of the PC. At Huriock, Md. this line con- 
1 with the PC Preston Industrial Track running 
-a Pnesion to Vienna. The latter line is also under 
*- v m Report. This line was descril>ed as poten- 
J in the U«S. DOT Report (see Zones 85 
^ *®). 

I** 0nd 0 P«rating Information 

'tt.h their 1973 carloads) nerved by this line: 

Grur*_ 

_ 

^HtmnhqrR 
Huriock 1 _ 

NW M.HCH ' . 

^nUirldj^ . 

SHforti« - - 


.. 1 


3 

3 

SO 

14 

18 

65 

12 

366 

6 


TV**! 


wload* &;c aerated by the line. 

Clrldi ** per week_ 

cario ad* jier tulle_ 

<**<*<k per tralnUI.^* 


1.576 

30.3 

52.0 

7.0 


1073 operating information: 

Number of round trips per year.___ 200 

KstimatiHl time per round trip (hours)_ 12 

Locomotive horsepower___1, 200 

Train crew size___ 4 

1 Include* only truffle on ferment. 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Sendees Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
Connelly Containers, projecting 563 carloads, is plan¬ 
ning a $300,000 expansion of this plant at Cambridge. 
Connelly estimated 424 carloads in 1973 but this was a 
low figure due to an accident which closed the bridge 
crossing the Chesapeake and Delaware Canal. R. J. 
Reynolds estimated 241 carloads in 1973 (bridge acci¬ 
dent) and projected 754 carloads. 

At St. Louis hearings, Joseph S. Dewey, Kerr-McGee 
Corp. (fertilizer) estimated annual rail tonnage at 
15,300 and their economic survival is dependent on rail 
services. 

Information for Line Retention Decision 

Revenue received by PC___-_$702, 808 

Average revenue per carload_ $446 

Variable (avoidable) coat of continued 
Henri ce: 

Coat incurred on the branch line_ 366. 998 

Coat of upgrading branch line to FRA 

claiw I (1/10 of total upgrading coat)-, 85, 080 
Coat Incurred beyond the branch line_ 491, 246 


Total variable (avoidable) coat__ 943.274 


Net contribution (Ions) : Total_(240.466) 

Average per carload_ (153) 

This line >vould require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 mph). Rased on 
available information, this upgrading would include 
the replacement of a total of 18,497 crossties (an aver¬ 
age of 610 crossties per mile). 

Preliminary Recommendation 

Although the preliminary recommendation is that 
the Cambridge Secondary Track not be included in the 
ConRail System, the possibility of immediately increas¬ 
ing revenue must lie explored before a final recom¬ 
mendation can be made. Without immediately increas¬ 
ing revenue, continued operation of this line would re¬ 
quire a rail service continuation subsidy. Under 1973 
traffic, revenue and cost levels, this line generates an an¬ 
nual excess financial burden amounting to $240,466 or 
$153 per carload. Recovery of costs would require ap¬ 
proximately & 115 percent increase in traffic or a 34 per¬ 
cent rate increase over the 1973 levels. 
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OXFORD SECONDARY TRACK 
USRA Line No. 169 
Penn Central 


Delmanra — 
Branch. PC, 
To Wilminfton 


Denton — 
Track. PC 



CLAYTON 

\ ^^-PC to Salisbury 
OXFi 


EASTON 


OXFORD 
SECONDARY 
TRACK. PC 


The Oxford Secondary Track, formerly part of the 
Pennsylvania RR, extends from Clayton, Del . (Mile¬ 
post 0.0) to Easton, Md. (Milepost 44.2), a distance of 
miles, in Kent County, Delaware and Caroline, 
Queen Annes and Talbot Counties, Maryland. At Clay¬ 
ton. this line connects with the PC Delmarva Branch 
nnd the Clayton Secondary Track. At Queen Anne, the 
line connects with the Denton Track running from Den¬ 
ton to Queenstown. All of these lines except the first 
are also under study in this report. This line was de¬ 
scribed as potentially excess in the U.S. DOT Report 
(see Zones 85 and 86). 

Traffic and Operating Information 

Station* (with their 1973carloads) nerved by this line: 

Marydei_ 82 

Henderson_:— --- 16 

Rldgely_ 87 

Queen Anne_—- 104 

Cordova_ 43 


Total carload* generated by the* lino-1. 265 

Average carloads per week--24.3 

Average carloads per mile__ 28. 6 

Average carloads per train_...._ 5.1 

1973 Operating Information: 

Number of round trips per year_ 250 

Estimated time per round trip_hours— 8.0 

Locomotive horsepower___1, 200 

Train crew slae___ 4 


Information Provided by RSPO r Shippers, Government 
Agoncies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report" by Saulsbury 
Brothers, Inc. and Southern States Coop, Inc. indicated 


a belief that cessation of rail service over this line poten¬ 
tially could cause unemployment, retard the arert 
growth and cause fertilizer prices to increase. 


Information for Line Retention Decision 


He venue received by PC_ 

Average revenue per carload. 


— 

$491 


Variable (avoidable) coat of continued 
aervloe: 

Coat incurred on the branch line_ 447.103 

Coat of upgrading branch lino to FKA 
Class I (l/10of total upgrading coat).. 125.684 
Coat incurred Beyond the branch line_ 441.600 


Total variable (avoidable) coat__1.014,38? 


Net contribution (Iok«) : total_ 

Average per carload :_ 


(392,8811 


( 311 ) 


This lino would require upgrading to meet the re¬ 
quirements of the Federal Railroad AdininLstrationli 
minimum safety standards (Class I track, which hast 
maximum safe operating speed of 10 m.p.b.). Based< 
available information, this upgrading would includet 
replacement of a total of 28,288 erossties (an av 
of 640 crossties per mile). 

Preliminary Recommendation 

It is not recommended that the Oxford Second! 
Track be included in the ConRail System. Contina 
operation of this line would require a rail service < 
tinuation subsidy. Under 1073 traffic, revenue and* 
levels, this line generates an annual excess fina 
burden amounting to $302,881 or $311 per carload. I 
covery of costs would require approximately a twofold 
increase in traffic or a 60 per cent rate increase overt 
1973 levels. Costs may also be reduced by reducing fa 
quency, although this alone will NOT make the 
viable. During 1073, normal service to the Peln 
Peninsula was interrupted by damage to the ( <&P* 3 
bridge and by reduced float service elite to the dry<lo 
ing of the float. This may have had an advert 
on the rail traffic generated in the area, but NOT 
stantiully enough to affect the recommendation. 


PORTION OF THE WILMINGTON 8. NORTHERN 
BRANCH 

USRA Line No. 907/93 9 
Reading 

This jwrtion of the. Wilmington* 
extends from Elsmere Junehon. D< 

KhrrmiK Pa. (Milepost 51.7). a 

in New Castle County, Delaware and t Rin jH 

Pa. This line continues north from r. 
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RDG to Birdsboro 


J 


PkitldriPhia* 
Pittsburgh 
Hoc. PC 


EL VERSON^ 


Coatesville 

Octorifo 

Wwdarr Chadds Ford 
Trick. PC Junction 


HILMIMGTON & 
NORTHERN 
BRANCH, ROG 



Elvefson- 
Warwick line. 
RDG 


48.8 miles 


I yC'-' Rockland 



BAO Philadelphia- —v * 

Washington line 


Rockland Industrial 
Track. RDG 

Line to 
Ken tm ere. 

RDG 


ELSMERE JUNCTION 
^^—RDG to Wilmington 


At Eknere Junction, this line also connects with the 
Bthinm & Ohio's Philadelphia-Washington line. 
At Kentmer? Junction, this line connects with the 
Boding line running to Kcntmere. It also connects with 
& Ridings Rockland Industrial Track at Mont- 
fhiiiiiu Additionally, at Ch&dds Ford Junction, Pa., 
tiu* line intersec ts the PC Octoraro Secondary Track; 
»d at CotUsville, Pa., it connects with the PC liiu* 
fuming from Philadelphia to Pittsburgh. Still another 
wuiectioa is made at El verson with the Readi ng line 
nmning to Warwick. The Reading lines running to 
K»niniere. Rockland, and Warwick as well as the PC 
ktonro Secondary Track are also under study in this 
R*P°it This line, except for the portions from Elsmere 
Junction to Montchanin and (as corrected March 1 , 
from Modena to Coatesville, was described as po- 
wcess in the U.S. DOT Report see Zones 66 

tad 84), 


Jttfc ond Operating Information 

ea rtn«d8) served by this line: 




lOf._ 


__ 

__ 

^*»p» . 

Pw "t»oo . ~ 

_ 

***« Red. 

swim*** --- - 

®**rtmx* " 

?*** j« CSZ7 

^Uwi 


#r * Hirer P|»»r_ 


42 

B 

1 

2 

1 

6 

3 

21 

1 

> » 
5 
48 
3.414 
04 


T*U 1 


C ” 1 **** generated by the line 


8.626 
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Average carloads per week ____ qq 7 

Average carloads per mile _._ 74.3 

Average carloads per train _ n. $ 

1973 operating Information: 

Number of round trips per year _._ 312 

Estimated time per round trip (hours)..._ 4.0 

Locomotive horsepower _______ 2, COO 

Train crew size_________ 4 

Informotion Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report” indicates that 
many shippers testified about this line particularly at 
Modena and Coatesville. These two stations were not 
included on this line segment as they will receive sendee 
from the PC line. 

Information for Line Retention Decision 


Revenue received by RIXJ_ $702,498 

Average revenue per carload_ $211 

Variable (avoidable) cost of continued serv¬ 
ice: 

Goat Incurred on the branch line_610, 302 

Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading coat). 0 

Coat Incurred beyond the branch line-,-- 366, OS'! 


Total variable (avoidable) coat_ 977,236 


Net contribution (low): total_ 1214,738) 

Average per carload__(00) 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). 

Lenajw Forge is expanding its plant and projects 
over 300 carloads per year. 

Preliminary Recommendation 

It is not recommended that this j>ortion of the Wil¬ 
mington & Northern Branch be included in the ConRail 
System. Continued operation of this line would require 
a rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $214,738 or $60 
per carload. Recovery of costs would require approxi¬ 
mately a 54 percent increase in t raffic or a 28 percent 
rate increase over the 1973 levels. It is expected that 
the Wilmington traffic can be handled by ConRail or 
Chessie. 
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ILLINOIS 


Intrastate 

PC 


famamber 

ISRA 


Terminals 


MnUeson to Frankfort 
Depue Junction to Dcpuc 
Howe to PC Junction 
PC Junction to Churchill 

liiS Ladd Junction to Zearing (BN Trackage Right*) 

Lenox to East Alton 
Danville to Paris 

|W» Paris to Hutsonvillc 

HuUonvillc to Robinson 
Rohinson to Mount Carmel 
Mount Carmel to Harrisburg 
Harrisburg to Olmsted 
Harrisburg to Delta Mine 
Paris to Decatur 

1 Maroa to Decatur (ICG Trackage Rights) 

Maroa to Waynesville 
East Peoria to Atlanta 
Danville to Urbana 

Pekin to East Peoria (PAPU Trackage Rights) 
l'r buna to Bloomington 
Bloomington to Pekin 
Paris to Mat toon 
Mat toon to Hillsboro 
East St. Louis to Hillsboro 

Interstate 

f°r Illinois to Indiana interstate. Hues, refer to Page 
Sunder Indiana. 


PORTION OF THE JOLIET BRANCH 
USRA Line No. 415 
Penn Central 


PORTION OF THE 
JOLIET BRANCH. PC 


^ FRANKFORT 

miles 

F, **UEJ4E| 

. 

Maussos (EJAE) 



. ICC to Chicago 


I W WHVAJU 

^ (PC operates via 
Trackage Rights) 

MATTESON PC 10 G"r 




'^EJAE to Porter 

ICC to Kankakee (PC 
operates via Trackage 
Rights) 


the X e ^°y*° r ! °V^ e Branch, formerly part of 

or * ( entral RR, extends from Matteson 


(Milepost 24.8) to Frankfort, UL (Milepost 34.2), a 
distance of 94 miles, in Cook and Will Counties, Ill. A 
continuation of this line extends to Joliet from Frank- 
fort. At Matteson, this line connects with the Illinois 
Central Gulf RR Main Line to Chicago (PC operates 
over this line from Kankakee via trackage rights). The 
PC connection (via trackage rights) and the continua¬ 
tions of this line are also under study in this report. 
This line was not described ns potentially excess in 
the U.S. DOT Report (sec Zone 181). 

Traffic and Operating Information 

Stations (with their 1973 carload*) served by this 
line: 

Frankfort_ 138 


Total carloads generated by the line_ 138 

Average carloads per week- 2. 7 

Average carloads per mile____ 18. 7 

Average carloads per train_ 2.8 

1973 operating information: 

Number of round trips per year™_____ 50 

Estimated time per round trip (hours)_ 6.0 

Locomotive horsepower_1*500 

Train crew size_ 5 

Information Provided by RSPO, Shippers, Government 

Agencies 

No specific information was provided on this line at 
the hearings conducted by the Rail Services Planning 
Office as reflected in their reports entitled “The Public 
Response to the Secretary of Transportation’s Rail 
Service Report.” However, a long-range transporta¬ 
tion plan for the Chicago metropolitan region suggests 
that this line of the Penn Central should be abandoned 
and service continued by the parallel Elgin Joliet & 
Eastern Ry lx*tween Joliet and Hobart. This recom¬ 
mendation was published by the Chicago Area Trans¬ 
portation Study in February 1974 and adopted as an 
official planning document on June 21, 1974. The plan 
calls for the use of the PC right-of-way as an energy 
corridor for pipelines and electric utility transmission 
lines. The plan suggests that shippers and local govern¬ 
ments could maintain existing service at their own 
initiative. 

Information for Line Retention Decision 

Revenue received by PC -_$22.924 

Average revenue per carload_ $166 
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Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line———— 68, 462 
Cost of upgrading branch line to FRA 
Class I: (1/10 of total upgrading cost). 14,110 
Cost Incurred beyond the branch line-16,544 


Total variable (avoidable) cost-- 09,544 


Net contribution (loss): total-(76,620) 

Average per carload- (555) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 2^00 crossties (an average 
of 310 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Joliet 
Branch be included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial 
burden amounting to $76,620 or $555 per carload. Re¬ 
covery of costs would require approximately a twelve¬ 
fold increase in traffic or a 330 percent rate increase 
over the 1973 levels. 


DEPUE SECONDARY TRACK 
USRA Line No. 422 
Penn Central 


DEPUE 


CRI&P to- 
Davenport 


PC. Milwaukee 
Road to Ladd —a / 

I CRI & P to Chicago 

.. 


0EPUE JUNCTION 


1.2 mile. 


-f 


I 


DEPUE SECONDARY | 

TRACK. PC | 

J Hennepin 


PC Kankakee Branch to Streator 
(Milwaukee Road hat Trackage 
Rights to Granville Junction) 


The Depue Secondary Track, formerly part of the 
New York Central RR, extends from Depue Junction 
(Milepost 0.0) to Depue, III. (Milepost 1.2), a distance 
of 1.2 miles, in Bureau County, Illinois. At Depue Junc¬ 
tion, this line connects with the PC Kankakee Branch, 
over which the Chicago, Milwaukee, St. Paul, and Pa¬ 
cific has trackage rights. It also connects with the Chi¬ 


cago, Rock Island & Pacific at Depue. This line hum 
to interchange with the Chicago, Rock Island and P».| 
cific at Depue. This line was not described as potentU!ljI 
excess in the U.S. DOT Report (sec Zone 134). 

Information Provided by RSPO, Shippers, Govemm«nt 
Agencies 

Xo specific information concerning this line wu pro-1 
vided at the hearings conducted by the Rail Serrical 
Planning Office as reflected in their retorts entitled| 
‘‘The Public Response to the Secret an of Transpotti-I 
tion’s Rail Service Report.” 

Information for Line Retention Decision 

This line is used to interchange, traffic with the Chi-| 
cago. Rock Island and Pacific Rnilrond. This inter-1 
change can be provided at Peoria. East St. Louis. or| 
Chicago. 

Preliminary Recommendation 

It is not recommended that this portion of the! 
Secondary Track be included in the ConRail Syt 


PORTION OF THE KANKAKEE BRANCH 
USRA Line No. 434 
Penn Central 


Milwaukee to Da«>s Junction 

\ .• 

W PCwOu.cti ll 
_ 

V AOOJuacno* 

t 

BN to Uretiv 


BN to Zc*nrt| (PC No* 
Trockago Right*) 

oSB 



PORTION OF THE KANKAKEE 
BRANDI. PC TrK*«f« A'** 990 
Cl N« iMtcton LX 


CRI * P to 
HO"*/Chicago 

Dap«c # ^yO«*uo Jwictton 

pT* Oawnport pc w S|fMU>f ,*,*«*** hat Tr**Jf* 
a*tf Poooa I*" ^ GrMkV m 9 Junction) 

This portion of the Kankakee Branch, forn, * r1 ^ 
of the New York Central RR. extends ^ 
(Milepost 188.3) to Ladd Junction. IU. V* 
194.4), a distance of 6J miles, in Hureau * y 
nois. At Howe, this line continues east to > p.J 
Seatonville Junction, the Chicago. Mil" au ,yj 
& Pacific connects. (C&NW owns the P° 

192.2 to M.P. 193.8) from Seatonville 
PC operates via trackage rights.) - t '/’* & 

the leg of the wye to PC .function P r ^' 1 TrwW 
tion to the Burlington Northern " 1 


412 






















9753 


i to Zearing, the Chicago. Milwaukee, St. Paul & 
Line to Davis Junction and the Burlington 
jiflitliem to Streator. The PC-BN Trackage Rights to 
Zearing and the PC Churchill Secondary Track are 
tboander study in this Report. The Chicago, Milwau- 
, St. Paul and Pacific hns trackage rights over PC 
ttonville Junction to Granville Junction. This line 
ins descritad as potentially excess in the U.S. DOT 
iBtpcrt (sec Zone 134). 

^formation Provided by RSPO, Shippers, Government 
Agencies 

So specific information concerning this line was pro- 
[rdtd *t the Rail Services Planning Office as reflected 
i their reports entitled “The Public Response to the 
ary of Transportation’s Rail Service Report.” 

Wormotion for Line Retention Decision 

Busline is used to interchange traffic with the CMS& 
|P41* and the C&NW also operates over this line via 
rights. This traffic can bo interchanged at 

iicaga 

[htliminary Recommendation 

It is not recommended that this portion of the Kanka- 
s Branch be included in the ConRail System. 


PORTION OF THE CHURCHILL SECONDARY 
TRACK 

USRA Line No. 434a 
Penn Central 


Milwaukee to 
Dam Junction 


BN to Zearing 

•J 


C4NW co Oelcalb 

:/ 

.CHURCHILL 


•• 1( 

JUNCTION 

8,1 ® 5t>ti tCir y ? 


\ 2.6 Miles CANW 10 

\ * Spring Valley 

PORTION CHURCHILL 
Seaton vilte SECONDARY TRACK. PC 


/*V p C to Streator 
\ (Milwaukee has trackage 
rights to Granville Junction) 

,^rir i0n Churchill Secondary Track, 

■Ladif j 1 Ut I’ennsylvania RR, extends from 

ELJ'Milepost 194.3) to Churchill, III. 
IConuy |ii j H ^' stailc ® of 2.6 miles, in Bureau 
I ’ 'ontinuation of this line extends south- 


westward to Hennepin. This line connects with the 
Chicago, Milwaukee, St. Paul and Pacific Railroad to 
Mendota at J/tuld Junction. It also connects with the 
Chicago and North Western line to Sycamore. A portion 
of this line was described as potentially excess in the 
U.S. DOT Report. 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary' of Transporta¬ 
tions Rail Service Report.” 

Information for Lino Rotentlon Decision 

This line is used to serve USRA Segment No. 435. 
The preliminary recommendation for Segment 435 is 
that it not be included in the ConRail System. 

Preliminary Recommendation 

It is vot recommended that this portion of the 
Churchill Secondary Track be included in the ConRail 
System. 

PC TRACKAGE RIGHTS OVER BURLINGTON 
NORTHERN 

USRA Line No. 435 

Penn Central 


BN to Chicago 

V.-' 

ZEARING 

BN to Galesburg 

PC TRACKAGE RIGHTS OVER 
BURLINGTON NORTHERN 


6.6 miles 



Milwaukee Road to 
Davis Junction 

Churchill 


X uavr* j 

PC to 

X J 

■V',"— 

BN to Streator 


\ c 

LADD JUNCTION 


I ; 

\: 

Seaton vi II eQ* 

I* PC to Streator 

(Milwaukee has Trackage 
Rights to Granville Junction) 


These PC trackage rights over the Burlington North* 
em extend from Ladd Junction (Mile|>ost 193.8) to 
Zearing, III. (Milepost 200.4), a distance of 6.6 miles, 
in Bureau County, Illinois. This line is owned by the 
Burlington Northern; PC operates over it by trackage 
rights. At Ladd Junction, this line connects with the 
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PC Kankakee Branch to Streator, and the Chicago, 
Milwaukee, St Paul and Pacific to Davis Junction. At 
Zearing, it connects with the Burlington Northern to 
Chicago and Galesburg. It also connects with PC’s 
Churchill Secondary Track at Ladd Junction, which is 
also under study in this Report. A portion of the PC 
Kankakee Branch is also under study in this Report. 
This line was described as potentially excess in the U.S. 
DOT Report (see Zone 134). 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” 

Information for Line Retention Decision 

PC trackage rights over this line are used to inter¬ 
change traffic with the BN. This interchange can be 
undertaken at East St. Louis, Peoria, Streator, or 
Chicago. 

Preliminary Recommendation 

It is not recommended that trackage rights over this 
portion of the BN be included in the ConRail System. 


EAST ALTON BRANCH ICG RR JOINT 
USRA Line No. 570a 
Penn Central 


p 

ICG to Chicago • BN to Galesburg 

BN to West Alton I 

£.EAST ALTON 

ICG to Alton _ 


Illinois Tormina! _ 

RR to Alton 

Reuters 
Illinois Terminal — 1 
To St. Louis 

EAST ALTON BRANCH. PC 
(PAIREO TRACK ARRANGEMENT 
WITH ICG) 


LENOX 



Illinois Terminal 
RR to Mont 



$.6 mile. PC to Terr. Haul. 

. (CAE1 has Trackage 
^4 -~R‘*Iu* to Pana) 

/ 

/ 

j /«— N&W » Chi car 0 


PC-JCC Joint Trod. / / \«_ Alton A Southern 
to Ewt St Loui. / *• Rr * Eawmont 


>n 

N&W to East St Louis 


The East Alton Branch, formerly part of the NV 
York Central RR, extends from East Alton (Mikpo^l 
241.3) to Lenox . III. (Milepost 249.9), a distance of 
miles, in Madison County, Ill. This line of the .. 
Central is operated as a paired track railroad withL 
owning one of the two tracks and ICG the other. Thel 
segment is part of ICG's Chicago St. I M inLbJ 
BN also has trackage rights over the line. This line wJ 
not described as potentially excess in the C.S. DOT Re-1 
port (see Zone 323). 

Traffic and Operating Information 

Stations (with their 19T3 carloads) served by this line: 

Bast Alton-_ 

Total carloads generated by the line-- 

Average carloads per week_ 

Average carloads per mile__ 

Average carloads per train_ 2 

1973 operating Information: 

Number of round trips per year__ 3 

Estimated time per round trip (hours)_ 

Locomotive horsepower___15 

Train crew size_ 


Informotion Provided by RSPO, Shippers, Govemmtnl 
Agencies 

No specific information concerning this line waspfl 
vided at the hearings conducted by the Rail Senrio 
Planning Office as reflected in their reports entitle 
“The Public Response to the Secretary of Tr 
tion’s Rail Service Report”. 


Information for Line Retention Decision 

Revenue received by PC--- 1 

Average revenue per carload- ^ 

Variable (avoidable) coet of continued 
service: 

Cost Incurred on the branch line...-1® 

Cost of upgrading branch line to FRA Class 

I: (1/10 of total upgrading cost)- ® 

Cost incurred beyond the branch line-^ ‘ 


Total variable (avoidable) coet- 

Net contribution (loss): total— 

Average per carload--- 


46 


This line would require no upgrading t0 ® 
quirements of the Federal Railroad Adnunu ^ 
minimum safety standards (Class I track " 11 1 
maximum safe operating speed of 10 m.p h-)- 

Recommendation 

It is recommended that the East Alton R ra 
eluded in the ConRail System. 
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PORTION OF THE CAIRO BRANCH 
USRA Line No. 605 
Penn Central 


PC (P&E) to Peoria 


N&* 

318 miles 


L&N lo Chicago PC Danville Branch 
\ to Chicago 

V \ V/ 

\ i / NSW to Fort Wayne 

-J- *. / 4 

. . 

DANVILLE 

| : pc (p&E) to 

to St. Louis | • x , s fndianapoli* 

LAN to Evansville 


N&W 


B&O to Springfield 
V 


\ .6**'^* 

Ride 


A 


dge Farm 

B&O to Indianapolis 

/ 


PC to Occatur 
* 

N. 


Chrism an 

« - PORTION OF CAIRO 

BRANCH. PC 


PARIS 


PC to Maitoon and | 

K 


PC to Terre Haute 


East Sl Louis 


PC to Mount Carmel and Cairo 

This portion of the Cairo Branch, formerly part of 
th* NVw lotk ( entral HR, extends from Danville 
(Milepost 5^), to Paris, III. (Milepost 37.1), a distance 
0 ^ m ^ es * in Vermilion and Edgar Counties, Uli- 
- ^ l ; ' . h :> 1 ?nc i connects with :i Norfolk X 

I ^rn Main Line, the Ixmisville & Nashville to Chi- 
I ^ .irni Evansville, and the Peoriu & Eastern line of 
iu * tho Norfolk & Western Ry at Ridge Farm, the 

tmon?&Ohio RR at Clirisman, and the PC Peoria 
| , ' , i n lrm»k ns well as the PC line from Lenox to 

■ ; 1 " 1 * I’-m is, it continues south to Cairo. 

I ^ in nations from Danville to Chicago and Paris 
t* lm * t!u * *’ ( Peoria & Eastern line, and the PC 
_ * to * >av Ts line are also under study in this Report. 


This line 


v'as <lt>srril)cd as potentially excess in the 


t\STwvrr> KU rts l x,UMU,al| y ( ‘ x< 

Keport (bih? Zones 130 an<l Ml). 

1 yi 

^®tncles r0V ^ e ^ ^SPO, Shippers, Government 

^ I ,rov *ded the hearings conducted by 
report V'* 088 Planning Office as reflected in their 
offI >u blic Response' to the Secretary 

Uuhoff (j f 


; ruined 

j(T^ 4 _^.jhbml _i_ 

, l K,rtul inn s Rail Service Report” indicated that 


,ra,n ( °* avera ge8 4,IKK) carloads |>er year ii 


and out of Danville via PC. It was also rej>orted that a 
new duPont plan may open on this line, but no location 
was given in the testimony. Illinois Power Co. has a 
power station at Vermilion Grove which would be left 
without direct rail service if this line were abandoned. 
This plant does not receive coal by rail, but does require 
the use of roil for replacement of its 155-ton turbine 
generators. 

Information for Line Retention Decision 

This line is required for through freight service, 
therefore local rail service will be provided to all ship¬ 
pers located on the line. 

Recommendation 

It is recommended that this portion of the Cairo 
Branch be included in the ConRuil System. 


PORTION OF THE CAIRO BRANCH 
USRA Line No. 605a 
Penn Central 


PC to Decatur 

* 


PC to East 
St Louis 


|4 —■ PC to Danville 

\ i 

_PARIS pc w T#ffc Hao , e 


PC to East 
St. Louis 


33.9 miles 


Marshall 

PORTION OF THE 
CAIRO BRANCH. PC 

HUTSONVILLE 


PC to Cairo 


This portion of the Cairo Branch, formerly part of 
the New York Central RR, extends from Paris (Mile- 
post 37.1) to HxUsonville , ///., (Milepost 71.0), a dis¬ 
tance of 88$ miles, in Edgar, Clark, and Crawford 
Counties, Ill. At Paris, the line continues north to Dan¬ 
ville and Indiana ITarlior, Ind., and at Hutsonville the 
line continues south to Cairo. Also at Paris, the line 
connects with the PC Peoria Secondary Track and the 
PC Ixmox-to-Davis line to East St. Louis and Terre 
Haute. The two connecting lines, the PC Lenox-to- 
Davis line, and the PC Peoria Secondary Track are 
also under study in this Report. This line was described 
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as potentially excess in the U.S. DOT Report (see 
Zone 139). 

Information Provided by RSPO f Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secre¬ 
tary of Transportation’s Rail Service Report” indi¬ 
cated that Illinois Cereal Mills, Inc. of Paris was par¬ 
ticularly concerned with the effect that abandonment 
of this line would have on the city of Paris. Frank 
B. Tatars, Traffic Manager for Illinois Cereal Mills, 
noted that all lines leading into Paris have been desig¬ 
nated potentially excess except for a line from Paris 
southeast to Farrington. His firm generated 10,196 car¬ 
loads in 1973. Additionally, he reported that his firm 
would lx* forced to cease ope rat ions if-the DOT Rcj>ort 
recommendations were implemented. 

An evaluation of coal reserves by USRA staff in¬ 
dicates that this line is currently used as a high volume 
through-route for coal shipments. 

Further testimony by Clark Service Co. of Marshall 
indicated that they would have shipjwd 100 carloads 
in 1973 had they been available. 

Preliminary Recommendation 

It is not recommended that, this portion of the Cairo 
Branch be included in theConRail System. ConRail will 
utilize this line only if Southern Illinois coal traffic 
cannot be rerouted. 


PORTION OF THE CAIRO BRANCH 
USRA Line No. 605b 
Penn Central 


I 

I+-PC to Danville 

I 


k HUTSONVILLE 


10.2 mile*—PORTION OF THE 
CAIRO BRANCH. PC 


ICG to Effingham I ICG to Indianapolis 

v 1 i 


PC to Cairo ♦( 


[ROBINSON 


This portion of the Cairo Branch, formerly part of 
the New York Cent nil RR, extends from HuttonviUe 


(Milepost 71.0) to Robimon , III. (Milepost 81.2), a dis¬ 
tance of IOjS mil**) in Crawford County, III. At Hutson- 
villa, the line continues north to Danville and at Robin- 
son, south to Cairo. A connection is made with the 
Illinois Central Gulf at Robinson. Both continuations 
are also under study in this Report, This line was not 
described as potentially excess in the U.S. DOT Report 
(see Zone 141). 

Traffic and Operating Information 

StntIons (with their 1973 carloads) served by this line: 

Hut son villi* _2,143 

Robinson 1 ..._______ 45 


Total carloads generated by the line .. 2,159 

Average carloads per week _ 42.1 

Average carloads per mile _..._ _215.6 

Average carloads per train _____ 7.3 

1973 operating information : 

Number of round trips per year .... 300 

Estimated time per round trip (hours).. L5 

Locomotive horsepower _.__4.000 

Train crew size ____ 4 

* Includes only trattle on »*jrmcnt. 


Information Provided by RSPO, Shippers, Govemmenl 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the .Secrefcaiy 
of Transportation's Rail Service Report” indicates that 
Central Electric Public Service Company's plant it 
Hutsonvillc receives over 2,600 carloads per year. 


Information for Line Retention Decision 


Revenue received by PC - 

Average revenue per carloud.. 


$ 368,801 


$168 


Variable (avoidable) eoet of continued 
service: 

Cost Incurred on the branch line- 

Coat of upgrading branch line to FRA Class 

I: (1/10 of total upgrading cost)- 11 . 

Coat Incurred beyond the branch line-286. 


Total variable (avoidable) cost— 


„ 431.714 


Net contribution (loss): total --— 

Average per carload - 


( 29 ) 




This line would require upgrading to meet ^ 
quirements of the Federal Railroad Admimstr* 
minimum safety standards (Class I tnt< k. ^ op 
maximum safe operating speed of 10 ni.p-M; ^ 
available information, this upgrading won ( lIU 
replacement of a total of 1,175 croesties inn < IV 
115 crossties per mile). . .j lC psti- 

This line needs major rehabilitation, *J° IU 
mates shown above. 
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Prtllminory Recommendation 

It is not recommended that this portion of the Cairo 
Br»ndi be included in the ConRail System. The line 
will be utilized for through movements only if alterna¬ 
tive routes using parallel carriers cannot be arranged. 


PORTION OF CAIRO BRANCH 
USRA Line No. 606 


Penn Central 



This portion of the Cairo Branch, formerly part of 
<1* Sew \ork Central RR, extends from Robinson 
'Milepost 81.2) to Mount Carmel , HI. (Milepost 126.. 1 !), 
•' istiuice of miles, in Crawford, Lawrence, and 
1 * ,>,,n <ies. III. At Kohinson, this line continues 
1,0 TJanvillo. and, at Mount Carmel, south to Cairo, 
"her connections are: the Illinois Central Gulf HR 
... 0> *nsc»n; tin- Baltimore-Ohio RR at- I<nwrem*e- 
' tl". Southern Railway at Mount Carmel, and the 
' imsv 'lle Secondary Track at Mount Carmel. The 
^Dilutions 'I** 8 line as well as the PC Evansville 
Hr Track are also under study in this Report. 
l'< i!!*** described as |>otentially excess in tho 
l5 - DOT Report (see Zone 141). 

on d Operating Information 

1 ♦ I, at. „ 

ndr 1973 rnrloads) served by this line: 


rut ***;/-- 

^^nwevUl* * T ~ ^ 

AlHdil, -- 27* 

«t0uM7l~~-}- ^ 

0Ul1 " >rloa,l ‘ l generated by the line_2.500 
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Average carload* per week_...___ 43 j 

Average carload* i*»r mile..-_____ 55 4 

Average carload* per train_____ & 3 

1873 Operating Information: 

Number of round trip* per year.____ _ 390 

Estimated time per round trip (hour*)_ 5.5 

i/ocomotive horsepower____ 4 000 

Train crew xixe_ 4 


* Includes only trufllr on segment. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their re¬ 
ports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
Pacific Press & Shear of M t. Carmel ships about 2,700 
tons of steel plate and 1,200 tons of heavy machinery 
per year. They would be willing to abandon this seg¬ 
ment provided the company or the Southern Railway 
(the plant is located within 1500 feet of the junction 
of the PC and Southern tracks) would obtain posses¬ 
sion of the land and tracks owned by PC between the 
plant and the Southern tracks. In addition, the com¬ 
pany demanded a guaranteed service agreement with 
Southern. 

The Amoco Oil Co. also of Mt. Carmel depends upon 
rail service for shipments of inbound goods. Should 
this service be curtailed, the firm would be forced to 
relocate. 

Testimony by William R. Intel, General Chairman* 
U.T.U. General Committee of Adjustment, stated that 
this line serves coal mines in southern Indiana and Illi¬ 
nois. 

E. W. Pearson, President of the Pacific Press & Shear 
Company, in a letter to the Interstate Commerce Com¬ 
mission (forwarded to USRA) conveyed much the same 
information reported at the RSPO hearings. He also 
indicated that much of his inbound and outbound ship¬ 
ments can lx? transported via rail only necessitating con¬ 
tinued service. 

Information for Line Retention Decision 


Revenue received by PC_ __ $726, 760 

Average revenue per carload_ $291 


Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line_ *171,305 

Cost of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

cost) -- 44.448 

Cost incurred beyond the branch line_282,172 


Total variable (avoidable) coat_... 797,925 


Net contribution (loss): total_ (71,165) 

Average per carload_ (28) 
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The line requires major rehabilitation* Through traf¬ 
fic will be rerouted if possible and this segment will be 
isolated. To minimize this proposed service loss, alter¬ 
nate routings for coal destined to the power plant at 
Robinson will be explored. 

Recommendation 

It is not recommended that this portion of the Cairo 
Branch be included in the ConRail System. 


PORTION OF THE CAIRO BRANCH 
USRA Line No. 606a 
Penn Central 



This portion of the Cairo Branch extends from 
Mount Carmel (Milepost 126.3), to Harrisburg . Ill, 
Milepost 188.7), a distance of 624 mile*, in Wabash. 
Edwards, White, Gallatin, and Saline Counties, III. At 
Mount Carmel, this line continues north to Danville, 
and at Harrisburg, south to Cairo. In addition, the line 
connects with the Southern Ry. St. Louis-Louisvillc 
Line at Mount Carmel, the Illinois Central Gulf to 
Mattoon and Evansville at Grayville, the Lousville & 
Nashville at Carmi and Eldorado, the Baltimore & 
Ohio Shawneetown Branch at Norris City, the PC 
Saline Valley Branch at Harrisburg, and the PC Evans¬ 
ville Secondary Track at Mt. Carmel. Another connec¬ 
tion is also made with the Illinois Central Gulf at 
Eldorado. The line's continuations at Mount Carmel 
and Harrisburg an* also under study in this Rej>ort. as 
is the PC Saline Valley Branch and Evansville Sec¬ 
ondary Track. This line (except for the portion from 
Eldorado) was described as potentially excess in the 
U.S. DOT Report (see Zones 141 and 146). 


Traffic and Operating Information 

Stations (with their 1073 carloads) served by thin Hut: 


Norris City -—- 1 

Eldorado _. U45 

Mt. Carmel 1 - - ----- 135 


Total carloads generated by lire line - — 2,29(1 

Average carloads week .... 44.0 

Average carloads per mile ---.-- 36.7 

Average carloads per train ----—.- 7.6 

1973 <>i**rating Information: 

Number of round trips per year - 300 

Estimated time per round trip (hours) ...12 

Locomotive horsepower -—----4,000 

Train crew size --- 4 

1 Includes onljr trifle on IhU negrornt. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at. the hearings conducted by 
the Rail Services Planning Office as reflated in their 
reports entitled 4i Thc Public Response to the Secretory 
of Transportation’s Rail Service Report" indicated 
that Harry Eggert, Sales Manager of Sahara Coal Co., 
stated that his firm has throe bituminous coal mines it 
Harrisburg. The coal is destined for points north of 
Harrisburg. He noted that the Illinois Central bill, 
would still serve his mine if PC service were curtailed, 
but he pointed out that the ICG does not have a safi- 
oient amount of open-top hopper cars to satisfy his 
firm’s needs. Consequently, the firm may be forced to cut 
back production resulting in employee layoffs. 

Additional testimony provided by the Peabody 
Co. indicated that, if service were curtailed the fin® 
would l>e unable to supply the Cent nil Illinois 1 u 1C 
Service Co. facility, at Hutsonville. 

Additionally, Sugar Creek Produce in Han-irour^ 
reported shipment of 40 carloads in 1973 and Ionian 
Fertilizer Co. of Crossville shipped 850 carlmu $ u* 

1978. , 

An evaluation of coal reserves by USRA 
cates that this line is currently used as ft high ,,n 
through-route for coal shipments. 


Information for Line Retention Decision 


Revenue received by PC - 

Average revenue jier carload - 





cost of continual 


Variable (avoidable) 
service: 

Cost incurred on the branch line—- 
Cost of upgrading branch line to ERA 
ClaKH 1:1/10 of total upgrading eo»t) 
Coat incurred beyond the branch line— 


__ 737.601 


TYitnl varinhle {avoidable) COst- 


02,688 

297,532 


1.097.84l 


Net contribution (loss) : total- 

Average per carload- 


( 279 ) 
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This line would require upgrading to meet the re- 
., ;R iueiits of the Federal Railroad Administration's 
Imitmim safety standards (Class I track, which has a 
rc ffl.im.im safe operating speed of 10 m.p.h.). Based on 
iraibble information, this upgrading would include 
the replacement of a total of 5,600 crossties (an average 
of; h) crossties per mile). 

There are major coal reserves on the south end of this 
jepnent. The line, however, requires major rehabilita¬ 
tion and therefore efforts will be made to reroute traffic. 

Preliminary Recommendation 

It i$ not recommended that this portion of the Cairo 
Brunch be included in. the ConRail System except be¬ 
tween Mi. Carmel and Eldorado. ConRail should oper- 
»te this segment as a through segment only if unable to 
reroute tit rough coal t raflic. 


PORTION OF THE CAIRO BRANCH 
USRA Line No. 607 
Penn Central 

Saline Valley Brandt. PC 
to Delta Mine 



portion of the Cairo Branch, formerly part of 
tie New )ork Central RR, extends from Harrisburg 
'M kjKtf 188.7) to Olmsted. Ill . (Milepost 244.8), a 
#wenpf mile*, in Saline, Williamson, Johnson, 
4j ' r,v ‘ ;| ntl Pulaski Counties, 111. At Harrisburg, this 
Ji^iominues north tojfcinville, and at Olmsted, south 
.! also connects with the PC Saline 

* c > brunch at Harrisburg, the Illinois Central Gulf 
s i us * north of Stonefort. the Burlington 

Ug l( r ** orman ? an d the Chicago-Eastern Illinois 
Vlie continuations at Harrisburg and 
(< ^ ** ‘® a ^* ne Valley Branch are also 

ln Report. This line except for the jx>r- 
P n te^ti^| , | , ^ irr * s kurg to Stonefort was described as 
I A > excess in the IT.S. DOT Rei>ort (see Zone 


Traffic and Operating Information 


Stations (with their 1973 carloads) served by this lino: 

Ledford_ SDN 

Stonefort- 7.518 

New Burnside- 18 

Tunnel Hill_—__ 2 

Kurn&k_ 4 

Grand Chain_ 8 

Harrisburg 1 __ S3 


Total carloads generated by the line_a 085 

Average carloads per week_i_„___155.1 

Average carloads per mile-143,8 

Average carloads per train_ 80.7 

1973 «>i*‘niting information: 

Number of round trips |>er year__ 100 

Estimated time per round trip (hours)_ 9.0 

Locomotive horsepower_____4 ,000 

Train crew size_ 4 

1 Iuclmlr* only traffic ou segment. 


Information Provided by RSPO r Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
The Electric Energy Corjiorution expressed strong op¬ 
position to the abandonment of this line. They have been 
supplying 50 |>erccnt of the electric energy used in gase¬ 
ous diffusion by the Atomic Energy Commission. 

Information for Line Retention Decision 


Revenue received by PC_$ 1 , 532. 221 

Average revenue per carload_ $190 


Variable (avoidable) eo»L of continued 
service: 

Coat Incurred on the branch line_<554 ,886 

Coat of upgrading branch line to FRA 
claw I ( 1/10 of total upgrading 

cost)- 47,620 

Coot Incurred beyond the branch line—. 985. Ill 


Total variable (avoidable! coat_ 1.660.997 


Net contribution (loss): Total_ (12& 778) 

Average per carload_ ( 15 ) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 4,960 crossties (an average of 
88 crossties per mile). 

Although service to the entire line generates a loss, a 
105-percent growth in traffic or an 8-percent rate in¬ 
crease would make this portion of the line financially 
self sufficient. 
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Recommendation 

It is recommended that this portion of the Cairo 
Branch be included in the ConRail System. Because of 
the poor condition of much of the track from Paris, Ill. 
south, trackage rights for the alternative movement of 
through traffic will be explored. 


SALINE VALLEY BRANCH 
USRA Line No. 607b 
Penn Central 


PC to H»co 
(out of servi ce) 


PC to Mt. Camel 
and Chicago 

V 


ICG to Edtewotyd J 

• DELTA MINE \ 

> — - 1 


\ 


10.7 mile* 
1 


ICG to Metropolis J 

n: 


T 

SALINE VALLEY 
BRANCH. PC 




HARRISBURG 


As 

/ PC to Cairo 


The Saline Valley Branch, formerly part of the New 
York Central RR, extends from Harrisburg (Milepost 
0.0), to Delta Mine , III. (Milepost 10.7), a distance of 
10.7 mites, in Saline County, Illinois. At Harrisburg, 
this line connects with the PC's Cairo Branch, which is 
also under study in this Report. It connects midway 
with PC’s Harco Branch which has not been used for a 
number of years other than for car storage. It, too, is 
under study in this Report. Delta Mine is also served 
by Illinois Central Gulf, This line was not described as 
potentially excess in the U.S. DOT Report (see Zone 
146). 


Traffic and Operating Information 

Stations (with their 1073 carloads) served by this line: 

Delta Mine_ 1 

Harrisburg 1 ___19,248 


Total carloads generated by the line_10,240 

Average carloads per week_.... 370.2 

Average carloads per mile_1,815.8 

Average carloads per train_ 38. 5 

1073 operating information: 

Number of round trips per year_ 500 

Krtimated time per round trip (hours)_ 4.0 

Locomotive horsepower______ 4, 000 

Train crew size_...._ 5 

* Includes only traffic on ifmcnt. 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line wa$pn> 
vided at the hearings conducted by the Rail Service! 
Planning Office ns reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Sendee Report”. 

Information for Line Retention Decision 

Revenue received by PC_$3,822,730 

Average revenue per carload_ $199 

Variable (avoidable) coat of continued 
service : 

Coat incurred on the branch Une_ 446, 444 

Cost of ui»grading branch line to FRA 
Class I: (1/10 of total upgrading 

cost)----- 15,743 

Cost Incurred beyond the branch line.. 2,851,356 


Total variable (avoidable) cost _2,31X541 


Net contribution (loss): total_1,009,187 

Average per carload____ 52 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which his 
a maximum safe operating speed of 10 m.p.h.). Based oo 
available information, this upgrading would include 
the replacement of a total of 2,200 crossties (an average 
of 206 crossties per mile). 

An evaluation of coal reserves by USRA staff indi¬ 
cates that there are active loading facilities on this line 
and t raffic is expected to increase. 

Recommendation 

It is recommended that the Salim* Valley Branch be 
included in the ConRail .System. Because of the poor 
condition of much of the track from Paris. 111. 
trackage rights for the alternative movement of throuni 
traffic will be explored. 


PORTION OF PEORIA SECONDARY TRACK 
USRA Line No. 609 
Penn Central 
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This port ion of the Peoria Secondary Track, former¬ 
ly part of the Pennsylvania RR, extends from Paris 
^Milepost 21.3) to Decatur, III . (Milepost 92.2), a dis¬ 
tance of 703 miles, in Edgar, Coles, Douglas, Moultrie, 
ladMncon Counties, Illinois. At Decatur, this line con¬ 
tinues to Peoria. Connections are: at Paris, the Cairo 
Branch and the Lcnox-to-Davis Line, both PC, 
the Norfolk & Western Ry’s Frankfort-St. Louis lino 
at Oakland, the Illinois Central Gulf to Chicago and 
Cain* at Areola, the C&EI to Chicago and Chaffee, the 
Norfolk & Western to Bement and Sullivan at Loving- 
ton, the Chicago & Eastern Illinois at Arthur, and the 
Illinois Central Gulf to Mattoon at Hervey City. From 
Hcrvey City to Mam, the PC operates via trackage 
rights over the Illinois Central Gulf. Additionally, at 
Decatur, this line connects with the Norfolk & Western 
to Chicago. Ft. Wayne and St. Louis; Illinois Central 
Gulf lines to Freeport, Urban a and Centralis and Lin¬ 
coln, the Baltimore A Ohio to Springfield nnd Indiana¬ 
polis and the Illinois Terminal RR and the Norfolk & 
Western to Springfield. The PC Cairo Branch, the PC 
I/nox-to-Davis line and the continuation at Decatur 
we also under study in this Report. This line was de¬ 
scribed as {potentially excess in the U.S. DOT Report 
Zones 141 and 142). 


Traffic and Operating Information 

Stations {with their 1973 carloads) served by this Une: 

Htdaon_ 13 

Bortoa_ 2tt 

Oakland_ 03 

Mlndjiboro__ 74 

80 
1 
1 
1 

ItW 
47 
204 
172 


Knap____ - ___ _ 

fibton_ " ~ ‘ ~_IL-I— 

krwli____ 

Cbe*erTllI«>___"_~ 

Irtimr___ _ _ 

ftirtianks_,___ 

k"to*ton_~_ " r _ " * 

n* at;.. _ _ ;; t w ' i r ;; | L _, "' 

Hall_~ __ " ~ ^ 


*<mt Zion 
‘Twpin_ 


Total carload generated by the Une_ 1 ,087 

****** carloads per week_ 20.9 

***** carloads per mlle_ 

Me** 1 * cllrload,< I* r train_ 

7 ******* information: 
r *f* r of round trip* per year 
KattnratiHl time 


- x _ 15.3 

- 4.4 


per round trip (hours)__ 


250 
a 5 


rt *>on..j(ow«r---1,730 


CIVW 




^^nciei f0V *^ e< ^ RSPO, Shipper*, Government 

hearings conducted by 
devices Planning Office ns reflected in their 


reports entitled “The Public Response to the Secretary 
of Transportation’s Roil Service Report” indicated that 
the Farmers Cooperative Grain Company shipped 113 
carloads of coni in 1972 and 157 carloads in 1973. In 
1974, the company expected to ship 180 carloads. The 
I la place Coopernti ve Grain Company ships 526 carloads 
of grain and beans per year over this line. Additionally, 
the Moultrie Grain Association generated 286 carloads 
in 1973, and the firms projected 1974 shipments totaled 
450 carloads. Testimony submitted by Frank B. Tatera, 
Traffic Manager. Illinois Cereal Mills, Inc. (this firm 
received the equivalent of 604 carloads from stations on 
this line in 1973) recommends a review of all lines in 
and out of Paris. 


Information for Line Retention Decision 

Revenue received by PC....___$243, 028 

Average revenue per carload_ $224 

Variable (avoidable) coat of continued 
service: 

Coat Incurred on the branch line___GOO, 848 

Coot of upgrading branch line to FRA 
Clmw I (1/10 of total upgrading cost).. 91.360 
Coni incurred beyond the branch line_ 126, 609 


Total variable (avoidable) cost ___ 827,907 


Net contribution (lowi) : Total _ (584.879) 

Average per carload --- (538) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 12,000 crossties (an average of 
189 crossties per mile). 


Preliminary Recommendation 

It is not recommended that this portion of the Peoria 
Secondary Track be included in the ConRail System. 
Continued operation of this line would require a rail 
service continuation subsidy. Under 1973 traffic, revenue 
and cost levels; this line generates an annual excess 
financial burden amounting to $584,879 or $538 per 
carload. Recovery of costs would require approximately 
a five-fold increase in traffic, or a 240 percent rate in¬ 
crease over the 1973 levels. It is expected that all present 
PC traffic at Decatur (5,155 in 1973) will be handled by 
other carriers. 
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PORTION OF PEORIA SECONDARY TRACK 
USRA Line No. 610/61 Oa 
Penn Central 


Information for Line Retention Decision 

These trackage rights over the ICG are us'd to serve 
USRA Segment No. 611. The preliminary recommends, 
tion for Segment 611 is that it not be included in the 
ConRail System. 


/ 


PC to Famwkle 


ICC to Haduon 
kr 

MAROA 


PORTION OF PEORIA SECONDARY 
TRACK: PC HAS TRACKAGE 
RIGHTS OVER ICG 


ICG to Poona 

-•••i 

NAW to Kansas City 


Illinois Terminal 
to Spnngfield 


sasucy 

'-a .::uHK > ; oe< 

.. 

nmal ^ 


ICG to Champaipi 

Illinois Terminal to Champaign 


NAW u> Chicago and Fort Wayne 
DECATUR 

BAO to Indianafiolis 




ICG to Contralia 


NAW to St Louis *nd 
BAO to Springfield 


ICG to Mattoon (PC has 
Trackage Rights to 
Hervey City) 


PC trackage rights over this portion of the ICG ex¬ 
tends from Decatur (Milepost 95.5), to Maroa, III . 
(Milepost 107.5), a distance of 12JO miles, in Macon 
County, Ill. At Decatur the line continues southeast to 
Paris and, at Maroa, the line continues northwest to 
Peoria. This section of track is owned by the Illinois 
Central Gulf and PC operates via trackage rights. From 
Maroa, the Illinois Central Gulf continues to Freeport. 
Also at Decatur the line connects with the Norfolk & 
Western to St. Louis, Chicago and Fort Wayne; the 
Illinois Central Gulf lines to Freeport, Urbana, Cen¬ 
tralis and Lincoln; the Baltimore & Ohio to Springfield 
and Indianapolis; the Illinois Terminal RR; and the 
Norfolk & Western to Springfield. The northwest PC 
line from Maroa is also under study in this report. Aban¬ 
donment application filed by Illinois Central Gulf, Jan¬ 
uary 16,1973, Docket No. AB-5, Sub. 156; with USRA, 
Docket No. 75-61, for most of the line. This line, from 
Decatur to just north of Corsvth. was described as po¬ 
tentially excess in the U.S. DOT Report (see Zone 142). 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office a.s reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.’ 1 


Preliminary Recommendation 

It is not recommended that the trackage rights over 
this portion of the ICG be included in the ConRail 
System. 

PORTION OF PEORIA SECONDARY TRACK 
USRA Line No. 611 
Penn Central 



ICG to Clinton 

■l PORTION OF PEORIA 
SECONDARY TRACK. PC 

— ICG to Chicago 

-e* Kenney 


4 —ICG to 

Bloomington 

19.5 milesMAROA 

ICG to Springfield J>\ 

ICG line to Decatur «PC operate* 
nnricf Trackarc Rights Agreement) 



This portion of the Peoria Secondary 1 rack, for 
merly part of the Pennsylvania RR, extends from M** 0 * 
(Milepost 107.5), to W aynesville, III (Milepost 127.0). 
a distance of 19Ji miles, in Macon and Dewitt ( onntiea, 
Illinois. At Maroa. the line continues southeast to 
and at Waynesvillc it continues northwest to Peoria 
This line connects with Illinois Central Gulf liras ft* 
Kenney and Midland City. The portion beyond Maroa 
is owned by the Illinois Central Gulf* P( operates 
der a trackage rights agreement. The continuations 
also under study in this Report. An abandminien 
plication was filed before the Interstate Comnierce * 
mission Docket No. AB-5 Sub. 156. and wit 1 tially 
Docket No. 75-61. This line was described as P* • 
excess in the U.S. DOT Report (see Zones U2 «"< 

Traffic and Operating Information 

Stations (with their 1»73 calonds) served by this Unf ‘ tf 

Maroa ----- ____ 1 

Howell -«----- - * 

Kenney --- -, 1* 

Midland City ... 
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-- 350 

-—--- 183 


Total tarlotids generated by the line ____ 574 

iTtficf* rarloatln per week --- 11.0 

Ama*r carloads |»er mile.....- 29. 4 

Armce carloads per train - 3.8 

t?n operating information: 

Number of round trip# per year ----- 150 

Btfimtted time per round trip (hours) _ 10 

Locomotive horse|>o\ver------- 1, 750 

Train crew size--———-_ 4 


Information Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
tlie Rail Services Planning Office as reflected in their 
ftporta entitled u The Public Response to the Secretary 
of Transportation's Hail Service Report’’ indicated that 
the Dewitt County Cooperative Grain Company which 
^aerates 1,105 carloads annually from WaynesviUe and 
Ttbor would suffer from curtailment of service over 
this line. 

Information for Line Retention Decision 

Herwim* received by PC ____ $124, 9-15 

Awia* revenue per carload __ $218 

Urkblr (avoidable) coat of continued 
imice: 

Co * toctirrcil on the branch line _ 211.973 

upgrading branch lino to KUA 
• U« I (1/10 of total upgrading cost ) 40, 417 
lacumHl lieyoml the branch line _ U0.508 


IVXal rorbible (avoidable) cotit .. 318, 9KH 

**roatribiitlon (low) total™__(104, (M3) 

***** l»r mrloa.l_ (X5S) 

T dsline would require upgrading to meet the roquire- 
ln ua.s of the Federal Railroad Administrations mini- 
safety .standards (Class I truck, which has a maxi* 
^ 11 operating s|>e©d of 10 mph). Based on avail- 
wi orroation, this upgrading would include the 
! ">it ♦mt of a total of 9,736 crossties (ail average of 

^oosst^pernnle). 

^iminory Recommendation 

^ n ‘ <ro,Iun< *7ided that this portion of the Peoria 
Cont If U! /j k® included in the Con Rail System. 
STfrir,! ° ,)eration $M® line would require a rail 
m<j cn6t |l , ; , ;: lt,0n Under 1973 traffic, revenue 

W iii]) ^ IU * ^ neratc * s an annual excess 

k*| Rec "*™* n amo *inting to $194,013 or $338 |>er car- 
Wfcld' *' ° f OSt8 wou ^ **V*iT* approximately a 
rr?t* . !? , ^ aHC 111 tra ® c or a 155 percent rat© in- 
^°'*rthe 1973 levels. 
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PORTION OF PEORIA SECONDARY TRACK AND 
ALLENTOWN SECONDARY TRACK 

Penn Central 

USRA Line No. 611b 


FvmdaU Junction 


EAST PEORIA 

. 

P&PU to Poona 





TPAW to Efh« 


NAW to Lafirctlo 


^ .ATASF to Ancona 

ITcoPooria ./i*/"’ 

ATASF to P«kTn ^Allontown PC (PAE) 

• % ^ - to Indouiapotis 

/ 

PC (PAE) to Poona — —-♦*“^ -- — 40.5 mjtus 

IT to $L Louis * \ 

PORTION OF PEORIA ^ OL- . 

SECONDARY TRACK AND *. CC 10 

ALLENTOWN SECONDARY tMtotar 

TRACK. PC \ 

,.*Y \ y\— ICG to Chicago 

ICG to Hurraysvillo % 


ICG to East St. Louis V T ' PC te ° €CJto,r 
*ATLANTA ^ 


This portion of the Peoria wSecondary Track and the 
entire Allentown Secondary Track, formerly part of 
the Pennsylvania HR. extends from Atlanta (Milepost 
. 131.6) to East Peoria, IU. (Milepost 172.1), a distance 
of 40 /) miles, in Ix>gan, Tazewell, and Peoria Counties, 
111. At Atlanta this line continues southeast to Paris, 
and it also connects to the Illinois Cent nil Gulf line to 
Chicago. Other connections include: The Illinois Cen¬ 
tral Gulf to Chicago at Minier.thc PC Peoria & Eastern 
to Peoria at Downing, the Illinois Terminal to Peoria 
at Allentown, the Santa Fe to Chicago at Morton, the 
Norfolk & Western and the Toledo Peoria & Western 
(both to Peoria) at Farmdale, and the Peoria & Pekin 
Union at East Peoria. The PC Peoria & Eastern line, 
as well as the continued portion from Atlanta, arc also 
under study in this Report. Furthermore, the Illinois 
Terminal maintains the line from Milepost 162.5 to 
167.8 and from Milepost 167.8 to 172.1. PC 1 operates via 
truckage rights granted by the Norfolk & Western lie- 
tween Farmdale Jet. and P. A P.U. Jet. PC has filed for 
abandonment (1-16-73 Docket No. AB-5-156) of their 
trackage rights on this portion of the line owned by 
the Norfolk & Western. This line was described as po¬ 
tentially excess in the U. S. IX)T Rcj>ort (see Zones 137 
and 143). 


Traffic and Operating Information 

Station* (with their 1973 carloads) served by this 
line: 

ML Joy_____ 1 

Armington_-__ 74 
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Hlttle .... 

Minler_ 

Tazewell_ 

Morton- 


0 

0 

17 

566 


Total carloads generated by the line- 648 

Average carloads per week- 12* s 

Average carloads per mile----- 2.1 

Average carloads per train--—- 6.4 

1978 operating information: 


Number of round trips per year- 120 

Estimated time per round trip (hours)- 12 

Locomotive horsepower-1,750 

Train crew sire-——----4 


Information Provided by RSPO, Shippers, Government 
Agencies 

No information was provided at the hearings con¬ 
ducted by the Rail Services Planning Office as reflected 
in their reports entitled “The Public Response to the 
Secretary of Transportation’s Rail Service Report/' 


Information for Line Retention Decision 

Revenue received by PC-$113,738 

Average, revenue per carload--— $176 


Variable (avoidable) cost of continued serv¬ 
ice: 

Cost Incurred on the branch line- 284.929 

Cost of upgrading branch line to FRA 

class I (1/10 of total upgrading cost).. 75.464 
Cost incurred beyond the branch line- 56, 184 


Total variable (avoidable) coat---- 416,527 


Net contribution (loss): Total- (302,789) 

Average per carload- (467) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 15,429 crossties (an average 
of 499 crossties per mile). 


Preliminary Recommendation 

It is not recommended that the Peoria Secondary 
Track and the Allentown Secondary Track be included 
in the ConRail System. Continued operation of this 
line would require a rail service continuation subsidy. 
Under 1973 traffic, revenue and cost leveJs, this line 
generates an annual excess financial burden amounting 
to $302,789 or $467 per carload. Recovery of costs would 
require approximately a five-fold increase in traffic or 
a 265 per cent rate increase over the 1973 levels. 


PORTION OF PEORIA AND EASTERN LINE 
Penn Central 
USRA Line No. 617 



This portion of the Peoria A Eastern line, formerly 
part of the New York Central RR, extends from Daisr 
viUs (Milepost 86.0) to Urbana , Itt. (Milepost 115.0), 
a distance of 29.0 miles , in Vermilion and Champaign 
counties, Illinois. A continuation of this line extends 
westward from Urbana to Champaign and Blooming¬ 
ton and eastward from Danville to Indianapolis. This 
line connects with an N&YV Branch at 1 rbana, the 
C&EI Railroad at Glover and PC to Cairo and Chicago, 
the I>fcX Chicago-Evansville line and the X&W tort 
Wayne-St. Louis line, all at Danville. The Milwaukee 
Road also serves Danville, as does a branch of the ( hi* 
cago & Eastern Illinois. The Illinois lerminal KR 
parallels this line from near Glover to I Jrbana. All con¬ 
necting PC lines are also under study in this Report. 
This line was described as jx>tentia!ly excess in the 
U.S. DOT Report (see Zones 139 and 140). 


Traffic and Operating Information 

Statlou* (with their 1973 carload*) served by this line: 

Danville 1 - 

Ulllery __~ 

Fithlan____ 

Ogden ---- 

Glover-—-- 

St. Joaeph- 

Mayvlew ---- 


Total carloads generated by the Une- 
Average carloads per week.* —-—-—— 

Average carloads per mile - 

Average carloads per train - 

1973 Oj>eratIng Information: 

Number of round trips per year - 

Estimated time per round trip (hours).- 

Locoinottve horsepower - 

Train crew size -- 

1 Include* only trilBc on «*finent- 


3.5 W 
3 
1 

9 
0 

27 

e 

21 

0 

3,5*1 

©.5 

122.S 

119 

300 

10 

2,000 

5 
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Information Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
Webb Lumber and Wilson-Richter, Inc. both ship on 
this line from Ogden. The former firm stated that ship¬ 
ping costs would substantially increase if they are 
forced to switch to another mode of transportation. The 
rwultsof this increase may force the firm to close caus¬ 
ing 27 people to lose their jobs. The latter firm, which 
ships fertilizer, reportedly will go out of business if rail 
wice is curtailed. 

Testimony by William R. Iiriel, General Chairman. 
T.T.r. General Committee of Adjustment, indicates 
that the Anderson Elevator, located in the Champaign- 
I rbana area shipped over 150 100-cnr unit trains of 
Knin over this line in 1973. His group is opposed to 
abandonment because of the economic chaos that would 
result and the retardation of any potential industrial 
expansion. 

Information for Line Retention Decision 

frmiue rwlred by PC _ $1. 131.968 

Awn*- revenue per carload _ $318 


Virbblf (avoidable) cost of continued 
■mice: 

rort incurred on the brunch line_415. 625 

rwl fit upgrading branch line to FRA 
(bsa I (1/10 of total upgrading cost). 0 

Incurred beyond the branch line_ 688.321 


’total mliable (avoidable) cost..1,103.1H6 

^rootributioa (loss) : total_ 28,022 

per carload..^_ g 

w ould require no upgrading to meet the 
"laments of the Federal Railroad Administration’s 
** mmuin standards (Class I track which has a 
® mam operating speed of 10 m.p.h.). 

^Hommendotion 

^ 1S r ^ >T,in u nded that this |>ortion of the PiMiria & 
ern “* included in the ConRail System. 

^CKAGE RIGHTS ON PEORIA & PEKIN UNION 
USRA Line No. 617a 
Penn Central 

rniori W ,ms ,rftc ^ a R c rights on the l’eoria Sb Pekin 
' * "' w ‘" Prk > n (Milepost 0.0), to E. Peoria, III 



(Milepost 8.9), a distance of 8.0 milen, in Tazewell and 
Peoria Counties, Illinois. PC operates over this line via 
trackage rights. At Pekin, this line connects with the 
PC Peoria-Eastern line to Danville, the Chicago & Il¬ 
linois Midland to Springfield; the Illinois Central Gulf 
to Springfield and Decatur; the Atchison Topeka & 
Santa Fe to Chicago, and the Peoria Terminal Railway. 
In addition, this line connects with the Illinois Ter¬ 
minal to Lincoln; the Toledo Peoria & Western to 
Watseka and the Norfolk & Western to Rloomington 
(upon which the PCs Peoria Secondary Track is ex¬ 
tended to Peoria via trackage rights) at East Peoria. 
The PC Peoria and Eastern line and the PC Peoria 
Secondary Track are also under study in this Report. 
Additionally, at Peoria, the line connects with a number 
of railroads. This line was not described as potentially 
excess in the U.S. DOT Report (see Zone 137), 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Resjmnse to the Secretary 
of Transportation’s Rail Service Report” recognized 
Peoria as a major gateway and should PC service be 
curtailed, other railroads will continue to serve the 
area. 

Information for Line Retention Decision 

These trackage rights over the P&PtT are used to 
serve USRA Segment No. 617c. The preliminary recora- 
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mendation for Segment 617c is that it be included 
in the Con Rail System. Therefore, these trackage rights 
would las required. 

Recommendation 

It is recommended that trackage rights over this 
portion of the P&PU be included in the ConRail 
System. 

PORTION OF PEORIA & EASTERN LINE 
USRA Line No. 617b 
Penn Central 





This portion of the Peoria & Eastern Line, formerly 
part of the New York Central RR, extends from 
Urbnna (Milepost 115*0) to BUamington^lU. (Milepost 
170.5), a distance of 56 Ji miks, in McLean, DeWitt, 
Platt and Champaign Counties, Ill. A continuation of 
this line extends west ward from Bloomington to Peoria 
and eastward from Urbana to Danville, both of w r hich 
are under study in this Report. At Bloomington this 
line connects with the N&W to Peoria, the ICG to 
Freeport and the ICG to Chicago. This line also con¬ 
nects with the ICG Main Line at I>?Roy, the ICG to 
Chicago at Fanner City and with the N&W Line to Chi¬ 
cago at Mansfield. At Urbana, this line also connects 
with the ICG & Dccatur-Chicago line and the N&W 
Main Line. This line was described as potentially ex¬ 
cess in the US DOT Report (see Zones 140, 141, 143 
and 138). 


Traffic and Operating Information 

Stations (with their 1073 carload#) nerved by thin line: 

Urbftnn_-_ 489 

Champaign ———-5,4CC 

Rixing_ 28 

Mahomet- 02 

Mannileld_ 33 

Harris*___—- 154 


Farmer City— 

Watkins- 

Empire -- 

LeRoy- 

Gillum- 

Bloomington -- 
Downs 


Total carloads generated by the line...-8,714 

Average carloads per week -167.8 

Average carloads per mile -—- -- 157,0 

Average carloads per train- -— - 81.1 

1973 operating information: 

Number of round trips per year ... .— 28) 

Estimated time per round trip (hours) - - 12 

Locomotive* horsepower -- 2.000 

Train crew sixe --- —.. 8 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secre¬ 
tary of Transportation’s Rail Service Report in¬ 
dicated that the Champaign County Regional Plan¬ 
ning Council recommended that the P&E be included 
in ConRail. The Supervisor of Mahomet Township 
testified that the 11 carloads of grain shipped from 
Mahomet in 1973 could have been 330 if the cars had 
been available. Tabro & Company generated 121 car¬ 
loads in 1973 and expected to generate 96 carloads in 
1974. 



Information for Une Retention Decision 


Revenue received by PC- 

Average revenue per carload--— 



$3,975.14* 


Variable (avoidable) coat of continued 
Hervlce: 

Cost incurred on the branch line- 779. W- 

Co»t of upgrading branch line to FRA 
da** I (Mo of total upgrading coat). 

Coat Incurred lieyond the branch line-. 8,000,827 


Total variable <avoidable) co#t —- 

Net contribution (loss) : total- 

Average per carload--- 


3. 

lO&M* 


the 

This line would require no upgrading |° m ° 
requirements of the Federal Railroad Adniinh 
minimum safety standards (Class I track bu 
mum safe oi>erating speed of 10 m.p.h). 


Recommendation 

/ Peofi* 

It is recommended tbnt this pot non * c vS tem. 

& Eastern Line be included in the < <»* •” 
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PORTION OF PEORIA & EASTERN LINE 
USRA Line No. 617c 
Penn Central 



This |iortion of the Poor in & Eastern Line, formerly 
|*rt of the New York Central RR, extends from 
Bhmingtop (Milepost 170.5), to Pekin, 111 (Mile¬ 
post 201.0), a distance of SOJi milts, in Tazewell and 
McLean Counties, Ill. A continuation of this line ex¬ 
tends eastward from Bloomington to Danville which 
is also under study in this Rej>ort. The line connects 
with the Peor ia & Pekin Union Ry. to Peoria, the Illi¬ 
nois Terminal RR to Peoria and the AT&SF to Chicago 
it Pekin. At Pekin this line also connects with the Chi- 
’gui Illinois Midlund Ry. to Springfield and the ICG 
tn Springfield and Decatur. This line also connects the 
X&U and the ICG to Freeport and Chicago at Bloom¬ 
ington. 


and Operating Information 

^atior* itvifh their 1973 earloads) served by this Hue 

Drurpr _ 

Ifcot* ___ _ 

t’ertoo _____ 

Twin Onm* _ 

UHy_ 

'larldnaw _ _ 

Trrnu)«it_ 

P*kin __ * ~ -“ 


- 18 


- 81 




- 8,852 

- 64. r. 

.— 109.0 

- 64.5 


6,000 


. 1 w'nodM Prorat'd by the line_ 

i-arloadM p,* r wih>1u _' 

cftHosa, [K . r , Illlp ___. 

_ 

,T-ratl,* Information: 

- 

uZi? r,, " n «> trtp 'bourn >- 

"mwiTi. h«rsi'|Mw#r,_ 

lnln <ww riitp.... .. r 

*9enciei ° V f1CCi RSPO, Shippers, Government 

•hr Cf"" I >pov **T®d at thr hearings conducted by 
rrportc H ; f l ,>Unnin P ^' co ns reflected in their 
ofTnmsnn,. *' . * l<! ^ >,, l , l' r Response to the Secretary 

'his H np jj " M ' m s Service Report” indicated that 
*mt*toChiCTgo ^ M KnU> " a - v ' 88 ,in alternate 

1973 snd I",' "' ^ •' M?r vice (V>. i stimated 4<J carloads in 

‘ Ejects loo carloads by lm 



Information for Line Retention Decision 

Revenue received by PC_ $•>. 060, 008 

Average revenue i**r carload _ $615 

\ a liable (avoidable) cost of continued 
service: 

Toat Incurred on the branch Hue _ 366,122 

Cost of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

coat) - - -- o 

CVwt incurred beyond the branch line._ 1, 322, 173 

Total variable (avoidable) coat ____ 1.088,295 


Net contribution (loss): total— 
Average jK»r carload_ 


— 871,713 

111 


This lino would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I truck, which has a 
maximum safe operating speed of 10 mph). 

Recommendation 

It is recommended that, this portion of the Peoria & 
Eastern Line be included in the ConRail System. 


PORTION OF THE DAVIS TO LENOX LINE 
USRA Line No. 618a 
Penn Central 


ICC to 
Decatur 


u. 



Nftff to Franafort 


PC to Danvdta 


A.* 


\J HATTOOK 


PC Peon. 
S o c oa d ary 
Trade to Docatwr \ 


\ 





ICC to Evantvilla 


ICC to Ca«ra 


PORTION OF DAVIS- *: PC m Tmm Hauif 
LENOX UNE. PC 

PC Cairo BrancA to 
Mount Camd and Ca.ro 


I his poll ion of the Davis to Lenox Line, formerly 
part of the New York Centra! RR, extends from Paris 
(Milepost 89.0). to Mattoon. ///. (Milepost 127.0), a 
distance of 38.0 miles % in Edgar and Coles Counties. Illi¬ 
nois. Continuations of this line, which extend eastward 
from Paris to Terre Haute and westward from Mattoon 
to East St. Louis an* also under study in this Report. 
Connections include: the PC Peoria Secondary Track 
and the PC Cairo Branch at Paris; the Norfolk & West¬ 
ern Main Line from Frankfort to East St. Louis at 
Charleston und the Illinois Central Gulf lines to De¬ 
catur, Chicago, Cairo and Evansville at Mattoon. Both 
of the PC lines are also under study in this Report. This 
line was described as potentially excess in the I T .S. DOT 
Report (see Zone 141). 
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Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Kail Services Planning Office as reflected in their 
reports entitled “The Public Res|smse to the Secretary 
of Transportation’s Kail Service Report’’ indicated 
that Moore Business Forms of Charleston shipped 133 
carloads of paper products in 1973. Moore’s shipping 
costs would escalate $118,570 per year if this line was 
abandoned. Charles Kirchner & Sons generated 30 car¬ 
loads of lumber in 1972 at Kansas, Illinois. They had 
77 carloads in 1973 and were projecting 200 carloads in 
the future. The Ashmore Grain Co. was projecting 200 
to 250 carloads in future years. 

USR A has received correspondence from the Charles¬ 
ton Area Chamber of Commerce in December stating 
that USR A has ignored the voices of industry and agri¬ 
culture which were raised at the Hearings in early 1974. 
The Chamber’s letter listed those firms along the Penn 
Central line which are dependant on rail service. The 
letter asserted that the jobs of 2.100 people are depend¬ 
ent on continued rail service. The letter stated that local 
industry and agriculture should not be forced to bear 
the cost of government-sanctioned penalties for bad 
management of the railroads. 

Information for Line Retention Decision 

This line is required for through freight service, 
therefore local rail sendee will be provided to all ship¬ 
pers located on the line. 

Recommendation 

It is recommended that this portion of the Davis to 
Ixmox line be included in the ConRail System. 


PORTION OF THE DAVIS TO LENOX LINE 
USR A Line No. 618b 
Penn Central 

Cftfl ie Ooca«* 



This portion of the Davis to Lenox Line, formerly 
part of the New York Central RR, extends fmm Mot- 
toon (Milepost 127.0), to Hillsboro , IU. ( Milepost i 
194.0) a distance of 67.0 miles, in Coles, Moultrie,She!- 1 
by, Christian, and Montgomery Counties. Illinois, (’on- j 
tinuations of this line extend eastward from Mnttonn 
to Terre Haute and westward from Hillsboro to Eaa 
St. Louis, which are. also under study in this Report. 
Connections are: the Illinois Central Gulf lines to Chi¬ 
cago, to Decatur. Cairo and Evansville at Mat toon; the 
Chicago & Eastern Illinois RR to Chicago and Joppt 
at Shelby ville; the Baltimore & Ohio to Springfield and 
Flora at Tower Hill and Pana; the Illinois Central 
Gulf to Decatur and Centralia and the Chi< ago & East¬ 
ern Illinois to Chicago at Pana; and the PC Hillsboro 
Running Track at Hillsboro. The PC Hillsboro Run¬ 
ning Track is also under study in this Report. This line 
was described as potentially excess in the l .S. DOT 
Report (see Zones 141 and 145.) 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report indicated that 
Massey-Ferguson of Shelbyville uses this line becitw 
it has no siding on the C & EL The firm projects 16to I 
21 cars. Crest Container Corp. has recently invested 
$34,000 in a new siding at Shelbyville after being 
su red by PC that the line would not be abandoned. Crest 
Container Corp. projected 2,000 cars of new busing 
per year. Continental Can Co. has already invested * 
million in a new $10 million facility at Shell'. I 
Continental Can expects to generate 2,300 carloads* 
their first year. Neal-Cooper Grain Co. shipped lo>cif 
loads at Windsor in 1972, and 308 carloads in 19* 
USR A has received correspondence from Mr- 
James of Inland Supply Co., who registered hi> s****" 
ment as being totally opposed to this abandonnw nt c 
though his firm ships very little of their materia 
rail. 

Information for Lino Rotontion Dotlfion 

This line is required for through bright I 

therefore local rail service will be provide* t« 
pers located on the line. 

Rocommondation 

It is recommended that this portion <>f 
Lenox be included in the ConRail Sy v| 1111 
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PORTION OF THE DAVIS-TO-LENOX LINE 
USRA Line No. 679 
Penn Central 


at Lenox include PC’s East Alton Branch (joint with 
ICG). The PC Hillsboro Running Track is also under 
study. This line was described as |iotentially excess in 
the IT.S. DOT Ke|>ort. (See Zones 145 and 323). 


ft* m L .ufcfl'M m4 UmtU 
«i» » Litcfcfle* ICG * L.tthf.oU PQ» L«cfcSoM 

\+l \ ^ PC to Terre Haute 

* 4 ' -- — \ MU^SftOIIO 



f AIT IT \f 

LOoitrubMOn 

K a {».«Ic U. « . 

umitm 


/ \ f M u Pad* 

Y * ♦* taM **• Law** 

PORTION OF OAVTi- 
:♦ CM* » i»u SI- teeta T0 c g*ox LINE PC 

■*'**“ vl *** t (m*xi M 

Ib EM 1 l Uwi 


’••• • 


This portion of the Davis-to-Lenox Line, formerly 
|*rt of the New York Central HR, extends from Hills¬ 
boro (Milepost 194.0) to K. St. Louis. III. (Milepost 
237.7), a distance of 4J.7 miles, in Montgomery, Madi- 
s.n and St. Clair Counties, Illinois. At Hillsboro, this 
line continues east to Terre Haute and it also connects 
with the PC Hillsboro Running Track. It crosses the 
Burlington Northern to Paducah approximately seven 
miles southeast of Hillsboro: the Norfolk A Western 
Main Line to Hast St. Louis and the Chicago and North¬ 
western to East St. I,ou is cross at Worden; connections 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office ns reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
National Steel was concerned that this route la* kept 
open for the movement of hot rolled coil steel from its 
Granite Steel plant to its Midwest Steel Division plant 
at Portage*. Indiana. 

Information for Line Retention Decision 

This lino is required for through freight sendee, 
therefore local rail service will be provided to all 
shippers located on the line. 

Recommendation 

It is recommended that this |»ortion of the Davis-to- 
Iamiox Line be included in the ConRail System. 
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INDIANA 


Intrastate 


PC 


USRA Terminals 

line number 


USRA Terminals 

lioe number 


*» 

414 

4171417m 

41 $ 

419 

m 

423 

0 

0 

521 

532 

523 

524 
554 
557 
54S 
566 
Mx 
571 
573 

574:574a 

m 

576 

577 
57$ 

STfc 

582 

5M 

M»« 6 i 87 

as. 

» 

MS 

Ml 

Ml 

Ml. 

Mlb 

*»/#W 

Mi 

MS 

M? 

MS 

»>« 

Cl 

6th 

*6623 

60 

61 


Goshen to Ships hew ana 

Hartsdale to East Gary 

Auburn Junction to Waterloo 

Kendallville to State Line 

North Manchester to Mexico 

North Manchester to Columbia City 

Logansport to Culver 

Adams to Decatur 

Decatur to Ridgeville 

New Castle to Richmond 

New Castle to Anderson 

Anderson to El wood 

Klwood to Kokomo 

Richmond to Lynn 

Lynn to Ridgeville 

Ben Davis to Groenc&stle 

( ircencaatle to Braxil 

Braxil to Terre Haute 

Gedar Grove to Brookvillc 

Beeson to Conners ville 

l^banon to Brant 

Lebanon to Lafayette 

Lafayette to Templeton (NAW Trackage 
Rights) 

Templeton to ShefT 

Emporia to Knightstown 

Knightstown to Carthage 

Columbus to Flat Rock 

Kenna to Shdbyville 

Shdbyvillc to North Rushville 

Madison Secondary Track at Columbus 

North Vernon to North Madison 

North Madison to Madison 

Cory to Worthington 

Martinsville to Rincon Junction 

lUncon Junction to Thomas 

Thomas to Buckskin 

Buckskin to Evansville 

Buckskin to Lynnville 

Duff Junction to Washington 

Rincon to Sandbom 

Sandbom to Bickncil 

^ a v eland to Crawfords ville 

franklin to Columbus 

Jeffersonville to Watson 

Jt ffersmiville to New Albany 

Lebanon to Fisherburg 

1 ifner to Kenneth 

Richmond to Indianapolis 

Lebanon to Clermont 

North Judson to Hartsdalc 


700 Columbia City Secondary Track at North 

Manchester 

Interstate 

PC 

Indiana to Illinois 

•*>77a Sheff, Ind. to Kankakee, Ill. 

604 Highlands, Ind. to Danville, Ill. 

612 Skelton, Ind. to Mt. Carmel, Ill. 

616 Clermont, Ind. to Danville, III. 

018 Terre Haute, Ind. to Paris, Ill. 

Indiana to Ohio 

520a Richmond, Ind. to Eaton, Ohio. 

554 Hunter, Ind. to Glen Kara, Ohio 

571a Valley Junction, Ind. to Cedar Grove, Ohio. 

638 Richmond, Ind. to New Paris, Ohio 

Indiana to Michigan 

HOI South of Angola, Ind. to Montgomery, Mich. 

467 Michigan City, Ind. to Buchanan, Mich. 

637 South Bend, Ind. to Nile*, Mich. 

Indiana to Kentucky 

620/620n/620b Columbus, Ind. to Louisville, Ky. 


SHIPSHEWANA BRANCH 

USRA Line No. 399 

Penn Central 

SHIPSHEWANA 

PC Chicago 
Buffalo line 


To Elkhart 

PC Michigan Branch tt> 

Warsaw and Marion 

The Shipshewana Branch, formerly part of the New 
York Central RR, extends from Gosfien (Milepost 0.2), 
to Shipahettxtna, Ind . (Milepost 16.7) a distance of 16£ 
mito* in Elkhart and La Grange Counties, Indiana. 
This line connects at Goshen with the Penn Central’s 



431 




















9772 

Chicago-Buffalo line and with the PC Michigan Branch 
to Warsaw and Marion. Penn Central has filed a peti¬ 
tion to abandon this line. ICC Docket No. AB-5 Sub. 
197. This line was described as potentially excess in the 
U.S. DOT Report (see Zone 1 15). 

Traffic and Operating Information 

Station* (with their 1973 carloads) served by this 
line: 

Middleburg --- IT# 

Shipshewnna ---- 275 

Goa hen 1 —_-—-——- 25 


Total carloads generated by the line- 478 

Average carloads per week™- 9.2 

Average carloads per mile- 28. 6 

Average carloads per train-—- 9. 6 

1973 operating information: 

Number of round trip* j»er year™.—-- 50 

Estimated time per round trip (hour*)- 7.0 

Locomotive horsepower---—-b 500 

Train crew sloe-——-— 5 

1 Includes only shippers on this segment. 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
local citizens tried to buy this line in 1967, but were dis¬ 
couraged when PC raised the price. Indiana and Michi¬ 
gan Electric Co. stated that they need this line in order 
to move 49 and 39 ton turbine rotors and a 100 ton gen¬ 
erator rotor into its Mishawaka plant. Apparently, no 
coal is used at this facility. Coachmen Industries and 
Middleburg Moldings both stated their need for mil 
service. The Governor’s Rail Task Force in Indiana 
stated that this line has an estimated $45,237 profit from 
$109,106 of branch revenues in 1973. The Task Force 
estimated rehabilitation costs for this line at $370,000. 
If the line were abandoned, 30 jobs were estimated to be 
lost with a wage impact of $255,000. The Task Force 
stated that 1.453 cars were generated at Goshen, 181 at 
Middleburg, and 275 at Shipshewana. 

Information for Line Retention Decision 


Revenue received by PC- $115.2*10 

Average revenue per carload- $241 


Variable (avoidable) cost of continued 
service: 

CoKt Incurred on the branch line_ 155. 781 

Coat of upgrading branch line to FRA 
Class I (1/10 of total ui>grading 

cost)___ 30, 371 

Cost Incurred beyond the branch 
line__ 30.026 


Total variable (avoidable) cost_ 236,178 


Net contribution (loss): total_—_ (120.8&, 

Average per carload___ ( 253 ) 


This line would require upgrading to meet the r*. 
quirements of the Federal Railroad Administration* 
minimum safety standards (Cluss I track, which h» 
a maximum safe operating speed of 10 mph). Baawi 
on available information, this upgrading would in¬ 
clude the replacement of a totul of 5£00 crosstits (iq 
average of 311 crossties per mile). 

Preliminary Recommendation 

It is not recommended that the Shipshewana Branch 
be included in the ConBail System. Continued opera¬ 
tion of this line would require a rail service continua¬ 
tion subsidy. Under 1973 traffic, revenue and cost levels, 
this line generates an annual excess financial burden 
amounting to $120,938 or $253 per carload. Recovery of 
costs would require approximately a two-fold increase in 
traffic or a 105 percent rate increase over the 1973 levels 


PORTION OF JOLIET BRANCH 
USRA Line No. 414 
Penn Central 


PC •»»<* 
to PofUf \ 



This portion of the Joliet Branch, formerly P s * ‘ 
the New York Central RR, extends from Ea* “g 
(Milepost 0.0) to Hartsdalc, lnd. (Milcport 12. ’ 
tanee of 12J) miles, in Lake County. Indiana. Iiw* 
continues beyond Hartsdalc to Chicago ' p_ n 

teson and Joliet. At East Gary, it connects " *' ‘'’’ ^ 
Central Ivanhoe Branch at Liverpool "’ - n 
to Pittsburgh and at South Gan’ with the i ^ 
line to Fort Wayne. At Griffith the linesof the ,V_ 
and GTW cross, ns do two Elgin- Joliet an . 
lines which converge and parallel this l " e ^ 
Hartsdalc. At Hnrtsdnle, Penn Central 
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Logansport and Danville cross, the latter also being 
tiwiprstudy in this Report. This line was not described 
15 potentially excess in the U. S. DOT Report (see Zone 
ISO), 

Traffic and Operating Information 

Stations (with their 1973 carload*) served by this line: 


Llrerpool- 3 

Eo&».——----- 8 

Soath Gary---— 12 

Griffith- 11 

East Gary 1 - 180 


Total carloads generated by the line_ 216 

ATfroje carloads per week-* 4. 2 

Ann*? carload* per mil©- 16. 9 

Average carloads per train- 4. 2 

IW3operating Information : 

Number of round trips per year ___ 52 

Estimated time per round trip (hours) _ 3.0 

Locomotive horsepower_ 1.500 

Train crew nixe_____ 5 

*Iwclod#-* only traffic on segment. 


Recommendation 

It is recommended that this portion of the Joliet 
Branch from Milt post OX) to Milepost OjG be included 
in the ConRail System. 

Preliminary Recommendation 

It is not recommended that this portion of the Joliet 
Branch from Milepost J) <6 to 12J& be included in the 
ConRail System. Continued operation of this line would 
require a rail sendee continuation subsidy. Under 1973 
traffic, revenue and cost levels, this line generates an 
annual excess financial burden amounting to $79,970 or 
$2,352 per carload. Recovery of costs would require ap¬ 
proximately a 16-fold increase in traffic or an 890 
percent rate increase over the 1973 levels. 


PORTION OF WATERLOO BRANCH 
USRA Line No. 417/417a 


Information Provided by RSPO, Shippers, Government 

Agencies 

Xo specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled “The 
Public Response to the Secretary of Transportation’s 
R»il Service Report.” The Governor’s Rail Task Force 
recommended abandonment of this line. 


Information for Line Retention Decision 


Bwcnn* received by PC _ $39,624 

Aret**e revenue per carload_ $1S3 


Tillable <avoidable) cost of continued 
•frvlce: 

C<w '‘“currod on the branch line_98.566 

C# * «f npgnwliug branch line to FRA Class 

I (l/lo <.r total upgrading cost)_ O 

‘ 'St Incurred ivynnd the branch line_ 24.084 

T «il variable (cost nvoldatde).... 122,650 


*«metrtbBtlon (loss): total_(83.026) 

^Wper carload..... (384) 

I line would require no upgrading to meet the re¬ 
crements of the Federal Railroad Administration’s 
| ' nimum ^fay standards (Class I track, which has a 
^'mum safe operating speed of 10 m.p.h.). Although 
Inn' / *" Pnt ’ ro l' ne generates a loss, service to the 
* tom Milepost 0.0 to Milepost 0.6 (serving some 
N af Gnty and F.ast Gary who generated 182 car- 
| tfieol" " 0l| ld generate $30,637 in revenue and 
" 009 * s w >th a resulting loss of only $3,056 or 
j f ..* T Cftr ^°*d. A 30 percent growth in traffic or a 10 
m rate increase would mnke this portion of the 
^ fintnpla lly Self sufficient. 


Penn Central 


PC to Chicago 

* WATERLOO 


B&0 


4.9 mites 
to Chica$o 




PC to Buffalo 


PORTION OF 
PC WATERLOO BRANCH 


Auburn 

AUBURN # 
JUNCTION 


B&0 to Pittsburgh 


This portion of the Waterloo Branch, formerly part 
of the New York Central RR, extends from 
Junction (Milepost 20 . 1 ) to Waterloo , fnd. (Milepost 
25.0), a distance of .[J) miles . in De Kalb County, Indi¬ 
ana. This line has two parts; the Waterloo-Auburn 
.Function link connecting the PC's Chicago-ButTalo line 
to the BAO Chicago-Pittsburgh line and the smaller line 
from Auburn Junction to Auburn. This line was not 
shown in the U.S. DOT Report (see Zone 115). 

Traffic and Operating Information 

Station* (with their 1973 carloads) served by this line: 


Auburn 1 ___.... 269 

Auburn Junction____ l 


Total carloads generated by the line_-_ 270 

Average carloads per week______ 5.2 

Average carloads i»er mile_ 49.1 

Average carloads per train_ 3.6 
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1973 operating Information: 

Number of round trip* per year- 75 

Estimated time per round trip (hours)- 5 

lx>eomotlve horsepower—-1* 500 

Train crew also----- 4 

> Includes only shipper* on segment. 

Information Provided by RSPO, Shippers, Government 
Agencies^ 


Information provided at the. hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report'* indicated that 
the (*oo|>er Tire and Rubber Company reported that 
Cooper Industrial Products, Inc. would face increased 
production costs if it lost rail service. The impact that 
this additional cost would have on Cooper's competitive 
position would lx; quite serious. Auburn Foundry, Inc. 
stated that it would l>c impossible to receive inbound 
shipments of bentonite clay, lignite, and coke and heat 
resistant linings via motor carriers. Total estimated 
shipments in 1973 totaled 884 carloads and firms antici¬ 
pate increased rail use in the future. 

The Governor’s Rail Task Force reported that PC 
received $61,395 in gross freight revenues from the line, 
paid $18,785 in branch costs hence their estimated profit 
was £4*2,610. The Task Force also estimated the rehabili¬ 
tation costs which totaled $67,639* Additionally, they 
noted the loss of 15 jobs should service be curtailed. 
The Task Force recommends inclusion of this line into 
the Final System Plan. 

Information for Line Retention Decision 

Revenue received by PC _.. 954.878 

Average revenue i»er carload - $203 

Variable (avoidable) cost of continued serv¬ 
ice: 

Cost incurred on I he brand) line _.... <39. 600 

(* 08 t of upgrading brand) line to FRA 
Cla** 1: (1/10 of total upgrading 

cost) _ 12.327 

Cost Incurred beyond the branch line _ 35.890 

Total variable (avoidable) cost __ 117.889 


linuetl operation of this line would require a rail amict 
continuation subsidy. Under 1973 traffic, revenue ind 
cost levels, this line generates an annual excess finaocitl 
burden amounting to §63.01(5 or $233 per carload. lir 
covcry of costs would require approximately a three¬ 
fold increase in traffic ora 115 percent rate increase over 
the 1973 levels. 


PORTION OF GR&I BRANCH 
USRA Line No. 418 


Penn Central 


PC to Sturgis and Nottawa 


STATE LINE 


J« PORTION OF PC 
25.4 miles! GR & I BRANCH 


N&W to Chicago 


N&W to Toledo 

r/ 


[ Wolcottvillc 

r_ ^ 

liTENDALLVILLE 


PC Chicago* 
Buffalo Noo 


PC to Elkhart | 

i 4 


PC to Fort Wayne 


This portion of the (tR&I Branch, formerly |>art of 
the Pennsylvania RR, extends f mux Kendall 
post 1*21.0) to the Michigan State fine (Milc|X>?t ilM). 
a distance of £54 wife*. in Noble and Ln(?rtutg* t 
ties, Indiana. This line is part of the Penn Centra^ 
(vR&l Branch which continues south to tm* 
and north to Nottawa. At Kendallvillc. the 1 1 $ ^ 
hart-Toledo line crosses and at Wolcott vi He. Hie • " 
folk and Western Rv. connects with this lino. 
tral lias file<l petitions to abandon this line: I< ( ^ r 
No. AB-5, Sub. 1&2,I\SRA Docket Ko.75-% 
was described as potentially excess in the I 
Rejxirt (see Zone 115). 


Not contribution (loss): total- (03,016) 

Average per carload- (233) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Glass I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 1974 crossties (an average 
of 359 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Water¬ 
loo Branch lx* included in the ConRail System. Con- 


Traffic and Operating Information 

Station* (with their 1973 carloads) served I* # 

Wolcott v| lie —--—--- $42 

La (•rnuge -— -‘** - 57 

433 

Total carload* generated by the line . 

Average carload* per wwli --—.” 17 .! 

Average carload* f>er mile --—. 17 

Average carload* per train— --—- 

1973 operating Information: _ 599 

Number of round trip* i>cr year.-. --M 

E*tiniated time per round trip (hoars)- —. j,000 

Locomotive horse|»o'ver —-— - ^ 5 

Train crew *ize-- - 
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InformoHon Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report’’ indicated that 
i majority of the shippers submitting testimony are 
located at either Kendallvillc, Ind.. or Sturgis, Mich¬ 
igan. Firms located between Kendallvillc and the State 
line are found in Wolcottville, LaGrange, and Howe. 
The Wolcottville Grain Co. stated that they generated 
^ carload? in 1973. Six firms from the LaGrange area 
submitted data. Duo-therm showed 365 carloads of air 
conditioning and auto heating parts in 1972, and 271 
carloads in 1973. LaGrange Farm Bureau, Home Grain, 
Umpbright Hatchery and Ohio Table Pool generated 
i total of 98 cars in 1973. The Reith Reilly Construction 
Co. projected 500 carloads, but did not specify when 
this business would begin. Service at Wolcottville is 
provided also by the NAW. The Brighton Mushroom 
0». and Northern Cashway Lumber of Howe col¬ 
lectively generated 56 carloads in 1973. 

The State of Indiana in its report: VSR A SE(J- 
MESTS IN INDIANA: State A nalysis and Recom- 
wndation* reached a conclusion that, this line in its 
entirety between Kendallvillc and the State line was 
profitable by $510 per mile or $13,269 (total segment). 
Estimated rehabilitation costs were estimated to be 
SJO.OOO. Indiana credited this branch with 1,607 total 
aroat Kendallville, 0 at Wolcottville, 343 at LnGrange. 
>ad 58 at Howe. Letters objecting to the 304(f) aban¬ 
donment proceedings concentrated on disruption of 
mtss at LaGrange. Indiana. 

btformotion for Lina Retention Decision 

S» T faite rtcrtreil by PC_ $ 105 , M2 

rrrpooe per carload_ $244 

brliNii (avoid*We) coat of continued 
*n1«: 

incurred on the branch llne„. 200.757 

® f °P<tradlnK branch line to FRA 

(1/10 of total U|«radlngco 8 t). 43, 530 

** (warred beyond the branch line _ 61.060 

Tr ' tal triable (avoidable) coat. 306. 256 

^roatrlbotion (low) total- (290. 414) 

''t* Per carload_ ( 671 ) 

•niro^ W0U ^ re Tiire upgrading to meet the re- 
®iiriir"'" tS federal Railroad Administration’s 

llni . Um “Hv standards (Class I Track, which has 
,T »ilab| MH ^ ^ °P cnif ing speed of 10 mph). Based on 
reni _ ln ^ ornm ** on « this upgrading would include 
acenient of a total of 6,500 crossties (nn overage 
toasties per mile). 


Preliminary Recommendation 

It is not recommended that this portion of the GR&I 
Branch be included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial 
burden amounting to $290,414 or $671 per carload. 
Recovery of costs would require approximately a seven¬ 
fold increase in traffic or a 275 percent rate increase 
over the 1973 levels. Costs may also be reduced by re¬ 
ducing frequency, although this alone will not make the 
line viable. 


COLUMBIA CITY SECONDARY TRACK 
USRA Line No. 419 
Penn Central 


PC t» Co than 



The Columbia City Secondary Track, formerly part 
of the Pennsylvania RR. extends from Mexico (Mile¬ 
post 14.3) to North Manchester , Ind. (Milepost 37.2), a 
distance of 223 miles , in Miami and Wabash Counties, 
Ind. This line connects at North Manchester with PC’s 
Michigan Branch. At Newton, it connects with the Erie 
Lackawanna line from Chicago to Hoboken. The Nor¬ 
folk & Western Railroad’s Michigan Citv-Indianapolis 
Line connects with this line at Denver. Penn Central 
has filed a petition to abandon this line (ICC Docket 
No. AB-5, Sub. 24; USRA Docket No. 75-49). This 
line was described as potentially excess in the U.S. DOT 
Report (see Zone 117). 

Traffic and Operating Information 

Station* (with their 1073 carloads) served by this line: 


Roann_ 52 

Thill . 7 

Denver _ 7 

Mexico . 80 


Total carload* generated by the line_ 155 
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Average carloads per week- 3. 0 

Average carloads per mile- 6.8 

Average carloads per train-—-— 1-6 

1973 operating information: 

Number of round trips per year--- 100 

Estimated time per round trip (hours)- 6.0 

Locomotive horsepower-1# 000 

Train crew sire.™- 6 


Information Provided by R5PO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office, as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” by the Mexico 
Elevator Company indicated that it generated 119 car¬ 
loads of grain in 1973, that trucks could not handle the 
volume of grain that must be shipped and that, even 
if trucks were available, the increased costs of shipping 
the grain would be $36,000 annually. The report pre¬ 
pared by the Governors Task Force, State of Indiana 
indicated that the line lost $6,954 in 1973 and requires 
rehabilitation costing $546,720. 


Information for Line Retention Decision 

Rerenue received by PC_ $70. 990 

Average revenue per carload_ $497 

Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch line_186, 672 

Cost of upgrading branch line to FRA Clasa 

I: (1/10 of total upgrading cost).—™ 53, 208 

Cost Incurred beyond the branch line_ 52.590 

Total variable (avoidable) cost- 292,470 

Net contribution (loss) : total-(215,480) 

Average per carload-(1,390) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Rased on 
available information, this upgrading would include 
the replacement of a total of 9,900 crossties (an average 
of 432 crossties per mile). 

Preliminary Recommendation 

It is not recommended that the Columbia City Sec¬ 
ondary Track be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail serv¬ 
ice continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $215,480 or $1,390 per carload. Re¬ 
cover}' of costs would require approximately a nine¬ 
fold increase in traffic or a 280 percent rate increase 
over the 1973 levels. 


COLUMBIA CITY SECONDARY TRACK 
USRA Line No. 420 
Penn Central 



PORTION OF 

COLUMBIA CITY SECONDARY 
TRACK. PC 

I 

PC to Goshon t| 

I 

f*-H. Mxncheiter Milepost 3J.( 
'N. MANCHESTER 
1 I* PC to Mxnon 

PC to Mexico 


COLUMBIA CITY 
(VANDALS 

T ** 

PC to 

Nft to Ft *<r« 


This portion of the Columbia City Secondary Track, 
formerly part of the Pennsylvania RE, extends from 
Columbia City (Vandale) (Milepost 55.3) to Sorth 
Manchester , Ind. (Milepost 38.0). a distance of 17 J 
miles , in Whitley. Kosciusko and Wabash Counties. 
Indiana. A continuation of this line extends from X. 
Manchester to Mexico, which segment is also under 
study in this Report. At Columbia City, this line con¬ 
nects with the PC’s Chicago-Pittsburgh line and at X. 
Manchester with the PC’s Anderson-Goshen line. Thi‘ 
line was described as potentially excess in the U-S. DOT 
Report (see Zones 115 and 117). 

Information Provided by RSPO, Shipper*, Government 
Agencies 

X'o specific information concerning this line was P 1 ^ 
vided at the hearings conducted by the Rail 
Planning Office as reflected in their reports entity- 
“The Public Response to the Secretary of Frans port* 
tiou’s Rail Service Report.” 

Information for line Retention Decision 

The ICC approved this line for’abandonment ® 
April 12, 1973 (Docket Xo. AB-5 Sub. Xo. 2 0- ^ 

Ireen kept in service to handle traffic grnernu 
USRA segment Xo. 419. 

Preliminary Recommendation 

It is not recommended that this portion of tin 
bin City Secondary be included in the (<>n Ul1 
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PORTION OF CULVER SECONDARY TRACK 
USRA Line No. 423 
Penn Central 


EL 


CULVER f - 

to Chicago 1 EL to Marion 

j*. 


|Dc Long 
C&O to Chicago I 

iKcwanna 

PORTION. CULVER 
SECONDARY TRACK. PC 


32.7 miles 


j >■ 

I C&O to 


Cincinnati 


LOGANSPORT I n&W jo Fort Wa/ne 

(FERN) 1 --7 

„ Van.' 

PC u Chicago 

and Effner ' 


^ \ PC to Columbus , Ohio 
N&W to St. Louis . and Anderson. Ind. 

PC to Indianapolis 


This portion of the Culver Secondary Track, for¬ 
merly part of the Pennsylvania RR. extends from 
byentport (Milepost 115.9) to Culver, Ind. (Milepost 
Ui6), a distance of 32.7 miles, in Cass, Fulton and 
Hushall Counties, Ind. At Logansport this line eon- 
wts with the PC ('hicago-to-Columbus line, the Nor* 
^ k Western Rv, and the I&F Branch. PC. Kcwanna 
“*rved by the Chesapeake & Ohio Ry’s Ohieago-Cin- 
"-nnati line and De Long is served by the Erie-Lacka- 
Ry’s Chicago-Marion, Ohio line. This line was 
“scribed as potentially excess in the IT.S. DOT Report 
l! «Zones 117 and 129). Penn Central has filed peti- 
J* t0 »band«n this line (ICC Docket No. AB-5 
**• 107 USRA Docket No. 75-36). 

on< * Operating Information 

their 1073 carloads) served by this line: 

- 20 



senerated by the line.. 146 

i* r train- 8.7 

*w»Tw t^ nd ,rip * per ye#r - 40 

Uco m ,. tt _ ** r f ound trip (hours) - ao 

s£ * . . . — «•*» 

RSPO, Shippers, Government 

▼ided It »\ ^ orma tion concerning this line was pro- 
e firings conducted bv the Rail Services 


Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report,” Information received by 
USRA staff indicated that this, like other rural branch 
lines, is considered important to the shippers of agri¬ 
cultural inputs not conducive to other modes such as 
potash and anhydrous ammonia. 

Information for Line Retention Decision 

Revenue received by PC__ $64,558 

Average revenue per carload_ $442 


Variable (avoidable) cost of continued serv¬ 
ice: 

Cost incurred on the branch line_ 224, 206 

Cost of upgrading branch line to FRA Claas 

I (1/10 of total upgrading cost)_ 75,106 

Cost Incurred beyond the branch line_ 42, 650 


Total variable (avoidable) cost_ 341,961 

Net contribution (loss): total_(277,403) 

Average per carload- - - (1,900) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). 

Preliminary Recommendation 

It is not recommended that this portion of the Culver 
Secondary Track be included in the ConRail System. 
Continued operation of this line would require a rail 
service continuation subsidy. Under 1973 traffic revenue 
and cost levels, this line generates an annual excess 
financial burden amounting to $277,403 or $1,900 per 
carload. Recovery of cost would require approximately 
a thirteen-fold increase in traffic or a 430 percent rate 
increase over the 1973 levels. 


FT. WAYNE SECONDARY TRACK 
USRA Line No. 428 
Penn Central 


PC to Fort Wayne 
and Chicago 


IS.9 mile* 


EL to Chicago 

- £ 


• — ADAMS 




PC to Pittsburgh 


FORT WAYME 
SECONDARY TRACK. PC 


DECATUR Jf L * Man0 "‘ 0h ‘° 
s - 


N&W to Frankfort 


N&W to Delphot 
* PC to Ridgevilt* 
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The Ft. Wayne Secondary Track, formerly part of 
the Pennsylvania RR. extends from Decatur (Milepost 
70.7) to Adams. Ind. (Milepost 86.6), a distance of 
15S) miles , in Allen and Adams Counties, Ind. This line 
runs south from the Penn Central Chicago-Pittsburgh 
line nt Adams just east of Fort Wayne. Below Decatur 
it continues to Ridgcville, and is also under study in 
this report. The EL Chieago-Marion, Ohio line and the 
NSW Marion, Ind. to Delphos. Ohio line cross at De¬ 
catur. This line was described ns potentially excess in 
the U.S. DOT Report (see Zones 116 and 117). 


Recommendation 

It is recommended that the Ft. Wayne Secondary 
Track be included in the ConRail System. 


RIDGEVILLE SECONDARY TRACK 
USRA Line No. 429 
Penn Central 

PC CD 4 Fan 


Traffic and Operating Information 


Stations (with their 1973 carloads) served by this line: 

Decatur 1 _7.693 

Williams_ 39 

Hoag land_—- 10 


Total carloads generated by the line-7, 742 

Average carloads per week--— 148.9 

Average carloads per mile_ 486.9 

Average carloads per train- 31.0 

1973 operating information: 

Number of round trips per year- 250 

Estimated time per round trip (hours)- 10.0 

Locomotive horsepower-1,000 

Train crew size_ 5 

11ncludes only truffle on segment. 



Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Sendees Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report* indicated that 
abandonment of this line might result in the termina¬ 
tion of several jobs. The Central Soya Company of De¬ 
catur has invested $20 million in rail equipment includ¬ 
ing a fleet of jumbo hopper cars. 

Information for Line Retention Decision 


Revenue received by PC.™-$3.565,884 

Average revenue per carload__ $461 


Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line - 482. 294 

Cost of upgrading branch Une to FRA 
Class I: (1/10 of total upgrading 

cost) .—. - 0 

Cost Incurred beyond the branch line. 2. 877, 414 

Total variable (avoidable) cost _— 3,359,708 


Net contribution (loss) total_ 206.176 

Average per carload_ 27 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimm safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). 


The Ridgeville Secondary Track, formerly part-of the 
Pennsylvania RR, extends from Ridgeville (Mile¬ 
post 33.0) to Decatur , Ind. (Milepost 70.7), a distance 
of 37.7 miles , in Adams, Jay and Randolph Counties. 
Ind. This line continues south to Richmond and north 
(as the Ft. Wayne secondary track). Both extensions 
are also under study in this report. X&AY lines cross at 
Decatur and Portland: the EL Chieago-Marion, Ohio 
line crosses at Decatur and there is a connection vita 
the Penn Central’s Chicago-Columbus line at Ridge- 
ville. Penn Central has filed a petition to abandon 
section of this line between Portland and Monroe ( 
Docket Xo. AB-5, Sub. 139). This line was describe 
as potentially excess in the U.S. D01 Report 
Zones 117 and 120). 

Traffic and Operating Information 

Stations (with their 1973 carload*) served by this line ^ 

Collett _ 3# 

Portland -*-’ 5 

B riant- 66 

Geneva -—-—-- 

Berne - 106 

Decatur’ _ 32 

Ridgeville 1 - - 

773 

Total carloads generated by the line ^ 14.9 

Average carloads per week -“ _20 & 

Average carloads per mile-_ 

Average carload* per train -- 
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tfl$of*ntins Information: 

Xambcr of round trips per year- 200 

Estimated time per round trip (hours)- 11.0 

Locoootive horsepower -1.000 

tnin crew sire- 5 

! Uarludf* only Cradle on this ncgnicnt. 


Information Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by the 
Bail Services Planning Office as reflected in their re¬ 
ports entitled u The Public Response to the Secretary 
of Transportation's Rail Service Report” indicated 
till there are prospects for substantial increases in fil¬ 
ter* business if better service and more cars were avail- 
able* The Adams County Farm Bureau shipped and 
received about 7 thousand tons in 1973. With better 
service and car availability this could be in the 32,000- 
! 40/KK) ton range. 

Toe Governor’s Task Force found that the Ridge- 
[tilk-Adams Line operates at a substantial profit; its 
i ibmdonment would cause the loss of 135 jobs, and 
recommends inclusion in the Final System Plan. (This 
line is only a portion of a longer line analyzed by the 
I Site of Indiana.) 

, MoffliaHon for Line Retention Decision 

received by PC_ $310,397 

ton# revenue per carload _ $402 

MiriibSe (avoidable) coat of continued 
terrice: 

I Incurred on the branch line_493.975 

I of upgrading branch line to FRA 

I C1a« I i l/io of total tisvrading coat _ 3ft. 610 

C< * Incurred beyond the branch line_134.815 


Total variable (avoidable) cost_ _ 667,406 

contribution riowri total _ (357.009) 

ton# per carload_ _ (432) 

This line would require upgrading to meet the re- 
V^ments of the Federal Railroad Administration’s 
® r ‘inmiu safety standards (Class I track, which has a 
util grating speed of 10 m.p.h). Based on 

LV information, this upgrading would include 
j acement of a total of 280 crossties (an average 

^crosstiespernule), 

binary Recommendation 

Trvk rCCOm mended that the Ridgcville Secondary 

^ntir° >nC ' 1l< ? e ^ * n ^ on R»il System. Continued 

twilit ^ ' vou ^ require a rail service con- 

^ * n ^ er traffic, revenue and cost 

^rdrr lb * n °. ^ nerates annual excess financial 

arn ^ unt ' n " to $357,009 or $462 per carload. 

^:° cost /' would require approximately a 170 

L* [\ U ^!, a ' So * n ^ ra ® c or a 115 percent rate increase 

M^ine f ^ ^ Ve ^ s * may also be reduced by 

ti*W * ^I lll? ncy, although this alone will not make 
I viable. 


PORTION OF RICHMOND BRANCH 
USRA Line No. 521 
Penn Central 



This portion of the Richmond Branch, formerly part 
of the Pennsylvania RR, extends from Richmond (Mile¬ 
post 77.5) to New Cattle, Ind. (Milepost 100.5), a dis¬ 
tance of 23J0 mi 7c*, in Wayne and Henry Counties, In¬ 
diana. This is a segment of the Richmond Branch of the 
PC’s line from Logansport, Ind. to Cincinnati, Ohio. 
Parts of the northern and southern continuation of this 
“Richmond Branch” are also under study in this Report. 
Other lines serving Richmond are: C&O Cincinnati to 
Muncie; PC Richmond to Ft Wayne (portions of which 
are also understudy in this Rej>ort); and PC Columbus, 
Ohio to Indianapolis, which is also under study in this 
Report. Penn Central has filed a petition to abandon 
this line (I.C.C. Docket Xo. AB-5 Sulu 131/132; USRA 
Docket Xo. 75-39), This line was described as poten¬ 
tially excess in the U.S. DOT Report (see Zone 120). 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Greens Fork _ 0 

Hagerstown _ 21 

Millville _ 0 

Richmond 1 _ 101 


Total carloads generated by the line__ 122 

Average carloads per week_ 2. 3 

Average carloads per mile___ 5.3 

Average carloads per train- Z 3 

1973 ot>eratlng information: 

Number of round trips per year_- 52 

Estimated time per round trip (hours)_ 3.5 

Locomotive horsepower_1. 750 

Train crew size__ 4 

1 Includes onlj traffic on segment. 


Information Provided by RSPO r Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
report entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report” by Helen A. 
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Lowers of Green Fork indicated that she favors aban¬ 
donment. Her testimony indicated that she has a rever¬ 
sionary interest in the right-of-way and that her family 
has paid taxes on the property to the railroad for some 
32 years. She stated that there is only one slow move¬ 
ment along the tracks per week and that the railroad has 
failed to maintain the property or protect abutting land 
owners. 

The New Castle Metal Casting Plant Perfect Circle 
Division of Dana Corporation expressed concern about 
the line segment between New Castle and Hagerstown. 

The Corporation received 81 carloads of sand in 1973 
and feels its car use could double within the next year 
due to a plant expansion. 

The Wayne County Farm Bureau Cooperative Asso¬ 
ciation of Richmond is also concerned. In 1973 they un¬ 
loaded 21 cars of fertilizer and could have used 100 
hopper cars of grain if service had been available. Rail 
movement of grain means 10 cents more per bushel for 
the farmer. Moving fertilizer by truck inbound could 
add $10 per ton to the fanner’s cost. Farmers have in¬ 
vested approximately half a million dollars at this loca¬ 
tion. According to the Governors Rail Task Force, em¬ 
ployment lost would be forty-five jobs representing 
$382,608 in wages. 

The Task Force concludes that this line currently 
operates at a loss and should be abandoned. 

Information for Line Retention Decision 


Revenue received by PC- $33. 270 

Average revenue per carload__—- $273 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line-157, M6 

Cost of upgrading branch line to FRA 
class I (1/10 of total upgrading 

cost)_ 10,608 

Cost Incurred beyond the branch line- 14.001 


Total variable (avoidable) cost- 188, 555 


Net contribution (loss): Total--- (155,285) 

Average per carload- (1,273) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). Based 
on available information, this upgrading would include 
the replacement of a total of 1,080 crossties (an average 
of 47 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Rich¬ 
mond Branch be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $155,285 or $1,273 per carload. 


Recovery of costs would require approximately a seven, 
fold increase in traffic or a 465 percent rate iacmse 
over the 1973 levels. 


PORTION OF RICHMOND BRANCH 
USRA Line No. 522 
Penn Central 


\ 

\ PC to El***rt 



This portion of the Richmond Branch, formerly put! 
of the Pennsylvania RR, extends from Ne\t Corfu 
(Milepost 100.5) to Anderson, Ind. (Milepost 1-1-^M 
a distance of 21J) mtVe*, in Henry and Madison Coun^ 
ties, Indiana. This line is part of Penn Central 8 Lopms-j 
port to Cincinnati line; both the northern and 
continuations of this line are also under study ini ®j 
Report. The PC Clevelnnd-to- Indianapolis line and tne 
Michigan Branch to Elkhart cross at Anderson. * 
N4W lines to Muncie, Rushville and Connersville cfo®j 
• at New Castle, as does the PC's Springfield-Indianapo is 
line, which is also under study in this Report. Thu 
was described as potentially excess in the I 
Report (see Zones 119 and 120). 

Traffic and Operating Information 

Stations (with their 1973 carloads) aerved by thl* W*. ^ j 

New Castle 1 _~ fli 

Sulphur Spring - iS; 

Honey Creek --•-* 

Middletown - ilffu 

_Tt^i 

Total carloads generated by the line - _ &fl 

Average carloads per week-- -* ^ 213-0| 

Average carloads per mile - - 22-4i 

Average carloads per train- -~ 

1973 operating Information: 305 

Number of round trips tier year—— -^ * 

Estimated time per round trip (hours) — 1*730] 

Locomotive horsepower -—- 

Tralu crew size - 

1 Includes only truffle on segment. 
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Information Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
rrports entitled “The Public Response to the Secretary 
of Transportation s Rail Service Report" indicated that 
ibf Sew Castle to Anderson line is used by both indus- 
triiland agricultural shippers. Wilson Grain Elevator, 
Inc. at Sulphur Springs will not increase its storage 
capacity as planned until it is assured of continued rail 


arocf. 

Tike Henry County Farm Bureau Cooperative As* 
soriation. operator of a fertilizer plant at Honey ('reek 
null grain manufacturing plant at New Castle, receives 
fertilizer from Florida and Canada. The Association 
Miens truck shipments would be costly and difficult. 
U* of trucks might cause the Honey Creek plant to 
do* because trucks require more storage and the avail- 
ihility of sufficient equipment is doubtful. 

Tlw Association as well as Wilson Grain reported 
poor service from the PC because of an inability to fur¬ 
nish sufficient rail cars ns needed. 

Liebhnrdt Mills, Inc., shipped between 26 and 44 car- 
h*ds in 1973. They indicated its plant could not utilize 
tracks been use of restrictive rate structures and would 
be forced to close if rail sendee were discontinued. 

Allegheny Lmllum Steel shipped 185 carloads of 
^np metal and hot rolled bands in 1973. Its New 
I fade plant was acquired in 1972 and its traffic is not 
reflected in the DOT Report. 

The Governors Rail Task Force estimated that the 
' I! > generate- nine carloads per mile exclusive of the 
point traffic ( New Castle and Anderson). The Task 
Fome also estimated that 45 jobs would be lost as a 
°* abandonment, representing $382,608 in wages. 

Thf Task Force indicates that this line operated at a 
{n ami recommends that a portion of the line 
Anderson and Middletown be abandoned and 
* mu *itricr of the line Ik* o|>enite<l as a branch out of 
< a-tle. It recommends that this latter segment be 
^^Jpomted in the Final System Plan and transferred 
^GmlUiL 


formation for line Retention Decision 

I l)jr l*C-$1, fc>j, 82J 

"*** ***W»u«> |Mf airland_ *430 


r »rUhU- 


■Wee 


Avoidable) rout of continued 


r " c,lrn ''l on the branch line_251, NOS 

'a« " t ‘ Cr ‘“ l,n * hr » n <* Une to FHA 
p* * * ' '10 of total npKmilintt ml). 0 

^rral l«. v , im i the branch line_024. 400 


*70. 33 


Tw *> triable (avoidable) coat_ 

j ' |fW ’*>: Total__ l. 045 . 4 ii 

... 234 


This line would require no upgrading to meet Ihe re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class 1 track, which has a 
maximum safe ojh> rating speed of lOmph). 

Recommendation 

It is recommended that this portion of the Richmond 
Branch be included in the ConRail System. 


PORTION OF RICHMOND BRANCH 
USRA Line No. 523 
Penn Central 


PC t» Lofh*i»pa*i 



This portion of the Richmond Branch, formerly part 
of the Pennsylvania RR, extends from Anderson (Mile- 
post 121.5) toEheoody Ind. (Milepost 139.0), a distance 
of 17Ji miles, in Mudison County, Ind. This segment is 
pail of the Logansport-Richmond-Cincinnati Brunch; 
Ugh its northern and southern extension are also under 
study in this Report. At Anderson the Penn Central's 
Clcveland-Indianapolis line and Michigan Branch cross. 
The Central Indiana RR to Lebanon also intersects at 
Lebanon, and at Elwood the NAW F rank fort to Muneie 
line crosses. This line was described as potentially ex¬ 
cess in the ILS. DOT Report (see Zone 119). 

Traffic and Operating Information 

Stations (with their 1073 airloads) served by this line: 


Frank ton _ 3C 

hi win hi . ir>o 

Total carload* generated by the line _ 50(1 

Average carloads per week _._ 9.7 

Average carloads j»er mile ________ 2K 9 


Average carloads jkt train ___ 3. *1 
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1973 Operating Information: 

Number of rovind trips per year- l 4 '* 0 

Estimated time per round trip, hours- 2- 5 

Locomotive horsepower-1.750 

Train crew size- 4 

Information Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their re¬ 
ports entitled* “The Public Response to the Secretary 
of Transportation's Rail Service Report/' indicated that 
the Ryman and Fox Company of Frankton has recently 
invested $ 70,000 in a new rail siding. The company 
stated that its decision to locate in Frankton was based 
on the assurance of continued rail service. The firm's 
projected 1974 carload figure is 440. 

The Governors Rail Task Force submitted informa¬ 
tion pertaining to the line extending from Anderson 
to Kokomo. This line generated freight revenues of 
§220,367 in 1973 as opposed to branch costs of $139,009 
equalling an estimated profit of $81,363. Although traffic 
volume is light, freight revenues per mile are high. 
Therefore, the Task Force recommends retention of 
service, on this line. 

Information for Lino Retention Decision 

Revenue received by PC-SlAl. 876 

Average Revenue Per Carload- $261 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line- 102.570 

Cost of upgrading brunch line to FRA Claw* 

I (1/10 of total upgrading coat)--— 0 

Cost incurred beyond the branch line.— 163.682 

Total variahle ( avoidable) cost- 166,252 


Net contribution (loss) : total--- (34,376) 

Average per carload- (68) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). 

Preliminary Recommendation 

It is not recommended that this portion of the Rich¬ 
mond Branch be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail serv¬ 
ice continuation Subsidy. Under 1973 traffic, revenue 
and cost levels, this line generates an annual excess 
financial burden amounting to $34,376 or $68 per car¬ 
load. Recovery of costs would require approximately 
a 43 percent increase in traffic or a 26 percent rate in¬ 
crease over the 1973 levels. Shipper * at Anderson will 
continue to be server!. 


PORTION OF THE RICHMOND BRANCH 
USRA Line No. 524 
Penn Central 

PC to Lorjn.port ^ NS . MichijM Citr 


V : N&W to Dotphos. Ohio 

.'v_jC. 

% Kokomo 



This portion of the Richmond Branch, formerly part 
of the Pennsylvania RR. extends from Elwood (Mile- 
post 139.0) to Kokomo. !nd. (Milepost 156.5),a distance 
of 17.5 miles, in Madison. Tipton and Howard Counties, j 
I nd. Continuations of this line extend northweSwd 
from Kokomo to Ix>gunsport and beyond, and southeast¬ 
ward from Elwood to Anderson and beyond. Thelitf] 
southeastward is also under study in this Report. This; 
line connects at Elwood with the X&B to Frankfort j 
and Muncie: and at Kokomo with the N&B D^r H 
and Frankfort and to Indianapolis and Michigan ( ny 
An abandonment application has been tiled uith j 
Docket Xo. AR- 5 . Sub. 131. 132: with USRA. D** 
Xo. 75-40. This line was described os potentially exce *j 
in the U.S. DOT Report (see Zones 117 and 119)* 

Traffic and Operating Information 

Stations (with tlwlr li>73 rnrlnndxl **rvis 1 hr » hl ’ 1 1,nf ' J 

Curtisvillf? -----~ fi 

Windfall _ 

Hemlock ----- 

ifl 

Total carload* generated by the line - j.4 

Average carload* per week - _ 1&2; 

Average carloads per mile ---—. ^ In 

Average carload* per train - 
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operating information: 

Somber of round trips per year- 52 

Estimated time per round trip (hours).. 2.2 

I^xoooUre horsepower--- h 750 

TnlB crew sire-—--——-- * 


IsfermaHon Provided by RSPO r Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
orts entitled “The Public Response to the Secre- 
of Transportation’s Rail Service Report” indi¬ 
cted that at least two shippers on the line will incur 
fber shipping costs if the line is abandoned. The 
[Bjdman and Fox Company recently invested $70,000 
in a new rail siding based on PC’s word that the line 
would not be abandoned. The Butcher Manufacturing 
Company estimated that the loss of this line would cost 
IkWO,000 in additional transportation costs. 

The Governor’s Task Force indicates freight revenues 
I of $220,367 in 1973 as opposed to branch costs of $139,- 
[W equaling an estimated profit of $81,363. The analysis 
of this line suggests that it is viable, therefore the Task 
Force recommends retention of the line. 


WormoHon for Line Retention Decision 

IKrcwn* received by PC_$83, 228 

U*tu? revenue j**r carload_ $470 

|Tiriible (avoidable) cost of continued 
•nice: 

ri «t Incurred the branch line_ 122, 396 

C*: of upgrading branch line to FRA 

flaw I: (1/10 of total upgrading cost)_ 0 

^Incurred beyond the branch line_ 51.962 

Total variable (avoidable) coat_ 174.358 

I ftt contribution (loss): total__(91,130) 

j per carload_ (315) 

This line would require no upgrading to meet the re- 
pwrmenU of the Federal Railroad Administration’s 
Ifeammum safety standards (Class I track, which has a 
suimum safe operating speed of 10 m.p.h.). 

ibaSnary Recommendation 

I ttorAv?* rec °tnmended that this portion of the Rich- 
IfoiLl i nc * U( k ( l in the ConRail System. Con- 

I )* '* Openi ! ion line would require a rail serv- 
I f lbsi(, y- tender 1973 traffic, revenue and 

' e N tlV,s * 1,u ' generates an annual excess financial 
|^ rv ntm0Unting to S9U30, or $515 per carload. Rc- 

Ifcld ‘ ° cos *f would rc< i>drt' approximately n thr. 

l*wthoi^' 5 *' * n ,ra ® c or ® U0 percent rate increase 
I •* ^ * ' ' f'hippcn at Kokomo will continue to 


PORTION OF THE NEWMAN SECONDARY 
TRACK 

USRA Line No. 556 
Penn Central 


PC to Adams 


PC to Indianapolis 
* _ 


PC to Springfield 




ILYNN 


PC to Anderson 


-13.6 miles 


PC to Indianapolis 


\ C&O to l 4 p OPTlON OF THE NEWMAN 

Jr. I SECONDARY TRACK. PC 

PC to Bradford 

V 

/ 

/ PC to Dayton 

—c£-— 

Now Paris 

:\ 

Cincinnati 





PC to 

C&O to Oncinnati ' 


This portion of the Newman Secondary Track, for¬ 
merly part of the Pennsylvania RR, extends from Rich- 
mond (Milepost 2.0) to Lynn , Ind. (Milepost 15.6), a 
distance of 13.6 miles* in Wayne and Randolph Coun¬ 
ties. Indiana. A continuation of this line extends north¬ 
ward from Lynn to Adams. (Over this portion the line 
is called the Fort Wayne Branch and Ridgcville Sec¬ 
ondary Track). This continuation is also under study 
in this Report. Connections include: the PC Indianap¬ 
olis to Columbus line, the PC Richmond Branch, and 
the Chesapeake & Ohio Ry., Cincinnati to Chicago at 
Richmond. At Lynn, there is a connection with the PC 
Springfield Branch. The PC Richmond Branch, Spring- 
field Branch and Columbus-to-Indianapolis line arc also 
under study in this Report. This line was described as 
potentially excess in the U.S. DOT Report (sec Zone 
120 ). 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary’ of Transporta¬ 
tion’s Rail Service Report.” 

Information for Line Retention Decision 

This line has been used as an overhead detour route; it 
serves no local traffic. Since the PC line through Goshen 
and Anderson 1ms been upgraded, this line is no longer 
required. 

Preliminary Recommendation 

It is not recommended that this portion of the New¬ 
man Secondary Track be included in the ConRail 
System. 
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PORTION OF THE NEWMAN SECONDARY 
TRACK AND THE FORT WAYNE BRANCH 

USRA Line No. 557 

Penn Central 


PC to Decatur and 
Fort Wayne 

s* 

PC to Logansport 
and Chicago 


PC to Mancie and 
Indianapolis 

PORTION OF 1 
SECONDARY T 
FORT WAYNE 


' ^ «*, \ riogeville 

ort PC to 

\v 

Winchester \ \ 


PC to Cleveland 


Union City 
\ 


\ f' fN 

1 ! PC to Columbus 

1 B&O to Dayton 

PC to Springfield 

.-U*= 

\LYNN 


17.4 miles 


PC to Indianapolis \ 


- PC to Richmond 


This portion of the Newman Secondary Track and 
the Fort Wayne Branch, formerly part of the Pennsyl¬ 
vania RR, extends from Lynn (Milepost 15.6) to Ridge- 
rills. /rut. (Milepost 33.0), a distance of 174 miles, in 
Randolph County, Inti. Continuations of this line ex¬ 
tend southward from Lynn and northward from 
Ridgeville (this |>ortion is the Ridgeville Secondary 
Track). These continuations are also under study in this 
Report. Connections include: the PC Springfield 
Branch at Lynn (port ions of which are also understudy 
in this Report), the PC Clevelnnd-to-Indiannpolis line 
at Winchester, and the PC Columbus-to-Chicago line at 
Ridgeville. PC has filed for abandonment with the ICC 
Docket No. AB-5 Sub. 138, 139. PC' has also filed with 
r.SRA Pocket No. 75-37. This line was described as 
|K>tentially excess in the U.S. DOT Rej>ort (see Zone 
120 ). 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Sendees 
Planning Office ns reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tions Rail Service Report.*- An analysis by the Gover¬ 
nor's Roil Task Force gives total annual branch cost as 
$67,626, while total branch freight revenue is listed as 
$3,872. Rehabilitation costs are estimated at $225,760. 
To continue operations, an annual estimated subsidy of 
$63,750 would be needed. The main economic activity in 
the area is agriculture and light industry’. The Task 
Force noted that there is no potential for traffic growth 
and recommended abandonment of this line segment. 


Information for Line Retention Decision 

This line has been used as an overhead detour route: 
it senes no local traffic. Since the PC line through 
Goshen and Anderson hasl>een upgraded, this line ism 
longer required. 

Preliminary Recommendation 

It is not recommended that this portion of the Xcw- 
man Secondary Track and the Fort. Wayne Branch be 
included in the ConRail System. 


PORTION OF THE GREENCASTLE BRANCH 
USRA Line No. 565 
Penn Central 


PC t&F Branch to Lebanon 


l 


GREENCASTLE 


PC to Indianapolis 

29.6 miles \ / 

1 


BEN DAVIS 


* t 

PC to Terre Haute 

PORTION OF THE GREENCASTLE 
BRANCH. PC 

This portion of the Greencnstle Branch, formerly 
part of the Pennsylvania RR. extends from Ben I*" * 
(Milepost 6.9), to (rreeneastle , Ind. (Milepost SdM.i 
distance of 29.(1 miles, in Marion. Hendricks, and Pit 
nam Counties, Indiana. Continuations of this line ex¬ 
tend eastward from Ben Davis to Indianapolis a* 1 
westward from Greencastle to Terre Haute. The pw 
tion between Greencastle anil Terre Haute isalaoun^r 
study in this Report. This line connects with the U 
Branch of the PC at Ben Davis. The Penn ( entnlCoflhj 
party has filed a petition for abandonment of this ia 
with the ICC. No action has been taken, rhis line vu 
described as potentially excess in the l .8. DOT 
(see Zones 122 and 126). 

Traffic and Operating Information 

Stations (with their 1973 carload*) wrml by thU Une: 
Bridgeport ___—- 

Coutesvltle ------- 

Total carload* generated by the line-’ 

Average carload* per week --- 

Average carload* per - -- 

Average carload* per train -—- 

1973 Operating Information: 

Niunlier of round trip* per year - 

Estimated time per round trip (hour*)- - 

Locomotive horsepower -- 

Train crew sire --- 
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^ orrno tion Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
itiT Rail Services Planning Office as reflected in their 
[ports entitled “The Public Response to the Secretary 
)f Tnmsportation’a Rail Service Report'' indicated 
li e there was little public protest to the potential aban- 
Imimfnt of the Indianapolis to Terre Haute line, which 
icludes the* Ben Davis to Greencastle segment. How- 
f Lone Star Industries at Limedale, near Green- 
ale but not on this segment, said the line is needed to 
provide adequate service and alternative routing be- 
i Terre Haute and Indianapolis. Penn Central cur- 
itlv operate^ two parallel lines between those two 
dints. The Governor’s Rail Task Force stated that the 
l economic activities along this segment are agri- 
ultiite and agri-business. The Task Force estimated 
|t at an annual subsidy of $100,576 would be required to 
tpthe line in operation. The estimated rehabilitation 
\ listed at $2154,560. Abandonment would mean the 
8of about 60 jobs. 


ormotion for Line Retention Decision 

*(* 0 f rttrtrvd by PC_ $21. 563 

rvretjue jier carload_ $284 

^’inible < avoidable ) coat of continued 
•mrke: 

lictirml on the branch line _ 222, 801 

of upgrading brunch line to FRA 
A*** I: (1/10 of total upgrading 

«*)- 0 

C< * incormi beyond the branch line _ 11, 562 

Total variable (avoidable) cost . 234.363 

F* flUWtelon (b*s): total__ (212,800) 

■ C1CH P*f carloa d ___ ( o, 800) 

Biis line would require no upgrading to meet the re- 
of tlie Federal Railroad Administration’s 
birnum safety standards (Class I track, which has a 
Uunam operating speed of 10 mph). Evaluation 
reserves by USRA shows no coal deposits ad- 
m to this line. 

Emmery Recommendation 

lstl u f rec °tniDended that this portion of the Green- 
ftDC ^.^ e ,l,f, luded in the Con Rail System. Con- 
‘ ^ Ihig lino would require a rail serv- 

^Wdy. I luler t Hit-, re veil no 

I^bnalb^l ** ne K enora t® 8 an annual excess fi- 

L ^ Pdenar ' : ' iting to$Sil^800 or $2 .mh> pel 
Sj.Joy ^ °/ , osts would require approximately a 
107 ^ 1 ^ *J^ tra ® c or a ®86 percent rate increase 


PORTION OF THE GREENCASTLE BRANCH 
USRA Line No. 566 
Penn Central 


LA* «. Oica«o 

»\ PC to ln4>»njpoli* 

Gr.mc.tH. * 


CrNKnl). J »_ — 

PC la Terr* H«u'« ***4 St Lmh — 

V -- ^-4 GREENCASTLE CHF 3* 5) 

jz* ** —-- r _ 

— .—-—■ f pc» 

IB OwtU# — ItOwH— ~ GtMficattJ. 

* (np m»> 


V 

****‘1- (KNIGMTSVILLE) 


PC M T mni Hattc 


: UN e. UmtTtll. 
PORTION OF THE GREENCASTLE BRANCH PC 


This poll ion of the Greencastle Branch, formerly 
part of the Pennsylvania RR, extends from Greencastle 
(Milepost 236.5) to BraeS y Ind. (Milepost 54.5), a dis¬ 
tance of 18.0 miles, in Putnam and Clay Counties, Ind. 
This line is also known as the Davis to I^nox Line. 
Continuations of this line extend eastward from Green¬ 
castle to Indianapolis and westward from Brazil to 
Terre Haute. Both of these continuations are also under 
study in this Report. Connections are made at Limedale 
with the Louisville and Nashville RR Monon-to-Louis- 
ville line. Abandonment application w*as filed with the 
ICC, Docket No. AB-5, Sub. 145. This line was de¬ 
scribed as potentially excess in the U.S. DOT Report, 
except for the portion from Greencastle to Limedale 
(see Zones 125 and 126). 

Traffic and Operating Information 

Station* (with their 1973 carloads) served by this line: 


Greencastle ___ 1,210 

Limedale _ 048 

Reelsvllle _ - _ 0 


Total carloads generated by the line ___ 2,158 

Average carloads per week ___ 41.5 

Average carloads per mile _,_ 110.0 

Average carloads per train _«._ 6.2 

1973 operating information : 

Number of round trips per year __ 350 

Estimated time per round trip (hours)_ 5.1 

Locomotive horsepower _ 5,250 

Train crew size _ _ _ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
public protest of potential abandonment was slight. 
Both protesting shippers would continue to have rail 
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service, although alternate routings could reduce their 
desired level of service. 

The Governors Task Force analysis indicated the 
segment operates at a profit, generating 53 carloads per 
mile, not including Greencastle traffic. 

Information for Line Retention Decision 

Revenue received by PC- *** 

Average revenue per carload--— $453 

Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch line—- 322, 541 

Cost of upgrading branch line to FUA 

Class I: (1/10 of total upgrading cost— 0 

Cos? Incurred liejrood the branch Urn*-302,574 

Total variable (avoidable) cost- 685,115 

Net co ntri but ion (loss): Total- 292,103 

Average jier carload- 135 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). 

Recommendation 

It is recommended that this portion of the Greencastle 
Branch l>e included in the ConRail System. 


PORTION OF GREENCASTLE BRANCH 
USRA Line No. 566a 


Milwauk** ta 

Omc*|D s 


Tbw H**u 


Penn Central 

LAN » Oiup 
£ Oltm CiMii Ji 

\ / \ 

A—" \ 


***?" \ 
-JP -0 * ^TERRE 

/ N 

PC t* Em* / \ >/ t 

St Laui* / \ : k -\— at mm — 

V t ..*• -. \ 


PC <• 

■/ 


PC to hrt»*or<« 
BRAZIL i 



Spring Hill 


GREENCASTLE BRANCH. PC 


tV 


nl 

LAN to E*m«*IU 


PC to loeNnnftoo 


This portion of the Greencastle Branch, formerly 
j part of the Pennsylvania RR. extends from Brazil 
(Milepost 54.5) to Terre Haute , Ind. (Milepost 72.4), 
a distance of 17Jt mile*, in Clay and Vigo Counties, Ind. 
This line is also known as the I>avis-to-Lenox Line. A 
continuation of this line extends westward from Terre 
Haute to St. Louis, and it is under study in this Report. 
Another continuation of this line extends eastward 
from Brazil to Greencastle, and it is also under study in 


this Report. Connections at Brazil arc made withtfc 
Louisville and Nashville RR to Chicago, and at Terr? 
Haute with the PC Peoria Secondary Track, the PC 
Clay City Secondary Track, the PC Itulianapolkto. 
St. Louis Line (via Pana and Effingham): the Louis, 
ville & Nashville to Vincennes and Danville, and the 
Chicago, Milwaukee. St. Paul & Pacific RR to Chicago. 
All of the PC lines at Terre Haute except for the fo. 
dinnapolis to St. I^ouis Line (via Effingham) areal*, 
understudy in this Report. This line was not described 
ns potentially excess in the U.S. DOT Report (a* 
Zone 125). 

Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Staunton ______ 

Seelyville _ ft 

Terre Haute 1 _ 4295 

Total carloads generated by the line-5,0^ 

Average car loads per week-9T.7 

Average carloads per mile__——— -2&7 i 

Average carloads per train___U5, 

1973 operating Information: 

Number of round trips per year.^__ 35> 

Estimated time tier round trip (hours)- 4T j 

I^ocomotive horsepower----- 

Train crew die- * 

1 Include* only traffic on •egwent. 

Information Provided by RSPO, Shipper!, Government 
Agencies 

Information provided at the hearings conducted^ 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report” indicated th»t 
Arketex Ceramic Corporation located in Brazil*ato* j 
ed requirement of rail service to move bulk mvr mite 
rials from distances of over 1,000 miles. The firmj 
shipped over 278 carloads in 1973. The present trif^ 
condition is poor and the spur leading to this p' anl 
out of order 33 days in J973. Prior to 1970. the ntj| 
shipped f>0 percent of its total volume via rail, hut no 
shipments accounted for only 31 percent in 1^3. " e 
drop was attributed to inadequate service- 

The Governor’s Rail Task Force supplied no mtoc 
mation about this particular segment of the line. 


Information for Line Retention Decision 

$45*3® 

Revenue received by PC -*—-‘ 

Average revenue iier carload- N 

Variable (avoidable) coat of continued 

wrvicc: . no 516 

(Vwt Incurred on the branch line—. . • 

Coal of upgrading branch line to FRA ^ 

Claw I: (1/10 of total upgrading cost)- 

Coat Incurred beyond the branch line-602. 

1.065. ^ 

Total variable (avoidable) coat- - 
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Sff contribution < tow) : total -:- 543. 426 

jp*rn*f l* T carload- 107 

This line would require upgrading to meet the re* 
qmroiiHitr of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which htts a 
maximum safe operating speed of 10 m.p.h.). Based on 
t illable information, this upgrading would include the 
rrpUcemwU of a total of 1,011 crossties (an average of 
57cfossties per mile). 

taommendotion 

It is recommended that this portion of the Grecncast !c 
Branch be included in the ConRail System. 


PORTION OF THE WHITEWATER RUNNING 
TRACK 

USRA Line No. 571 
Penn Central 


PC to Conner* vi IU 

V 


BR00KVILLE 



1.2 Hilts 


PORTION WHITEWATER 
RUNNING TRACK PC 


CEOAR GROVE 


PC io Valloy Junction 


This portion of the Whitewater Running Track. 
7®" 1 ? of the New York Central RR. extends 
Ct4ar Gro ™ (Milepost 36.7) to Brookrille. Ind. 
43.9), a distance of 7£ miles, in Franklin, 
^, nl '’ bi<lla,m - Continuations of this line extend 
ittftward from Cedar Grove nnd north west wnrtl 
j i r, ‘ 0 * £v >lle. 1 he latter portion is also under stud) 1 
*it n 7^° rt " ^ nn abandonment application 

■'O.TV , ( ° n Ju,y 18? 197S - T)ockot Na AB ~ 5 * Sub. 
l\S lwvt> " flfi ^ oscr ibed as potentially excess in the 
> Heport (see Zone 120). 

0l, d Operating Information 

Cf ^r Crr^rl ^ 1&73cAt h*ds) served by (bis line: 

r * r|Qa,i ' fliers fed by the line. .. 74.1 
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Average carloads per week___ 

Average carload* per mile_ 

Average carloads per train ___ 

1973 Operating Information: 


- 14 .3 

- 103.5 

- 10.6 


Number of round trips per year__ 

Estimated time per round trip (bourn) — 

Locomotive horsepower._____ 

Train crew size _____ 


70 

4.0 

1,750 

5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their n- 
j>orts entitled <4 1 he Public Response to the Secretary of 
rran&portations Rail Service Report’* indicated that 
the Franklin County Farm Bureau Cooperative oper¬ 
ates a facility at Brookville. The State of Indiana rec¬ 
ommends that tliis line could be operated as a branch 
line from Valley Junction, Ohio, to Beeson, Ind., or as 
a branch from Cambridge City south over Norfolk & 
Western track to Beesons and from Beesons, south to 
Harrison, Ind. 


Information for Line Retention Decision 


Revenue received by PC ___ $179,392 

Average revenue per uirlowd _ $241 


Variable (avoidable) coat of continued serv¬ 
ice: 

Cost incurred on the branch line_ 92, 465 

Cost of upgrading branch line to KRA 
Class I : (1/10 of total upgrading cost) 16,321 
Cost Incurred beyond the branch line_ 104. 402 


Total variable (avoidable) coat_ 213,188 


Net contribution (loss): total_ (38,796) 

Average per carload___ (45) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
a maximum safe operating speed of 10 m.p.h.). Based 
on available information, this upgrading would include 
the replacement of a total of 4,645 crossties (an average 
of 645 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the White- 
water Running Track be included in the ConRail Sys¬ 
tem. Continued oj>erntion of this line would require a 
rail service continuation subsidy. Under 1073 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $33,796 or $45 per 
carload. Recovery of costs would require approximately 
a 45 percent increase in traffic or a 19 j>ercent rate in¬ 
crease over the 1973 levels- 
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PORTION OF THE WHITEWATER RUNNING 
TRACK 

USRA Line No. 573 
Penn Central 


N&W to New Castle 

PC to Indianapolis ♦. pc to Richmond 

_1 _ \ _ l_ 

Cambridge City • 

N&N (PC ha* Trackage 
Right* to Cambridge City) 


BEESON 

PORTION OF RHITENATER 
RUNNING TPACK. PC 


6.8 mile* 

8&0 to Hamilton. Ohio 


B&O to Indianapolis 


C0NNERSV1LLE 


Indiana’s Rail Task Force did not analyze the Reesnn 
toConnersville line segment separately but include* itfe 
a longer segment extending from Harrison it th* 
Indiana-Ohio state line north to Beeson. Tlu* tisk 
Force estimates that annual profits on this longer seg¬ 
ment is $1,820,203. Estimated rehabilitation cost is 
$255,003. The rail group recommends retention of serv¬ 
ice on the entire line segment and inclusion in the Coo 
Kail System. 




Informotion for Line Retention Decision 


Revenue received by PC---$1,758.00! 

Average revenue per carload_ $396 


Variable (avoidable) eoet of continued 
service: 

Coat Incurred on the branch line- 335), 25b 

Coat of upgrading brand) line to FRA 
Clan* I: (1/10 of total upgrading 

cost) --—- 25,287 

Cost incurred beyond the branch line.. I, IU, 015 


\ 

PC to Valley Junction \ 


This portion of the Whitewater Running Track, for¬ 
merly pan of the New York Central KK. extends from 
ConnersviUs (Milepost 07.3) to Beeson y Ind. (Mile- 
post 74.1), a distance of 6\£ milt in Fayette and Wayne 
Counties, Indiana. A continuation of this line extends 
southward from Connersvillc. Connections include the 
Baltimore & Ohio to Indianapolis and Hamilton at 
Connersville, and the Norfolk & Western to New Castle 
at Beeson. This line was not shown in the C.S. DOT 
Report (secZono 120). 

Traffic and Operating Information 

Stations (with their 1073 carload*) served by this line: 


ConuersTtlle _——- 5.858 

Beesons ---—- 0 

Total enrloads generated by the line -- 5,858 

Average carload* per w«*ek _-.- 114.6 

Average carloads per mile. ---- 876.2 

Average carloads per train _ _ 28. *1 

1873 oiieratlng information: 

Numl>er of round tri|*i per year _._......... 250 

Kstiiimted time per round trip (hours) -- 8.0 

Locomotive horsepower.....__— 1,750 

Train crew size __ 5 


Information Provided by RSPO, Shippers, Government 
Agenda* 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their re¬ 
ports entitled “The Public Response to the Secretary of 
Transportation’s Rail Service Report 1 ’ noted that the 
Early and Daniel Co. of Cincinnati recommends that 
the N<fcW should purchase and operate the PC 1 line from 
Beeson to Valley Junction. This would establish a main 
line on the N&W from the west to Norfolk via Cincin¬ 
nati and would reduce circuity. 


Total variable (avoidable) cost - 1.475,MI 


Net contribution flews) ; Total... 

Average per carload--- ® 

This line would require upgrading to mart the nquiiv- 
ments of the Federal Railroad Administrations mini¬ 
mum safety standards (Class I track, which liasanuii* 
mum safe operating s|>eed of 10 m.p.b.). oo 
available information, this upgrading would inrlodf 
the replacement of a total of 4,443 crossties (an avrni!* 
of 650crossties per mile). 

Recommendation 

It is recommended that service to Connersvillc 1* 
assumed by a solvent carrier. If such an agreement 
cannot bo reached, it is recommended that thi> portion 
of the Whitewater Running Track be included w* 
Con Rail System. ConRail would serve the line h™ 
Richmond, Ind. 


PORTION OF THE CINCINNATI TO KANKAKEE 

LINE 


USRA Line No. 574/574a 
Penn Central 

This portion of the Cincinnati-to-Knnk»kec I 

formelv part of the New York ( entm • 
from Brant (Milepost 11.1.5). to Lebanon, rna. t ^ 
post 117.0), h distance of 24a n" !f *' 111 , . 

Boone Counties, Indiana. Continuations o' ‘ ‘ 
tend southeastward from Brant ami 110 1 ^ 

from I^ehanon. The latter jjortion is un< 1 p,^ frn 
this Report. Connections are: the ,> '.'’ ru , p^-h 
line at Brant (out of service! and the norti<# 

at Ix-hanon. The Peoria ami Kastcm ’ l "' pC 
of the PC I&F are also under st udy in this 
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Central Indiana Ry to Anderson 


LEBANON 


PORTION OP THE CINCINNATI 
TO KANKAKEE LINE. PC 

23.5 ml lea 


BRANT Ondiaoapolie) 

•>* A r PC to Points East 
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. t .• r PC t> P 
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/ L 
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Indianapolis Union Ry 


I 


PC to Evansville 


h»s filed an abandonment application with the ICC 
Docket So. AB-5, Snb. 94. This line was described as 
potentially excess in the U.S. DOT Report (see Zone 

ia). 

Tfoffic and Operating Information 

Siitow (with (heir 10T3 carloads) wired by thl* Une: 
fax* Island_____ 212 

to|Qsti-- IT -l. r _ 418 

___ __ 285 

VWteniwn ___ _ _ p 

IodlanapnllR'.I_ .. ioo 
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catcd that they both expect to begin using rail service at 
Indianapolis, and their combined traffic would add 115 
carloads. It was also suggested at the hearings that 
this line through Zionsville could be used for suburban 
passenger service. The Governor’s Rail Task Force in¬ 
dicated that this line generated $274,747 in revenue, 
$108,953 in branch line costs and operated at a profit of 
$165,793. Estimated rehabilitation costs for the line 
were set at $252,000. The Task Force found traffic to 
consist of 931 carloads or 32 cars per mile. Abandon¬ 
ment of the line would result in 45 jobs being lost, rep¬ 
resenting $382,608 in wages. The Task Force could 
project no traffic growth, but recommended that this 
line be included as part of the ConRail System. A par¬ 
allel PC line runs between Lebanon and Indianapolis 
just to the west of this line. 

Information for line Retention Decision 

Revenue received by PC _ 1301.087 

Average revenue per carload_ $29i 

5 arlable (avoidable) coat for continued 
service: 

Cost Incurred cm tlie branch line_203,292 

Cost of upgrading branch line to FRA 
Claas I: (1/10 of total upgrading 

CfMJt >- 52,282 

Cost Incurred beyond the branch !ine._ 132.087 


Total variable (avoidable) coat___ 417,061 

Net contribution (losa) : total_(116,574) 

Average per carload.-.._ (H2) 


Total carload.* generated by the line_ 

carloads per week__ 

Af **& carload* per mile_ 

AT n*ff carload* per train__ _,. _ 

^ derating Information: 

round trip® per year____ 

™nut«i time per round trip (hours)_ 

wwnotiTi. horsepower__ 

Ttiin cmr Fist* 

- Wily traffic on thl* eegment. 


-1.033 

- 19.9 

- 44.0 

- 6.9 
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W °^^ ( n .^ rovi < J *d by RSPO, Shippers, Government 

provided at the hearings conducted by 
1 , rv ' ces banning Office as reflected in their 
ofT^, , , ' t * ^ 1P P u bl> c Response to the Secretary 

^ ^ rta, ' on 8 K®*1 Service Report” indicated that 
to ^ umlier of Zionsville would have to pay $30(1 
nil ser ^ n R <ar ^ oa ^ °f materials without direct 

3 ca rloads in 1973. The 
mg, ' . *' m f )a ny stated that its paper transport 
try^j * 0,, ^° w ithout rail service. Carloads gen- 

jtetsf^ty ' !' wcrt * 59, and the firm pro- 

bet^ • iraffu, 0 f 72 oa , rlou(ls ^ vear . Khecm Mltnu _ 

tnpany and Jumes Held Company indi- 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 11,750 crossties (an average 
of 500 crossties per mile). 

Available data indicates that the near term poten¬ 
tial traffic growth of the line may amount to 130 car¬ 
loads per year. However, an 80 per cent growth in 
traffic would be required for financial self-sufficiency. 

Preliminary Recommendation 

It is not recommended that this portion of the Cin¬ 
cinnati to Kankakee Line be included in the ConRail 
System. Continued operation of this line would require 
a rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $116,574 or $112 
per carload. Recovery of costs would require approxi¬ 
mately an 80 percent increase in traffic or a 35 percent 
rale increase over the 1973 levels. Traffic between 
libation and Indianapolis can be routed via the E&P. 
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PORTION OF THE CINCINNATI-KANKAKEE 
UNE 

USRA Line No. 575 
Penn Central 


PC » (HAW 

this person to Templeton. 



This portion of the Cincinnati-to-Kunkakee Lines 
formerly part of the New York Central RR. extends 
from Lebanon (Milepost 109.0) to Lafayette , Iiui. 
(Milepost 170.9), a distance of 31 £ milet, in Boone, 
Clinton and Tippecanoe Counties, 1ml. Norfolk & 
Western owns the portion of the line from I^afayette to 
Templeton. PC operates via trackage rights. Continua¬ 
tions of this line extend southeastward from Lebanon 
and northwestward from Lafayette. Both of these con¬ 
tinuations are also under study in this report. Connec¬ 
tions include: tl»e PC I&F Branch and the Central In¬ 
diana Ry at Lebanon; the PC Crawfordsville Second¬ 
ary Track at Colfax; the Norfolk & Western to Frank¬ 
fort and Neoga at Clarks Hill; and at Lafayette, the 
Ixwisville & Nashville’s Louisville-to-Michigan City 
line and the Norfolk & Western lines to Frankfort. 
Danville, and Peru. The PC Crawfordsville Secondary 
Track is also tinder study in this report. This line was 
described as potentially excess in the l .S. 1)01 Report 
DOT Report (see Zones 117, 122 and 127). 

Information Provided by RSPO, Shipper*, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their rv- 
|H>rts entitled “The Public Response to the Secretary 
of Transportation's Rail Service Ro|>ort covers this seg¬ 
ment in terms of a longer segment which extends from 
Indianapolis to Lafayette. The Indianapolis Power 
and Light Co., the report observed, has invested $3,- 
000,000 in a new plant rail siding on this longer segment 
and depends upon rail service to receive coal. Ayr-Wav 
Stores, Inc., a 27 store chain, established a distribution 
center and warehouse at Lebanon in 1970. Richard Fall 
spoke for the Boone County Farm Bureau Coop, and 
for three grain elevators, two fertilizer plants and one 
lumber yard on the line between Lebanon and Colfax. 


He lielieves this 15 mile segment could generate Mean 
per mile if ears were available. The Governor’s Raj] 
Task Force studied USRA's segment between Lebanon 
and Lafayette. The Task Force estimates branch costs 
at $135,252 annually with Penn Central’s freight rev¬ 
enue amounting to $145,586 annually, for a profit of 
about $10,000. Estimated rehabilitation costs are listed 
as $74,297. Amtrak at one time ran passenger service on 
this line between Chicago and Indianapolis until the 
route was shifted to go thru Logansport. due to ex¬ 
tremely bad track conditions northwest of Templeton 
towards Kankakee. Illinois. The Task Force recom¬ 
mended that this Lebanon to Lafayette segment be in¬ 
cluded in the Final System Plan as part of ConRail. 
USRA’s shipper file shows that the General Foods plant 
at Lafayette is clearly the major shipper on this line seg¬ 
ment. Howard .Jones of General Foods stated that his 
firm had invested $65 million in its Lafayette facility 
and is now investing anotlier $20 million. By 1975, hoex- 
poets the plant’s 1973 traffic to double to 1,500 carloads. 

Information for Lino Retention Decision 

This line is required for through freight service after 
rehabilitation therefore local rail services will be pro¬ 
vided to all shippers located on the line. 

Recommendation 

It is recommended that this portion of the Cincinnati 
to Kankakee Line be included in the ConRail System- 


PORTION OF THE CINCINNATI TO KANKAKK 

LINE 

USRA Line No. 576 
Penn Central 


^ PC » Kwkafctt 
TEMPLETON 

MAW to Poona 

PC TRACKAGE RIGHTS OVER 
NORFOLK A WESTERN 
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"»* “ ^ > j \i‘£nrn uu-t/**" 
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, vAW extend 
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from Lafayette f Milepost 170.2), to 
(Milepost 192.6), a distance of ZZ-lnnh*. m D ^ ^ 
and Benton Counties. Indiana- This PJ’^i jf pr folk 
Cincinnati to Kankakee line is owned J 
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k Western: PC operates via trackage rights. Continua- 
tiors of this line extend northwestward from Temple- 
t<a»nd southeastward from Lafayette ; both are under 
tfodv inthis Report. Connections include the Norfolk A 
W«t*rn to Danville, Fort Wayne and Frankfort and 
lh» Louisville A Nashville to Louisville and Chicago at 
Lafayette. Another connection is the Norfolk A West¬ 
ern to Peoria at Templeton. This line was described as 
potentially excess in the U.S. DOT Report (sec Zones 
U7and 128). 

Wormotion Provided by RSPO, Shippers. Government 
Agencies 

No specific information concerning this line was pro¬ 
dded at the hearings conducted by the Rail Services 
Phoning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report.” 

The Governor’s Rail Task Force suggested retention 
of the PC trackage rights over this line in order to pro¬ 
ride effective routing of traffic moving from Kankakee, 
Illinois through Indianapolis to Cincinnati. 

Information for Line Retention Decision 

This line is required for through freight service, 
therefore local rail service will be provided to all ship¬ 
pers located on the line. 

iKMimendotion 

It a recommended that trackage rights over this por- 
timof the NAW be included in the ConRail System. 


CINC1NNATI-KANKAKEE LINE 
USRA Une No. 577 
Penn Central 



tarrh dIm' 1 'I*'' *^e Cincinnati-Kankakee Line, for- 

0 t >e New ^ ork Central RR, extends front 
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Templeton, Ind. (Milepost 192.6) to Stuff, Ind. (Mile* 
post 211.3), a distance of 18.7 in Renton and New¬ 
ton Counties, Ind. 

At lempleton, this line continues southeast to I,a- 
Fayctte via trackage rights with the Norfolk Western 
Ry. It also^ connects with the Penn Central Danville 
branch at Sheff. A portion of the Penn Central Dan¬ 
ville Branch is also under study in this Report. This 
line was described as potentially excess in the U.S. 
DOT Rejxirt (see Zones 128 and 139). The map for 
this line indicates that the 56.8 miles from Templeton 
to Kankakee is under study. Only the Eastern 18.7 
miles between Templeton and Sheff is discussed here. 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office ns reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report” indicated 
that the St. Anne Grain Company would have increased 
its shipments over this line by 100 carloads per, year 
had sufficient care been available. 

In addition, the Benton County Shippers and Re¬ 
ceivers Association protests the abandonment of this 
line. The Control States Grain Company has spent 
more than $400,000 in order to build a 100-car unit 
train loading facility at Swanington. The company 
estimates at least 10 train loadings in 1975. 

Information received from the Governor’s Rail Task 
Force indicates that the line generates 48 carloads per 
mile per year and operates at a profit. 

Information for Line Retention Decision 

This line is required for through freight service, 
therefore local rail service will be provided to alTship- 
pers located on the line. 

Recommendation 

It is recommended that the Templeton to Sheff por¬ 
tion of the Cincinnati to Kankakee line be included in 
the ConRail System. 


PORTION OF THE ANDERSON-GREENSBURG 
SECONDARY TRACK 

USRA Line No. 578 

Penn Central 

This portion of the Anderson-Grcensburg Secondary 
Track, formerly part of the New York Central RR, 
extends from Emporia (Milepost 173.5) to KmghU- 
town, Itul. (Milepost 187.5), a distance of HjO mUex. 
in Madison, Henry and Hancock Counties, Ind. Con¬ 
tinuations of this line extend southward from Knights- 
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PORTION OF THE ANDERSON 
GREENSBURG SECONDARY 
TRACK. PC 


.EMPORIA 

V' ^ 

|. 1 PC CO Spnn 

\ jL— 


Springfield 


✓ Shirley 14.0 miles 

'< \ 

; to Indianapolis 1 

1 __" i -PC to Columbus 

^ \KNIGHTST0WH 
^ * \ 

PC to Indianapolis \* PC to Carthage 
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town and northward from Lmporia (this becomes the 
PC Michigan Branch); the former portion is also un¬ 
der study in this Report. Connections include the PC 
Springfield Branch at Shirley and the PC Columbus to 
Indianapolis line at Knightstown. Ihe Springfield 
Branch is also under study in this Report. PC applied 
for abandonment of this line in ICC Docket No. AB-5, 
Sub. 121. This line was described as potentially excess 
in the U.S. DOT Report (see Zones 119 and 120). 


Traffic and Operating Information 

Station* (with their 1973 carload*) nerved by this 
line: 

Murkleville-*- 

Shirley 1 --- 


Total carload* generated by the line--- 14 

Average carloads |ier week-— 9.3 

Average carloads per mile- -1- 0 

Average* carloads per train-0. 5 

1973 Operating Information: 

Number of round trips per year- 28 

Estimated time per round trip, hours- 9 

Locomotive horsepower---L 500 

Train crew size-.- 3 

t Includes only traffic on segment. 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion s Rail Service Report . v The Governors Rail Task 
Force estimated branch costs at $60,112 with freight 
revenue amounting to $372,216. Rehabilitation costs arc 
estimated at $119,755. The Task Force, noting that in¬ 
termediate stations between Emporia and Knightstown, 
Shirley and Markleville, do not generate significant 
traffic and that Shirley would be served by another line, 
recommended that this line be abandoned. 


Information for Lino Retention Decision 

Revenue received by PC- $e. 185 

Average revenue per carload- $442 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line-06.1*13 

Cost of upgrading branch line to FRA 
Class I: (1/10 of total upgrading cost). 34. si: 

Cost Incurred beyond the branch line- 1,679 

Total variable (avoidable) cost- 133,431 


Net contribution (loss) : total- 

Average per carload- 


..U27.:4CI 

_(9.069) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which hist 
maximum safe operating speed of 10 mph). Based on ■ 
available information, this upgrading would inclixk* ] 
the replacement of a total of 7,000 croestios (an average 
of 500 crossties per mile). USRA studies reveal no fos¬ 
sil fuel resources in the area. 

Preliminary Recommendation 

It is not recommended that this portion of the Ander- 
son-Greensburg Secondary Track be included in the 
Con Rail System. Continued operation of this line wouM 
require a rail service continuation subsidy. I nder 1973 
traffic, revenue and cost levels, this lino generates * n 
annual excess financial burden amounting to $187,2441 
or $9,089 j>cr carload. Recovery of costs would require 
approximately a twenty-eight fold increase in tnffcl 
or a 2,055 per cent rate increase over the 1973 levels. 


PORTION OF THE ANDERSON-GREENSBURG 
SECONDARY TRACK 

USRA Line No. 579a 
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extends from Knigktstown (Milepost 187.5) to 
Ctfthoge. Ind. (Milepost 193.5),a distance of 0.0 miks. 
a Henry and Rush Counties, Ind. Continuations of 
this line extend northward from Knightstown and 
jocthward from Carthage (this portion has been aban¬ 
doned to Groensburg). The former continuation is also 
mier study in this Report. This line connects with the 
PC Columbus to Indianapolis line at Knightstown. 
This lino was not described as potentially excess in the 
US. DOT Report (see Zone 120). 


Traffic and Operating Information 

Sutton* (with their 1073 carloads) served by this 
Use: 

Ckrtiu**- 1.299 

Kai*ht?imrn 1 - 41 

Total carloads generated by the line _ 1.340 

lrpnae carload* per week _ 25. 8 

Amir carloads per mile _ 223.3 

\rm& carlouds per train _ & 9 

1973 offcratln* Information: 

Xnmber of round trips per year _ 150 

fiftimatiHl time per round trip _ 4 

l/iminotire horsepower_—_ —_ 1.500 

Tula crew sloe____ _ __ 5 

1 UdtkW only traffic on neffnirnt. 


Wormolion Provided by RSPO, Shippers, Government 

Agencies 

No specific information concerning this line was pro- 
p<^ at the hearings conducted by the Rail Sendees 
tanning Office as reflected in their reports entitled 
The Public Response to the Secretary" of Transporta- 
Jon's Rail Service Report/’ The Governor's Rail Task 
. orce commends retention of sen-ice on this line as 
* generates a sufficient amount of traffic to produce a 
^ ^anhul profit. The Task Force indicates that PC 
*^$847499 in revenue vs. $18,785 in branch costs, 
wiuhultation costs were estimated at $37,143. 


orT *ofton for Line Retention Decision 

rwelvod by PC_ 

rrvwuK* j>or carload_ $267 

^ Avoidable) cost uf coutinued aerv- 

C« ° n thp brnnoh Hoc_ 102.290 

* upgrading brunch line to FRA 

fc* in*. ^ ° f total coat)_07,911 

WUrml U'jond the branch line_ 209. 815 


$357. 476 


'triable (avoidable) coat-... 
«*•> : Total___ 


(17) 


380.016 


(22.540) 


** r carload_ 

^8 lijjA Wrtn)^ * . 

nt ,i ' rwiu,re upprnding to meet the re 
t “° federal Railroad Administration'! 


minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 17.250 crossties (an average 
of 2,586 crosstics per mile). 

This line must be served via the Richmond-to- 
Indinnapolis line which is not recommended for 
inclusion in the ConRail System. 

Preliminary Recommendation 

It is not recommended that this portion of the 
Anderson-Greensburg Secondary Track be included in 
the ConRail Sy-stem. 


PORTION OF THE SHELBYVILLE SECONDARY 
TRACK 

USRA Line No. 582 
Penn Central 


FLAT ROCK 
MP 116 



PORTION OF THE 
SHELBYVILLE 
SECONDARY TRACK . 
PC 


COLUMBUS] 
MP3.8 / 
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~~ "^-CH&G Running 

\ Track. PC 

\ 

/ s 

^-Co lumbu s*M adi son 
Secondarv Track PC 


This portion of the Shelbyville Secondary Track, for¬ 
merly part of the Pennsylvania RR, extends from Co- 
luvibus (Milepost 3.9) to Flat Rocky Ind. (Milepost 
12.6), a distance of 8.8 miles, in Bartholomew and 
Shelby Counties, Indiana. Connections include: the PC 
Louisville Branch and the PC Columbus-Madison Sec¬ 
ondary Track at Columbus. These two are under study 
in this Report. Another connection is the PC CH&G 
Running Track at Columbus, a portion of this line is 
under study in this Report. PC has filed for abandon¬ 
ment of this line. Docket No. AB-5 Sub. 57, 58, 59 and 
USRA lias also filed Docket No. 75—53. This line was 
described as potentially excess in the U.S. DOT Report 
(see Zone 121). 
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Traffic and Operating Information 

Station* (with their 1073 carload*) Rerred by this line: 


This line would require no upgrading to meet the i* 
quiroments of the Federal Railroad Administration^ 
minimum safety standards (Class 1 track, which has a 
maximum safe operating speed of 10 m.p.h.). 


Total carloads generated by the line-—-— ^ 

Average carloads per week--- ** 1 

Average carloads per mile-- ^ ® 

Average carloads per train-—-— * 4 * 

1073 oi>emting information: 

Number of round trips per year- 52 

Estimated time per round trip (hours)- 2.5 

Locomotive horsepower---—- 

Train crew sire-- * 

Information Provided by RSPO, Shippers, Government 
Agencies 

Xo specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Sendees 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” 

Information received from the Indiana Governor’s 
Rail Task Force indicates that the total carloads and 
revenues for the PC are well below breakeven cost. The 
State of Indiana recommends a discontinuation of sen - 
ice unless PC patrons wish to subsidize this line. 

Information received from Armuth Farm Service in¬ 
dicates that they are opposed to abandonment of this 
line l>ecanse of the gross injustice that it would have on 
their business. The line is to be served to Milepost 3.8 
and they wish to extend this to Milepost 7.0. Max I). 
Andress, Mayor. City of Columbus, has also sent a let¬ 
ter asking for a 3.5 mile extension of the line. Addi¬ 
tionally. U.S. Representative Lee H. Hamilton, 9th Dis¬ 
trict. Indiana, has asked for an extension of the line 
because of the resulting economic hardship that cur¬ 
tailment of service would have on the adjacent areas. 

Another source of information came from John C. 
Kohl, Trustee of the Philadelphia, Baltimore and 
Washington Railroad Company, who supports aban¬ 
donment of this line in the absence of information in¬ 
dicating that traffic will increase. 


Preliminary Recommendation 

It is not recommended that this portion of the Shel- 
bvville Secondary Track be included in the ConRtil 
System. Continued operation of this line would require 
a rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $69,153 or $1,038 
per carload. Recovery of costs would require approxi¬ 
mately an 11-fold increase in traffic or a 390 percent 
rate increase over the 1973 levels. 


PORTION OF THE SHEIBYVILLE SECONDARY 
TRACK 

USRA Line No. 584 
Penn Central 


PC to Indianapolis 
and Kankakee 



Information for Line Retention Decision 


Revenue received by PC---$15,078 

Average revenue per carload- $265 

Variable (avoidable) coat of contlnned serv¬ 
ice: 

Coat Incurred on the branch line-04, 759 

Coat of upgrading branch line to FRA Claiw 

1 : (1/10 of total upgrading coat)- 0 

Coat incurred beyond the branch Mne- 9. 472 


Total variable (avoidable! coat- 74,231 


Net contribution (loss): Total_ (59,153) 

Average per carload_(1.038) 


his portion of the Shelbyville Second*^ 
nerly part of the Pennsylvania RH. cx,( 
i na (Milepost 18.8) to Shelbyville Ind. ' ■ 
l). a distance of mile *, in Shell*) ( ^ 

. A continuation of this line extends n nrl " 1 m 
tn Shelbyville. The continuation is under. _ . 

> Report. At Shelbyville this line conn** 8 " 
Cincinnati to Kankakee line. PC has filed > ^ 

ment with the ICC Docket No. iJA - * *. 

I 59 and USRA Docket No. 75-53. I hu tw ^ 
bed as potentially excess in the I •& 
b Zone 122). 
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Trofte ond Operoting Information 

<witli their 1973 carload*) served by thin line: 


Total rarioml* generated by the line- 1 

Arm*** carloads per week--- 0. 02 

Aw»r carl*mil* per mile-.- 0.2 

Aitfife carloads per train-—-—™- 0.5 

JK3Operating Information; 

ysuaber of round tripe per year- 2 

EtfimaM rime per round trip (hoars)_ 1,5 

Loco®oilvp horsepower_____1, 750 

Twin crew y\te —-----....- 5 
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revenue and cost levels, this line generates an annual 
excess financial burden amounting to $40,442 or $40,442 
per carload. 


PORTION OF THE SHELBYVILLE SECONDARY 
TRACK 

USRA Line No. 585/586/587 
Penn Central 


WofrooHon Provided by RSPO, Shippers, Government 

Agtnciei 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
there was little public protest to the possible abandon¬ 
ment of this line. Certain-Teed Products Corporation 
ships over this line and has recently invested $15,000 for 
itsShelbvville Plant. Certain-Teed estimated a 15 per- 
>nt increase in its rail usage. The Governor’s Rail Task 
Force indicated that the line had a $14,868 operating 
leas. The Task Force recommended the abandonment of 
thin hne due to insufficient traffic and no growth 
prospects. 


Wwm«Ho«i for lint Retention Decision 


fcrefto* received by PC__._ $200 

Arfrt ** revenuc earload__ $200 

firttbjp (Avoidable) coat of continued 

*nrlc* : 

| '* l !ncarr *d <*n the branch line_ 26. 750 

« of n^rrading branch line to FRA 
‘ llHi 1 (1/10 tot4sl upgrading cost). 18. 757 
nctirrpij beyond the branch line_ 185 


ToUI 1,flria ble (avoidable) coot--- 40,642 


J««wrtb«mon (low): total_ 

p« Crioad... 


- ( 40 . 442 ) 

(40.442) 


J5l;l e ?"' d **9 uir * 1 upgrading to inert the re- 
mi.: ( \ federal Railroad Administration’s 

muj- mi i>t\ *.tandards (Class I track, which has a 

**ilihUw operatin P s P <fed of 10 m ph). Based on 
the n>nl* " Ormn,,on ' ^is upgrading would include 
*f jOn, ni< nI ' ' a *°* a l of 2,100 crossties (an average 

^<*ossties per mile). 


***** 

hyviUe ’ mmendw * that this portion of the Shel- 
Sj*®. rJr lhr 'i * rac k included in the ConRail 

* rail servi. " U . °l )erat i on of this line would require 
'* ro, ‘ !,n " a, ion subsidy. Under 1973 traffic. 


~v to mcianapoiift 
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RUSHVILLE 


Rushvill* 

or mm. #*i .. Andtnoo-Crtwtbuff ^ ^ * 

/** ‘"onfiat> Secondary Track. PC ^ MO to 

\ a lo Graanthtir, Hamilton. Ohio 

PC to F«m» ' .1 t , 

--“18.3 miloa - 


' MO to 
Hamilton. I 


This portion of the Shelbyville Secondary Track, for¬ 
merly part of the Pennsylvania RR, extends from Shel- 
hyvilh (Milepost 27.0), to North Rushvilte, Ind. (Mile- 
post 45.3), a distance of 18J$ miles, in Shelby and Rush 
Counties, Indiana. A continuation of this line extends 
southwestward from Shelbyville to Fenns (also under 
study in this Report). Connections include the Cincin¬ 
nati to Indianapolis line at Shelbyville and the PC 
Anderson-Greensbnrg Secondary Track, the Norfolk & 
Western Ry., and the Baltimore & Ohio RR, at Rush- 
ville. The PC Anderson-Greensburg Secondary Track is 
also under study in this Reports This line was described 
as potentially excess in the ILS DOT Report (see Zones 
120 and 122). 


Traffic and Operating Information 

Stations (with their 1978 carloads) served by this line: 

Ray's Crossing_._ *7 

Manilla___ 7 

Homer__ m _ o© 

RuKh ville_____ 3^ 


Total carloads generated by the line __ 404 

Average carloads per week _____ * 7 g 

Average carloads per mile _ 22 .1 

Average carloads per train _ 4.0 

1973 operating information : 

Number of round trips per year ___ _ joo 

Estimated time per round trip (hours) ___ n.o 

Locomotive horsepower...________ j # 750 

Train crew' sloe _____ _ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 


455 




























97% 

Planning Office as reflected in their reports entitled 
“The Public Uesjmnse to the Secretary of Transporta¬ 
tion's Kail Serv ice Report." The Governor's Rail Task 
Force described the areas economic activity as agribusi¬ 
ness. They estimated the loss generated by the line to bo 
$53,600, indicated that the required rehabilitation would 
cost $288,000 and therefore recommended abandonment 
of the line. The USRA shippers tile shows that the 
Schnadig Corp. at Rushville received 35 incoming cars 
in 1971 and 24 incoming cars in 1972. The company says 
the poor condition of the line is the reason for its decline 
in usage. The company notes that the commodities it 
ships and receives, including heavy density lumber and 
upholstered furniture, are well suited for rail trans¬ 
portation. Moreover, line abandonment would “cer¬ 
tainly jeopardize the Schnadig Corporation's position 
in receiving their fair share of access to the nation’s 
furniture markets." The Shelby County Chamber of 
Commerce, Inc. contends that this line is needed by 
three of the largest industries at Shelbyville. General 
Fleetric. KCL Corp., ami the Admiral Corp. Moreover, 
continued rail service is needed if several possible in¬ 
dustrial sites ara to l>e developed. USRA studies show 
no fossil fuel reserves in the area. Alternate rail service 
is available at Rush ville from the B&Q and the X4W. 
Shelbyville can be served off of the Indianapolis to 
Cincinnati line. 

Information for Line Retention Decision 


Revenue received by PC-- - - $93. *M6 

Average revenue per carload- $232 

Variable (avoidable cunt of continued 

aorvicee: 

Coat Incurred <m the branch Hue-101.405 

Coat of ujacrudiug brand! Hue to FRA 
class I: (1/10 of total upgrading 

coot)_...-- 51,000 

Coat incurred lefond the branch line— 54,397 


Total variable ^avoidable! coat-— 29fl, SOS 


Net contribution (loew) : Total - (203,252) 

Average per carload ---- 15031 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 9,150 crossties (an average 
of 500 cnossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Shel¬ 
byville Secondary Track be included in the ConRail 
System. Continued operation of this line would require 
a rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, ibis line generates an annual 
excess financial burden amounting to $203,252 or $503 


per carload. Recovery of costs would require approxi 
mutely a five-fold increase in traffic or a 220 percent rite 
increase over the 1973 levels. 


COLUMBUS-MADISON SECONDARY TRACK 
USRA Line No. 58 80 
Penn Central 


A 

PC to Flit Rack 
PC to Indianapolis \ \ 

\ y 

flfcOLUMBUS 


PC to Louisville 


2.5 miles 




PORTION OF THE COLUMBUS- 
MADISON SECONDARY TRACK, 
PC. AT COLUMBUS 


PC to Madison \ 


This portion of the Columbus-Madison Secondary 
Track, formerly part of the Pennsylvania RR. is 
Columbus • Milepost 0.0 to Milepost 2.5, n distance of 
2M miles, in Bartholomew County, Indiana. A continue 
tion of this line extends southward from < olumbus. 
which is also under study in this Report. Connection* 
include: the PC Louisville Branch, the IH Shelbynl 
Secondary Track. These lines are also under study n 
this Report. This line was described as potentially «* 
cess in the U.S. DOT Report (see Zone 121). 


Information Provided by RSPO, Shipper*, Govemmen 
Agencies 

Information provided at the hearings conducted h) 
the Rail Services Planning Office as refla ted in ticn 
reports entitled “The Public Response to the Secrettrj 
of Transportation’s Rail Service Rcjjort, indi ^u* 
a portion of the line between Columbus. Indinni 
Madison, Indiana is out of service. Xo specific tumme 
were made about this short segment of track 


Information for Line Retention Decision 

There are eight shippers clustered on t,,l \ 
mile segment. The segment is, in fact, an in< 
ing from the Indiana|>olis to Louisville through 
line. 


Preliminary Recommendation 

It is recommended that this portion o ^ on Riil 
Madison Secondary Track be included ui K 
System. 
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PORTION OF THE COLUMBUS-MADISON 
SECONDARY TRACK 

USRA Une No. 589 

Penn Central 


PC to Columbus. Ind 
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13.8 miles 


PORTION OF THE COLUMBUS- 
MADISON SECONDARY 
TRACK. PC 


NORTH MADISON 


Madison 


This portion of the Columbus-Madison Secondary 
Trick, formerly part, of the Pennsylvania RR. extends 
from A orth Vernon (Milepost 19.1) to North Madison, 
M. (Milepcbt 42.9), a distance of B3*8 miles* in Jen- 
wkI Jefferson Counties, Indiana. Continuations 
this line extend northwestward from North Vernon 
^4 southeastward from North Madison. These con¬ 
futations are also under study in this Report. Connec- 
fins at North \ cmon include the Balt imore & Ohio 
• ia Une, and a B&O branch to Jeffersonville, Ind., 
^iii fouisville, Ky. A jiortion of the PC extension 
rom North \ ernon to Columbus is out of service, and 
. presently operating via its Louisville Branch to 
\'nxmr. thence via the B&O to North Vernon. This 
" ^described as potentially excess in the U.S. DOT 
(set Zone 121). 


ond Operating Information 

tb<lf carloads) nerved h> this line: 

Vfn>,,n _. 

v *nwa 

I^poot _ * ■ "'■■■ 

Wirt - --- 

~— -~ — 


69 

47 

0 

78 

2 

*04 


tJZ'**** wnpralrt by the Une - 005 

«* r n,n *- 41.8 

^ ,Tnln ..-. 4. « 

jJ^^tarornuitfcm: 

- 250 

Uto®fi»| ¥ H J* r round trip ( hours)- 9.8 

555 - . ----- >. ™ 

VW ' <> ® 5r lr * B ‘‘ on cement. 
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Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided nt the hearings conducted by 
the Rail Sendees Planning Office as reflected in their 
reports entitled “The Public Res|>onse to the Secretary 
of Transportation's Rail Service Rei>ort" indicated 
heavy public protest concerning j>ossil>le abandonment 
of the line from North Vernon to Madison. (Madison 
is on the Indiana- Ohio l>order just to the south of North 
Madison). This is the only rail link to Madison, a man¬ 
ufacturing town of 25,000. The Transportation Com¬ 
mittee of the Madison Chamber of Commerce empha¬ 
sized that the potential exists to double rail use on the 
line if service were improved. The Clmml>er said that 
1973 traffic data for 20 Mudison-nrea shippers showed 
about 52 carloads per mile. The Indiana and Michigan 
Electric Co. nt Jefferson needs rail service to move trans¬ 
former oil and heavy equipment. The U.S. Army, Jeffer¬ 
son Proving Ground, also shij>s heavy equipment. Testi¬ 
mony stated that the Clifty Creek Power Plant of the 
Indiana-Kentucky Electric Corp. in Madison supplies 
electric power to the U.S. Atomic Energy Commission's 
gaseous diffusion plant near Portsmouth, Ohio and 
argues that there is no satisfactory alternative to trans¬ 
porting heavy machinery by rail. Furthermore, it is 
seeking to sell millions of tons of ash that it has re¬ 
claimed from the coal it consumes. Railroads provide it 
with the flexibility needed to reach markets for this ma¬ 
terial. Other companies said there is no alternative to 
rail for meeting their transportation needs. The Gover¬ 
nor* Rail Task Force analyzed the line from Columbus 
to Madison, almost twice ns long ns the North Vernon to 
North Madison segment. It says that “the Columbus to 
Madison line is a 45-mile line but is not operated as such. 
A bridge is out at Scipio necessitating local service on an 
as needed basis for that station. The same applies for 
Elizabethtown. In serving Madison, therefore, the line 
actually runs over USRA segment filO to Seymour, then 
over the Chessie (B&O) tracks to North Vernon and 
then to Madison. “The circuitous routing,” the Task 
Force says, “is detrimental to the viability of the North 
\ onion-Madison line. Beyond the above, industries cur¬ 
rently located in Madison need to have rail sendee due 
to the size of products produced. Based on the profit¬ 
ability of this line, the State recommends its inclusion 
in the Final System Plan and transfer to Con Rail,” the 
Task Force said. The USRA shippers' file noted that 
Rexnord. Inc. manufacturers highway construction ma¬ 
chinery and needs rail service both for incoming mate¬ 
rial and outgoing products. USRA studies show no fos- 
sile fuel resources in this area. 

Informotion for Lin# Retention Decision 


Revenue received b j PC_ 8284. 73S 

Average revenue per carload_ ..... 8286 
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Variable (avoidable) coat of continued 
servicer 

Cost incurred on the branch line- 324,553 

Cost of upgrading branch line to FRA 
Class I: (1/10 of total upgrading coet). 50.020 
Coat incurred beyond the branch line- 161.502 


Total variable (avoidable) coat...-.- 545,174 


Net contribution (loss): total -— (260.436) 

Average per carload --- (262) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class 1 track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 11,715 crossties (an aver¬ 
age of 492 crossties per mile). 

Preliminory Recommendation 

It is not recommended that this portion of the Colum¬ 
bus to Madison secondary track be included in the 
ConRail System* Continued operation of this line would 
require a rail service continuation subsidy. Under 1973 
traffic, revenue and cost levels, this line generates an 
annual excess financial burden amounting to $260,436 or 
$262 per carload. Recovery of costs would require ap¬ 
proximately a two-fold increase in traffic or a 90 percent 
rate increase over the 1973 levels. 


PORTION OF THE COLUMBUS-MADISON 
SECONDARY 

USRA Line No. 590 

Penn Central 


^ ..-PC to North Vernon 

\ and Cotivnbus. Ind 
\ 

\ 


NORTH MADISON 


2.0 mites 



PORTION OF THE COLUMBUS- 
MADISON SECONDARY 
TRACK. PC 


MADISON 


This portion of the Columbus-Mndison Secondary 
Track, formerly part of the Pennsylvania RR. extends 
from North Madison (Milepost 42.9) to Madison, Ind. 
(Milepost 44.9), a distance of 2.0 miles , in Jefferson 
County. Indiana. Madison is the end of this line. The 
continuation of this line extends northwestward from 
North Madison, and is ulso under study in this Report. 
This line was described as potentially excess in the 
17.8. DOT Report (see Zone 121). 


Traffic and Operating Information 

Station* (with their 1073 carto*d*0 served by thU liae: 
Madison 1 —- — ITS 

Total carload* generated by the line.. i> 

Average carloads per week- 3 4 

Average carloads per mile---- ft). 0 

Average carloads per train- 

1973: operating information : 

Xuml*er of round trips tier year- — © 

Estimated time per round trip (hours)-,-- 3 

Locomotive horsepower, -——.-- 1,200 

Train crew Mae- - --#— 5 

1 fnrltidc only traffic segment 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Sendees Planning Office as reflected in their 
reports entitled “The Public Response ro the Secretary 
of Transportation’s Rail Service Report" indicated 
heavy public protest concerning possible abandonment 
of the line from X. Vernon to Madison. This is the only 
rail link to Madison, a manufacturing town of 25,000, 
the Report observed. The Transportation Committee of 
t he Madison Chamber of Commerce emphasized that the 
potential exists to double rail use on the line if senior 
were improved. The Chamber said that 1973 traffic data 
fpr 26 Madison-area shippers showed about 52 carload* 
j>er mile. The Indiana and Michigan Electric ta at 
Jefferson needs rail service to move transformer oil and 
heavy equipment. The U.S. Army. Jefferson l rmin? 
Ground, also ships heavy equipment, the Report notes 
The Cliftv Creek Power Plant of the Indiana Kentucky 
Electric Corp. in Madison supplies electric power to 
the U.S. Atomic Energy Commission’s g***** 
sion plant near Portsmouth. Ohio, the Report sjilI. an 
argues that there is no satisfactory alternative to trans¬ 
porting heavy machinery by rail. Furthermore, it * 
seeking to sell millions of tons of ash that :t n.i. ^ 
claimed from the coal it consumes. Railroads p r ‘ nI 1 
with the flexibility needed to reach market- or 
material. Other companies said then" is no 
to mil for meeting their transportation needs uc 
emor's Rail Task Force analyzed the line from toi 
bus ro Madison, almost twice as long as 1 ^ 

to N. Madison segment nnd imioh longer ilum ■ • 
son to Madison. It says that the Columbus to • 
line is a 45-mile line but is not operated ns 9" 1 ' '• * .j 
is out at Scipio necessitating local sen w e ol ^h- 

Iwsis for that station. The same applies <>r - .j v 
town. In serving Madison, therefore, the_ l,n,> £ 

runs over segment 610 to Seymour, t 11 '' td 

Chessic (MO) tracks to North \ orrton s«vs. 

Madison. “The circuitous routing.’' tn« t>nK 
“is detrimental to the viability of t » • °. , urren tly 
Madison Line. Beyond the nlwve. in* (,J ’ T j n . toth» 


located in Madison need to have rail *>•*•'" 
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exp of products produced. Based on the profitability of 
this line, the state recommends its inclusion in the Final 
SjSem Plan and transfer to ConRail.” the Task Force 
aid* The CSRA shippers' file noted that Rcxnord, Inc. 
miBufacturrs highway construction machinery and 
weds rail service I>oth for incoming material and out¬ 
going products. 

Information for Lina Retention Decision 


Rmnue received by PC - $53, 222 

Aim fit revenue per carload - $299 


TirttbU* (avoidable) coat of continued 
•ervlce: 

C«t Incurred on the branch line_ 29, 728 

C<*t of upgrading branch line to FRA class 

I:(1/10 of total upgrading cost)_ 6, 830 

Gott incurred beyond the branch line_31.094 


Total variable (avoidable) cost_ 67,662 


PC to Terre Haute 


PORTION OF THE CLAY 
CITY SECONDARY — 
TRACK. PC 


LftN to Wallace 
Junction 



L&N to Midland 


WORTHINGTON HP 38.6 


Rincon Junction 

Worthington 
T /W\ Junction 


PC to Vincennes 


/ PC to Evansville 


fotcontribution (loss) : total..—._ (14,430) 

Average per carload___ (81) 


This line would require upgrading to meet the require¬ 
ments of the Federal Railroad Administration's mini- 
®um safety standards (Class I track, which has a 
fcuimum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
^replacement of a total of 1,278 crossties (an average 
r fM9crossties per mile). l T SRA studies show no fossil 
fad resources in this area. 


from Worthington to Worthington Junction. Connec¬ 
tions are: a Louisville & Nashville branch to Wallace 
Junction & Midland at Clay City and the PC Peters¬ 
burg Secondary Track at nearby Worthington Junc¬ 
tion. The latter is also under study in this Report. PC 
has filed for abandonment to the ICC Docket No. AB-5, 
Sub. 151. Tliis line was described as potentially excess 
in the U.S. IX)T Report (sec Zone 123 and 125). 


Nbrnmory Recommendation 

It is not recommended that this portion of the Colum- 
s-Madisoa Secondary Track lie included in the Con- 
System. Continued operation of this line would 
a service continuation subsidy. Under 1973 
^ . avenue and cost levels, this line generates an 
^iu*l excess financial burden amounting to $14,430 or 
r*r carload. Recovery of costs would require ap¬ 
proximately a 65 percent increase in traffic or a 25 per- 
*° l m increase over the 1973 levels. 


P °* T,0N OF CLAY CITY SECONDARY TRACK 
USRA Line No. 591 
Penn Central 

r 1 ^ Clay City Secondary Track, for- 
Cpfy (\r! ° 1 ' >Sew ^ or fa Central RR. extends from 
fcjX) u to Worthington. Ind. (Milepost 

° f ** mile *' in Cla >*’ Owen and 
tr&jj a ort ? ntl ' s ’ * 1K ^‘ continuation of this line ex* 
westwarvl from Cory and southeastward 


Traffic and Operating Information 


Stations (with their 1973 carloads) served by this line: 

Riley _ 0 

Clay City _ 64 

Lancaster _ 2 

Coal City _ 0 

Ma neon rt ___....__ 5 


Total carloads generated by the Une_ 76 

Average carloads per week_ 1*5 

Average carloads |»er mile_ 2.9 

Average carloads per train_ 1.5 

1973 o|ierating information: 

Number of round trips per year_ 52 

Estimated time per round trip (hours)_ 6 

Locomotive horsepower_2,000 

Train crew sire_ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled a The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated 
that the Clay County Farm Bureau’s operation at Clay 
City generates 26 cars inbound and 49 outbound, with 
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a potential for 35 cars inbound and between 100 and 
250 outbound. The Bureau hopes that in the event of a 
PC abandonment, the LAN will consent to switch the 
Bureau’s Clay City facilities. 

The Governor's Rail Task Force found that the 
stretch of track between Riley (Milepost 10) and 
Worthington (Milepost 40) would require an annual 
subsidy of §115,956. The rehabilitation costs were es¬ 
timated at §468,000. The Task Force concluded that the 
branch should be abandoned. 

Information for Line Retention Decision 

Revenue received by PC----$19, 098 

Average revenue per carload--——— 

Variable (avoidable) cost of continued 
service: 

Coat incurred on the branch line- 186, 965 

Cost of upgrading branch line to FRA 

Class I: (1/10 of total upgrading cost)- 59, 406 
(Tost incurred beyond the branch Une- 12,748 

Total variable (avoidable) cost— - 259,119 

Net contribution (loss): total-(240,021) 

Average per carload-—- (3,158) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 10,296 cross!ics (an aver¬ 
age of 393 crossties per mile). 

An evaluation of coal reserves by USRA staff indi¬ 
cated that there are no recoverable reserves between 
Clay City and Worthington. However, there are proven 
reserves along the right-of-way l>etween Greenwood and 
Cory (see Segment 591a). A max Coal Co. and their 
Chinook Mine are currently loading coal at Riley for 
movement to American FJectric Power Co. at Breed 
near Sullivan, Indianu. This coal actually moves all the 
way via the L & N. The LAN leases the right-of-way 
between Milepost 5 and Milepost 12.4 (Riley) and has 
already upgraded the track along this segment. 

Preliminary Recommendation 

It is not recommended that this portion of the Clay 
City Secondary Track be included in the ConRail Sys¬ 
tem. Continued ojieration of this line would require a 
rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to §240,021 or §3,158 
per carload. Recovery of costs would requirr approxi¬ 
mately a thirty eight-fold increase in traffic or a 1,258 
percent rate increase over the 1973 levels. 


PORTION OF THE PETERSBURG SECONDARY 
TRACK 

USRA Line No. 593 
Penn Central 


LAN lo Qxcjfo 


PC to Tone H«uio 


RINCON JUNCTION 



PC to fefcauptft, 


NARTIMSttUij 


f Go opart Junction 

^ LAN ft L«vi«filli 


PC » Vina*m«t /* 412 *ti1«* 

/ ? PORTION OF THE PETERSBURG 
PC to EltttvMt SECONDARY TRACK. PC 

This portion of the Petersburg Secondary Tnck,| 
formerly part of the Pennsylvania RR, extends from; 
MartinsrSie (Milepost 30.6) to Rincon Junction* ltd. 
(Milepost 73.8), a distance of milt*, in Morgin, 
Owen, and Greene Counties, Indiana. Continuations of 
this line extend northward from Martinsville and south¬ 
west ward from Rincon .let. The Petersburg section 
angles to tin* south from Rincon Jet. All lines are under 
study in this Report. Connections include : the Louisville 1 
& Nashville at Gosport (Milepost 44.1); the IH Clayi 
City Secondary Track at Worthington (Mil*!*** 
72.3); and the PC’ Vincennes Secondary Track at 
Rincon Junction. This line was described as potential!.* 
excess in the U.S. DOT Report (see Zones 122 and \i»b 

Traffic and Operating Information 

Station* (with their 197a carloads) mtvmI by tbU Une 

Paragon —_____ _—.—— 

Gosport _ __ 

(io*i>ort Junction _ — 

Romona ---— --—* 

Spencer _ j 

Freedom _ - ----- 

Worthington -- --- - -- 

Total carloads geuernted by the* Une - 

Average carload* |»er week _ —-- 

Average carload* |>er inlle _ _ 

Average carload* jwr train - -- 

197.7 operating Information : 

Number of round trip* per year - 

Estimated time per round trip (hours) 

locomotive horsepower - 

Train crew *lxe _ —_ 

Information Provided by RSPO, Shipper*/ 

Agencies 

Information provided nt the hearings °° ,u | u . 
the Rail Services Planning Office as ur y 

reports entitled “The Public Response ^ [ 
of Trans|>ortntion’s Rail Service Rejioit uu 1 
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a»m over the ability of coal from southern Indiana’s 
mines to move north into the Indianapolis area T among 
others if this PC line were dropped. There also was 
concern expressed about the ability of shippers in gen- 
wal in southwestern Indiana to maintain adequate 
nil access to other parts of the state. The Penbodv 
Coal Co. noted that its Lynnville Mine is the largest 
cool producing mine in Indiana and the 10th largest 
m the country. The Indianapolis Power and Light Co. 
received over 2 million tons of coal at Petersburg from 
the Lynnville Mine and 229*2ol tons of coal at its Stout 
Nation in Indianapolis from the Lynnville Mine. A 
*jbtnisuon by the Spencer Chamber of Commerce indi¬ 
cate the city, along with many other small cities all 
dong the line, would be adversely affected by 
abandonment. 

Information for Line Retention Decision 

Rwouc received by PC- $120. 029 

Aren** revenue per carload___ 

'triable (avoidable) coat of continued 
ervlce: 

ft* Incurred on the branch line_ 054, 083 

ft* of upgrading branch Une to FRA 
rUs8l: (1/10of total upgrading cost). o 

^incurred beyond theliranch line_114,040 


Total variable (avoidable) cost_ 760,023 

(low) total.. «M8,3JM) 

per carload_ <4^5) 

This line would require no upgrading to meet the 
"TMwwnts of the Federal Railroad Administration’s 
■niujn safety standards (Class 1 track, which has a 
•''Minium safe operating speed of 10 m.p.h.). USRA 

‘Confirm that this line carries substantial 
"“aunts of coal from southern Indiana. 


^•Uirvory Recommandotlon 

I -nr "v T omme nded that this the portion of Peters- 
*•. (WJ Traek h® indlK,Cfl in the ConRail Sys- 
n:| sf r, T °/ tera ^* on °T this line would require a 
toKhpi. 10 ' , nt ' mi °t' on subsidy. The possibility of 
njrhts around this line will Iw explored. 


P0RTlON 0F THe PETERSBURG SECONDARY 
TRACK 

U$RA Line No. 593a 

Penn Central 


PC to Terre Haute \ 

Milwaukee to 
Terre Haute 


\ 


X 

' —*- j r F Worthington 

\y RINCON J 


PC to 

Indianapolis 


JUNCTION 


PC to Vincennes *• / 

% 

Beehunier ,• 

l\^ 

Elnora M.twankee to Seymour 

T -•< 


PORTION OF THE 
PETERSBURG 
SECONDARY 
TRACK. PC 


I 


41.4 Miles 


B&O to E? Chappcl1 § Washington 
St Louis 

—at-M THOMAS 


B&O to Cincinnati 
•>>. ^ 


PC to Evansville —*1 

I 


This portion of the Petersburg Secondary Track, 
formerly part of the New York Central RR. extends 
from Rincon Junction (Milepost 41.2) to Thomns, Ind. 
(Milepost 82.6), a distance of X-J miles, in Greene and 
Daviess Counties, Ind. Continuations of this line ex- 
tend northeastward from Rincon Junction and south- 
westward from ”1 homas. Both of these are also under 
study in this Report. Connections include: the Chicago- 
Milwaukec St. Paul & Pacific to Terre Haute at Elnora 
(Milepost 61.2), and the Baltimore & Ohio Main Line 
at Chappell (Milepost 78.8). Another connection is the 
Vincennes Secondary Track at Rincon Junction, which 
is also under study in this Report. This line was de¬ 
scribed as potentially excess in the U.S. DOT Report 
(see Zone 123). 

Traffic and Operating Information 

Stations (with their 1973 carloads) served by this Une: 

Newberry_____ 

Elnora _ 

Plainvlllo ___ ~ 

Graham __....___ _ _ 

Jordan ...._.____ _ _ _ 

Thomas_____ 


Total carloads generated by the Une_ 194 

Average carloads \ter week_._ 3,7 

Average carloads per mile___ 4,7 

Average carloads per train___ 0.8 

1973 operating information: 

Number of round trips per year_..._ 250 

Estimated time tier round trip (hours)..___ \o 

Locomotive horsepower____...__o, 000 

Train crew size_ 5 


7 

07 

5 

108 

6 
1 
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Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled 44 The Public Response to the Secretary 
of Transportation’s Rail Service Report'’ indicated con¬ 
cern over the ability of coal from southern Indiana s 
mines to move north into the Indianapolis area, among 
others, if this PC line were dropped. There also was con¬ 
cern expressed about the ability of shippers in general 
in southwestern Indiana to maintain adequate rail access 
to other parts of the State. The Peabody Coal Co. 
noted that its Lynnville Mine is the largest coal pro¬ 
ducing mine in Indiana and the 10th largest in the 
country- The Indianapolis Power and Light Co. re¬ 
ceived over 2 million tons of coal at. Petersburg from 
the Lynnville Mine and 229,251 tons at its Stout Station 
in Indianapolis from the Lynnville Mine. 


PORTION OF PETERSBURG SECONDARY TRACK 
U5RA Line No. 593b 
Penn Central 


PC is Indianapolis 

PORTION OF THE PETERSBURG \ 
SECONDARY TRACK. PC / 

THOMAS / 


SOU to East St. Louis 


.1 


Oakland 
•*. City 

. 

Gray Junction * * *y • 
> ..* 

BUCKSKIN 



P Algers. Winslow t 
I Western Ryto Cato 

•• > 

316 miles 


nC 


/V 

SOU to Louisville 


PC to Evansville ^ 




Lynnville Secondary Track. PC 


Information for Lin© Retention Decision 

Revenue received by PC - 024 

Average revenue per carload -—- $304 


Available (avoidable coat of continued 
service: 

Coat Incurred on the branch line - 445,327 

Coat of upgrading branch line to FHA Class 

I: (1/10 of total upgrading coat)—— 0 # 

Cost incurred beyond the branch line- 34.712 


Total variable (avoidable) coat- 480,039 


Net contribution (Iona): total-(421,115) 

Average per carload---(2,171) 

This lino would require no upgrading to meet the re¬ 
quirements of tlie Federal Railroad Administration’s 
minimum safety standards ((’lass I track, which has a 
maximum safe o|)erating speed of 10 m.p.h.). USRA 
studies confirm that this line carries substantial 
amounts of coal from southern Indiana. 

This line is required to serve USRA segments 593b, 
594 and 595. Shippers located on this line will continue 
to receive service. 

Recommendation 

It is recommended that this portion of the Peters¬ 
burg Secondary Track be included in the ConRail 
System. 


This portion of the Petersburg Secondary Track, for* 
mcrlv part- of the New York Central RR. extends from 
Thomas (Milepost 82.6), to Bwkskin, M. (Milepo* 

115.2), a distance of J2.G miles, in Davies, Pike and Gib¬ 
son Counties, Indiana. Continuation of this line extends 
northward from Thomas and southward from Buckskin. 
These continued portions are also under study in this 
Report. Connections include: the Southern to 
at Oakland City; the Algers, Winslow & \\ estem R)• 
Gray Junction (Milepost 107.2) and the PC’ Lynnville 
Secondary Track at Buckskin, This PC’ line is also under 
study in this Report. This line from Oakland toTbon»J 
was not described as potentially excess in the l > 
Report (see Zone 123), 

Traffic and Operating Information 

Statlon» (with their 11*73 carload,) nerved ,hu li0 *“ : „ 

Bennett -* ^ 4 * 

Petersburg -—---* ~~ o 

Ashby -„---——- 0 

Oakland City - 

Oakland City Junction - i*l 

Buckskin ___—- 0 

Tecumaeh --- -.—-3 

f 

Total carloads generated by the line - sjlI 

Average carloads tier week -- 

Average carloads per mile -- ^ HI ® 

Average carloads per train -’ 

1973 operating information: ® 

Number of round trips per year -“ Hi 

Estimated time per round trip (hours) - ^ 3 , 5 $ 

Locomotive horsepower-— _ 

Train crew size-- 
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Iflfomiotion Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their tv- 
ports entitled “The Public Response to the Secretary of 
Tnrusportatton’s Rail Service Report” indicated con- 
ivm over the ability of coal from southern Indiana’s 
mines to move north into the Indianapolis area, among 
others if this PC line were dropped. There also was con¬ 
cern expressed about the ability of shippers in general 
in southwestern Indiana to maintain adequate rail access 
toother parts of the state. The Peabody Coal Co. noted 
that its Lynnville Mine is the largest coal producing 
mine in Indiana and the 10th largest in the country. The 
Indianapolis Power and Light Co. received over 2 mil- 
lion tons of coal at Petersburg from the Lynnville Mine 
and 229,251 tons of coal at its Stout Station in Indianap¬ 
olis from the Lynnville Mine. 

Information for Line Retention Decision 


RfTfCUr rrcdv»*d by 1*0---$0, (503,148 

Atm*** revenue j*»r carload___ &153 

Vtriablt* fevoklible) cost of continued 
wlct*: 

t’oa Incurred on the branch Hue__ 1.286. 784 

<*wt of upgrading branch line to FRA 
Haw I: (j/io of total upgrading cost ) 0 

r< *t Incurred beyond the branch line_4, 0159. 757 


PC to Indianapolis 

PORTION OF PETERSBURG “ 
SECONDARY TRACK. PC 

PC Evansville Secondary L&N to \ 

Track to Mount Camel, III Terre Haute 

JCG to Decatur. \\\.\y/ 

\t \ 


/ 

/ 

BUCKSKIN 

^Lynnville Secondary 
Track, PC 


L&N to Sc Louis 

V • Evansville 


-15.7 miles 
EVANSVILLE 

(STRAIGHT LINE JUNCTION) 

/t - L&N (PC has Trackage 

Rights to Evansville) 


Southern Ry to Huntingburg 
•«—L&N to Nashville.Tcnn. 

T L&N and ICG to Henderson, Ky. 


of 15.7 miles , in Gibson, Warrick and Vanderburgh 
Counties, Indiana. A continuation of this line extends 
northeastward from Buckskin, which isalsounderstudy 
in this report. Connections include: the PC Lynnville 
Secondary Truck at Buckskin, the Evansville Secondary 
Track at Evansville, the Southern Railway crosses at 
Straight Line Junction, and the Louisville and Xash- 
ville and the Illinois Central Gulf at Evansville. All 
PC lines are under study in this report. This line was 
described as potentially excess in the U.S. DOT Report 
(see Zones 123 and 124). 


Total variable (avoidable) owt__5,386.541 

contribution draw): total,._1,216,607 

tnfage per carload____ __ 28 


This line would require no upgrading to meet the re- 
<pumnenta of the Federal Railroad Administration’s 
Minimum safety standards (Class I track, which has a 
,ai J unum ***** operating speed of 10 mph). USRA 
>es that this line carries substantial amounts 

coal from southern Indiana. 

btommtndaiion 

h is recommended that this portion of the Petersburg 
*ry I rack be included in the ConRail System. 


PORTION of the PETERSBURG SECONDARY 
TRACK 

U$RA Line No. 594/594a 

Penn Central 

This 

r 'r ° f Petersburg Secondary Track, for- 
Buri t L^ ° .J! 1 ® • Srw York Central RI{. extends from 
<W‘,r M ' ,ep08t T15.2), to EranavUle, Ind. 

•function) (Milepost 130.9), n distance 


Traffic and Operating Information 

Station* (with their 1973 carloads) served by this Uue: 


Evansville _ _ __ 14, 432 

ElberviUc .... 7 

Daylight ___ 44 


Total carloads generated by the line _ 14,483 

Average carloads per week _ . 278, 5 

Average carloads tier mile _____ 922. 5 

Average carloads per train _____ 7.9 

1973 (‘iterating Information : 

Number of round trips iter year __ 250 

Estimated time per round trip (hours) _ 9.5 

Locomotive horsepower _ - _ _ _ 2,000 

Train* crew size _____ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transjiortat ion’s Rail Service Report” indicated that 
Whirlpool Corp. believes its experience in Evansville 
has proven l>evond any doubts that the I*SX, Southern 
and ICG could not, without major realignment of man¬ 
power. motive power and equipment, sene the needs of 
its manufacturing-warehousing complex. Whirlpool’s 
traffic alone constitutes well over half the traffic density 
which the DOT Report attributed to the line. The com¬ 
pany stated that substantially higher volumes would lie 
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generated if substandard track conditions were cor¬ 
rected. The Report said the Governors Rail Task Force 
did not analyze this line because at the time it was not 
under study by USRA. The USRA shippers’ files show 
concern that solvent railroads which would continue in 
operation if the Penn Central line is dropped might not 
be able to handle the Evansville traffic, that Evansville’s 
status as an inter-regional gateway might be eroded. 

Information for Line Retention Decision 


Revenue received by PC __ $4.047. 974 

Average revenue per carload _ $321 


Variable (avoidable) cost of continued 
service: 

Coat incurred on the branch line_ 559.987 

Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

cost)- 23.873 

Cost Incurred beyond the branch line™ 3.055. 894 


Total variable (avoidable) cost_ 3.630.754 


post 0.0). to Lynnville , Ind. (Milepost 7.8), a dis¬ 
tance of 7Ji mile in Gibson and Warrick Counties, In- 
diana. At Buckskin, this line connects with the PC 
Petersburg Secondary Track, which is also understudy 
in this Report. This line was described as potentially 
excess in the U.S. DOT Report: (see Zones 123 and 
124). 

Traffic and Operating Information 


Stations (with their 1973 carloads) nerved by this line; 

Buckskin _ 2 

Sun tec Spur_ 28.231 

Total carloads generated by the line__ 28.233 

Average carloads per week-*_ .5011 

Average carloads per mile_ 3,361.9 

Average carloads per train_-_____ i#.0 

1073 operating information: 

Number of round trips per year- 265 

Estimated time per round trip (hours)_ 60 

Locomotive horsepower_ 6,000 

Train crew sUe-.-—- 3 


Net contribution (loss): total_ 1,008.220 

Average per carload_ 70 

The line would require upgradingto meet the require¬ 
ments of the Federal Railroad Administration s mini¬ 
mum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of 2,720 crossties (an average of 173 cross- 
ties per mile). USRA studies show that coal reserves are 
found only along the northern extension of this line. 

Recommendation 

It is recommended that this portion of the Petersburg 
Secondary Track be included in the ConRail System. 


LYNNVILLE SECONDARY TRACK 
USRA Line No. 595 
Penn Central 


PC to Indianapolis 



LYNNVILLE 
-SECONDARY 
TRACK. PC 


PC to 
Evansville 


LYNNVILLE 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
Rail Services Planning Office as reflected in their re¬ 
ports entitled u The Public Response to the Secretary of 
Transportation’s Rail Sendee Report” indicated that 
the Peabody Coal Company’s Lynnville cool mine isthe 
largest coal producing mine in Indiana and the tenth 
largest producing mine in the country. The Company* 
capital investment at the site is tremendous, the Report 
said. Peabody est imated that it would require 480 truck* 
each day. six days a week, to earn the coal the company 
now ships by rail from the Lynnville Mine. The Indi¬ 
anapolis Power and Light Co. received over 2 million 
tons at Petersburg from the Lynnville Mine via a direct 
PC haul through Oakland City to Petersburg. In 
Indianapolis Power also received 229,251 tons of eoa 
at its Stout Station plant in Indianapolis fn>m tb 
Lynnville Mine, The Governors Rail Task Force lists 
total branch costs as $18,785, freight revenue as $3,433,- 
242. It calls the line perhaps the most viable branch line 
in the State of Indiana. Based on its viability and foa 
fuel role, the State recommends continuation of servica 
on this line and its inclusion in the new ConRail System* 


Information for Line Retention Decision 


Revenue received by PC- 

Average revenue per carload- 

Variable (avoidable) coat of continued 
service: 

Coat incurred on the branch line- 

Coat of upgrading branch Une to FRA 
clans I (1/10 of total upgrading 

Coat incurred beyond the branch line— 


$130 

611 .285 


2,397.311 


$3.41L3# 


The Lynnville Secondary Track, formerly part of the 
New York Central RR, extends from Buckskin (Mile¬ 


464 


Total variable (avoidable) coat- 


3,006. 


















9805 


Srt contribution (loss): total.. 402, TOtt 

ArerafC* V* 1 «"»rio«d.-•- 15 

This lino would require no upgrading to meet the 
requirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has 
• maximum safe operating speed of 10 m.p.h.). The 
1SRA stall has confirmer! the existence of the Peabody 
coal traffic on this branch. 

letommendolion 

It is recommended that the Lynnville Secondary 
Track lie included in the Con Rail System. 


DUFF RUNNING TRACK 
USRA Line No. 596 
Penn Central 


£"PC to Indianapolis 


DUFF JUNCTION 


P«fersburj Secondary 
Tndr. PC 
To Evansville 


/ DUFF RUNNING 
^^V^TRACK. PC 

y ^^+--2.4 miles 

ndv t ,,.N. 

•• VACuiurmu 


B&O to Cincinnati 


WASHINGTON 
B&O to East St Louis 


The Duff Running Track, formerly part of the New 
wk Central Railroad, extends from Duff Junction 
Mlepogt 77.fi), to Washington^ Indiana (Milepost 
* distance fo 24 miles, in Daviess County, IiT- 
twa. At Duff Junction, this line connects with the PC 
^•rsburg Secondary Track, which is also under study 
m this Report, Another connection is with the Balti- 
l n ^ Ohio Cincinnati-East St. Louis line at Washing- 
. h* 8 filed for abandonment with the ICC (Doc- 

1 * °* AB-5. Sub. 9i). This line was not described as 
Prtwitialljr excess in the l T .S. DOT Report (see Zone 


*** ond Operating Information 

carloads) served by this line: 


Atvrx, * ******** generated by the line_ 

Ar J*' < * rtotdl1 _ 

hy*** *** mii °_ 

W carloads per train__ 


_ 86 

_ 1.6 

. 37.0 

_ J.6 


1073 oj*> rating Information: 

Number of round tripe per year- 62 

Estimated Ume per trip (hours)- 1.5 

Locomotive horsepower- 2.000 

Train crew size- 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Service 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Sendee Report.” 

Information received from the PC indicates that 
Whirlpool in Evansville, Indiana uses this track as an 
indirect route to Evansville. Apparently, because of 
service reasons, traffic is routed to Washington via 
Baltimore & Ohio and then to Evansville via PC route 
to Washington, Duff Junction. Evansville. The firm 
generates 2,000 or more cars per year. 

The Governor’s Rail Task Force recommends that 
the line be retained because traffic was of sufficient 
quantity to generate a substantial profit in 1973. The 
Task Force estimated Penn Central revenue from this 


line at $17,062, costs at $7,514, and profit at $9,548. 

Information for Line Retention Decision 

Revenue received by PC __ $16. 618 

Average revenue per carload -— $106 


Variable I avoidable) coat of continued service: 

Cost Incurred on the branch line - 26,327 

Coat of upgrading branch line to FRA class 

* I (1/10 of total upgrading coat) __ 8.932 

Coat Incurred beyond the branch line _ 14.830 


Total variable (avoidable) coat ... 50.108 

Net contribution (loss) : Total - (33. 580) 

Average per carload --- (305) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class T track, which has 
a maximum safe operating speed of 10 mph). Based 
on available information, this upgrading would in¬ 
clude the replacement of a total of 1,150 crossties (an 
average of 500 crossties per mile). 

An evaluation of coal reserves by USRA staff indi¬ 
cates that this line is currently used as an interchange 
mute for some coal shipments. 

Preliminary Recommendation 

It is not recommended that the Duff Running Track 
be included in the ConRail System. Continued opera¬ 
tion of this line would require a rail service continua¬ 
tion subsidy. Under 1973 traffic, revenue and cost levels, 
this line generates an annual excess financial burden 
amounting to $33,580 or $395 j>er carload. Recovery of 
costs would require approximately a twenty-fold in- 
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crease in traffic or a 200 percent rate increase over the 
1973 levels. 


PORTION OF THE VINCENNES SECONDARY 
TRACK 

USRA Line No. 597 
Penn Central 



This portion of the Vincennes Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Rincon Junction (Milepost 73.8), to Sandbom* Ind. 
(Milepost 91.7), a distance of 17S mi/ee, in Greene and 
Knox Counties, Indiana. A continuation of this line 
extends southwest ward from Sandbom; it is also under 
study in this Report. Connections include: the PC 
Petersburg Secondary Track at Rincon Junction; the 
Illinois Central Gulf RR to Indianapolis and Effing¬ 
ham, Illinois, at Switz City; and the Chicago. Mil¬ 
waukee, St. Paul and Pacific RR to Terre Haute and 
Seymour at Beehunter. The PC line is also under study 
in this Report. This line was described as potentially 
excess in the l T .S. DOT Report (see Zone 123). 

Traffic and Operating Information 


Stations (with their 1973 carloads) served by thU line : 

Swits City _ 22 

Lyons _ 5 

Bnshrod _._.._ 25 

Beehunter _—____ 21 


Total carloads generated by the Une _ 73 

Average carloads per week _.__ 1.4 

Average carloads per mile _ 4.2 

Average carloads per train _*_ 1.4 

1973 operating information : 

Number of round trips per year _.._ 52 

Estimated time per round trip (hours)..._ 8 

Locomotive horsepower ___ 1. 750 

Train crew size ___ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at tiic hearings conducted by 
the Rail Services Planning Office as reflected in their re¬ 
ports entitled *The Public Response to the Secretary 
of Transportations Rail Service Report v indicated 
that this line is a major through-route for coal ship¬ 
ments and curtailment of service would necessitate i 
virtually impossible switch to motor carriers. Miami 
County Circuit Judge John L. Niblack pointed out that 
the PC delivers 640,000 tons of cool to the Martinsville 
plant using a switch at Sandbom. The only alterna¬ 
tive to this route is a line that needs rehabilitating. He 
also noted the loss of tax revenues to the eomrminitia 
should the railroads abandon operations. 

Other testimony expounded on the large shipments 
of coal and the inherent problems that would arise due 
to a switch to another transportat ion mode. 

Additionally, the Greene County Farm Cooperative 
Association emphasized the necessity of rail service to 
the agriculture industry. 

Information for Line Retention Decision 

Revenue received by PC- $14.974 

Average revenue per carload- 1205 

Variable (avoidable) com of continued service: 

Cost incurred on the branch line-100,778 


Cost of upgrading branvb Une to FRA class 

I (1/10 of cost upgrading coat) —--.- 

Coat incurred beyond the branch line - 1L7U2 

Total variable (avoidable) cost - 211.824 

Net contribution does): total __ (19*»0) 

Average per carload _...-(2.696) 

This line would require minimum upgrading to raert 
the requirements of the Federal Railroad Administra¬ 
tion’s minimum safety standard (Class I track, wmc 
lias a maximum safe operating speed of 10 m-p*h*b 
Based on available information, this upgrading vrou' 
include the replacement of a total of 7242 crusstif* 
average of 404 crossties per mile). 

An evaluation of coal reserves by CSRA staff ion 
firms that this line is currently used as a through rou 
for coal shipments. . , 

The portion of this line between Sandbom an * 
City is required to serve USRA segment 

Preliminary Recommendation 

It is recommended that the portion of live V uui ^ 
Secondary Track between Sandbom and ltx 
included in the ConRail System. 

It is not recommended that the portion <> f 
cennes Secondary Track between Switx( if) am 
Junction lie included in the ConRail System. 
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PORTION OF THE VINCENNES SECONDARY 
TRACK 

USRA Line No. 598 
Penn Central 


PC to Rincon Junction and 
Indianapolis 



/ PC to Vincennes 


This portion of the Vincennes Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
'rmftpni (Milepost 91.7) to BickneU. /rid. (Milepost 
» distance of 112 miles, in Knox County, Ind. 
Continuations of the line extend northeastward from 
Stadhorn and southwest ward from Bicknell. Both are 
ilio under study in this Report. This line was not de¬ 
rated as potentially excess in the U.S. DOT Report 
Zone 123). 



Jroflc and Operating Information 

(trfth thrtr 1073 carloads) served by this Une: 

fcmSbom —_ 14.379 

*«tpbJiUA_ 1 

tonnl<pnr? - 308 

.. 92 

®twibonH‘_ iq 


Total carloads generated by the line_ 14. 550 

**** carloads per week_ 270. 9 

T* 1 * nrUHLiU per mile.. 1,257.5 

carloads per train_ 93.9 

^^mrtnK information: 

° f rt>lln(i trtp * Per year_ 250 

r * 10 * 1 * 1 time jer round trip (hoars)__ 4.0 

horsepower__ 7.000 

a*r rt*e_ 9 


'"'^motion Provided by RSPO, Shipper*, Government 
*9«nciej 

" * n * orni ation concerning this line was pro- 
the hearings conducted by the Rail Services 
p*ki* ^ ** in their reports entitled 

for* d . 10 ^ C8 P Ql ^e to the Secretary of Transporta- 

^3 Service. Report- 

Kail Task Force indicates that PC 
* n freight revenues as compared to $97.- 
T W| ] ^Vv**** e< l Ua ^^ n 8 ft $190,112 estimated profit. 
‘‘^bihtutiun costs totaled $240,000. The total an- 
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nual traffic over this line was 971 carloads or 37 cars 
per mile. There is also an electrical generation facility 
on the line. For these reasons and others mentioned 
about U^RA Line No. 597, the Task Force, recommends 
inclusion of this line in the Final System Plan. 

Information for Line Retention Decision 

Revenue received by PC __«.- $2, 151,331 

Average revenue per carload -- $153 

Variable (avoidable) coat on continued 
Service : 

Coat incurred on the branch line - 449.309 

(’oat of upgrading branch line to FRA 
Class 1: <1/10 of total upgrading 


coat) ... 42,967 

Coat Incurred beyond the branch line.. 1 . 469, 315 

Total variable (avoidable) coat_ 1,901,581 

Set contribution (loss): total_ 189.750 

Average per carload_ 13 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which 1ms n 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include the 
replacement of a total of 6.720 emssties (an average 
of 600 empties per mile). An evaluation of coal re¬ 
serves by USRA staff confirms that this line is used to 
move coal to Edwardsport. 

Recommendation 

It is recommended that this portion of the Vincennes 
Secondary Track lie included in the ConRail System. 


PORTION OF THE CRAWFORDSVILLE 
SECONDARY TRACK 

USRA Line No. 602 

Penn Central 



4--L&N to Chicago 
CRAWFORDSVILLE 

iV 


WAVELAND 


L4N to Louisville 
PC (P&E) to Indianapolis 

PORTION OF THE 
CRAWFORDSVILLE 
SECONDARY TRACK. PC 


This j*>rtion of the Crawfordsville Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Waveland (Milepost 37.0), to Crawfordscilh\ Ind . 
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(Milepost 52.0), a distance of 15.0 mile in Mont¬ 
gomery County, Indiana. Continuations of this line did 
extend northeastward from Crawfordsville and south- 
westward from Waveland. These continual 19 ns have 
been abandoned. There are two connections on this line. 
They are the PC Peoria & Eastern line, and the Louis¬ 
ville & Nashville Chicago-Louisville line, both at Craw¬ 
fordsville. The PC line is also under study in this Re¬ 
port. The PC has filed for abandonment of this line with 
the ICC and USRA (Finance Docket No. 26784; USRA 
Docket No. 75-50). This line was described as potential¬ 
ly excess in the U.S. DOT Report (see Zone 126). 


Traffic and Operating Information 

Station* (with their 1973 carloads) served by thl* line: 

Crawfordsville 1 ___ 3 

Waveland_____ 0 


Total carload* generated by the line_____ 3 

Average carloads per week-—_______ 0.1 

Average carloads per mile_____ .2 

Average carloads per train___ . 5 

1973 operating Information: 

Number of round tripe per year_____ 6 

Estimated time per round trip (hours)_ 4 

Locomotive horsepower__l, 750 

Train crew size_ 4 

* Includes only truffle on •rfment. 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tions Rail Service Report”. 

The Governor's Rail Task Force recommends aban¬ 
donment of this line due to insufficient traffic. A letter 
received from Otis R. Bowen, M.D., Governor of the 
State of Indiana, substantiated the Rail Task Force's 
opinion, and additionally, it noted that total 1973 ship¬ 
ments on this line were 7 carloads. 

A letter received from Harold B. Taylor of West 
I^afayette, Ind., indicated that he is in favor of 
abandoning this line because of the deterioration of the 
railroad property. 

Information for Lino Retention Decision 

Revenue received by PC_ $759 

Average revenue per carload_*_ $253 


Variable (avoidable) coat of continued nervlce 

Cost incurred on the branch linc_„._. 97 .142 

Cost of upgrading branch line to FRA 
class I (1/10 of total upgrading cost) __ 41,016 
Cost incurred beyond the branch line _ 319 


Total variable (avoidable) coat____ 138,477 


Net contribution (loss) total ___ (137,718) 

Average per carload ____ (45.906) 


This line would require upgrading to meet the 
quirements of the Federal Railroad Administration* 
minimum safety standards (Class I track, which mi 
maximum safe operating speed of 10 mph). Rased ^ 
available information, this upgrading would include tie 
replacement of a total of 10,365 cr08Sties( an avertp 
of 691 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Craw- 
fordsville secondary track be included in the ConBoil 
System. Continued operation of this line would require 
a rail sendee continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annul! 
excess financial burden amounting to $137.718or §45,906 
per carload. Recovery of costs would require approxi¬ 
mately u three hundred-fold increase in traffic or a 
18,145 percent rate increase over the 1978 levels. 


PORTION OF THE COLUMBUS TO LOUISVILLE 

LINE 

USRA line No. 619 
Penn Central 


. PC to Indianapolis 
FRANKLIN 


PORTION OF THE LOUISVILLE 
kBRANCH. PC 



/*~PC «* Flat Rock 


^ PC to North Vwnoo 
V (out of Service! 

\ 

\ 


This portion of the Columbus to I»uisvil1c Lj* 
formerly part of the Pennsylvania RR. extends ® 
Franklin (Milepost 20.0) to Columbvt, Ind. 

40.5) a distance of 3 Oft milss. in Johnson «od ^ a ‘ 1 0 
mew Counties. Indiana. Continuations of tins > nt 
tend northward from Franklin to Indian*)*’ _ s 
southward from Columbus to Jeffersonville an ^ 
ville. The latter portion is also under stui * v 
Report. Connections at Columbus include : the 
byvillc Secondary Track to Flat Rock a”' r 
Columbus—Mndison Secondary Track a bo 11IU \ . n , 
in this Report. This line was described M P" ’ 
excess in the U.S. DOT Report (see Zones 1-1«" 
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Information Provided by RSPO, Shippers, Government 

Agencies 


Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report’’ indicated 
that most objections to curtailment of service centered 
on the discontinuance of service from Indianapolis 
to Louisville, 

The Edinburg Chamber of Commerce is vehemently 
opposed to any discontinuance of rail service. Accord- 
ingtothe Chamber, the possibility exists that over 1,200 
people would lose their jobs. Three firms from Edin¬ 
burg agreed wholeheartedly with the Chamber. Com¬ 
munity Grain, Inc. of Edinburg, with capital invest¬ 
ments of $.5 million, are fearful of losing their business 
if rail service is discontinued. Huntington Creek Corp., 
DBA Lotus Warehouses estimates that the cost of relo¬ 
ading a new elevator would cost over $.5 million. The 
American Walnut Association noted that 3 firms at Ed¬ 
inburg are responsible for shipping 41 percent of the 
domestic and export walnut veneer. The increased costs 
ittribnted to the switch to truck freight service would 
iffeet their ability to compete. Congressman William 
G. Bray termed the impact of abandonment on Edin- 
disastrous. He added that Edinburg generates 
-#75 rare per year and one firm is delaying expansion 
pending determination of the line’s status. 

The Governor’s Rail Task Force indicates that PC 


♦arnod WMflOl in freight revenues as opposed to $78,- 
in branch costs equalling a $407,211 estimated profit. 
to * a l annual traffic over this line totaled 1,935 
p *rloadsor 92 cars per mile. This section of track is also 
?ap d by Amtrak for north-south passenger service. For 
reasons and those mentioned above, the Task Force 
this line warrants inclusion into the Final 


WounoHon for Line Retention Decision 

Thi> line is required for through freight service, 
f »ne local rail service will be provided to all ship- 
i** located on the line. 

^mmtndotion 

^\ re ^° mmen dsd that this portion of the Columbus 
Ulsvi,,e be included in the ConRail System. 


NEW WATSON BRANCH 
USRA Line No. 621 
Penn Central 

" ,Uson branch, formerly part of the Penn* 
i extends from Jeffersonville (Milepost 0.0) 


PC 10 Indianapolis • 



to WaJ*on % hid. (Milepost 4.0), a distance of b.0 mifca, 
in Clark County, Ind. This line connects with the fol¬ 
lowing lines: the PC Louisville Branch, the PC New 
Albany Branch and the B&O to North Vernon at .Jef¬ 
fersonville. It also connects with the Baltimore & 
Ohio to Vernon at Watson. The PC lines are also under 
study in this Report. This line was described as poten¬ 
tially excess in the U.S. DOT Report (see Zone 205). 

Traffic and Operating Information 

Station* (with their 197S carloads) served by thU line: 


Charlestown___ 548 

Wnt*on__.___ 0 


Total Carina Us generated by the line_ 548 

Average carload* per week___ 10. 5 

Average carload* per mile_137.0 

Average carload* per train_ 8. 7 

1973 operating information: 

Number of round trips per year_ 150 

Estimated time per round trip (hours)_ 3 

Locomotive horsepower..._....._ _ __ 1 , 200 

Train crew size_____ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled “The 
Public Response to the Secretary of Transportation’s 
Rail Service Report.” The Indiana Army Ammunition 
Depot at Charlestown owns the track from Watson to 
Charlestown, but it is switched by the PC. 

Information for Line Retention Decision 


Revenue received by PC _ $248, 379 

Average revenue per carload _ $453 

Variable (avoidable) coat of continued 
service: 

Coat Incurred on the branch line _ 57,088 

Cost of upgrading branch line to FRA 

Class I: (1/10of total upgntdIngcoat) _ 9,038 

Coat incurred beyond the branch line _ 118,979 


Total variable (avoidable) coat__ 185.053 


Net contribution (loss) : total_j_L_• 63, 326 

Average per carload_ 116 
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This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include the 
replacement of a total of 2.000 crossties (an average of 
500cro68t iesper mile). 

Recommendation 

It is recommended that the New Watson Branch lx? 
included in the CouRail System. 


NEW ALBANY BRANCH 
USRA Line No. 621b 
Penn Central 


PC to Indianapolis 


B&O (o North Vernon 

. V 


L&N to Chicago 

\\ 


i . 

j Watson ^ 
•x* 

i .* 

Jeffersonville | y •* 
(Boyd) 


>nv»Me» i 

.,-Y / 

•• I r 


Southern to *, .♦** 4.4 M.lcsl / 

E. St Louis \ *^iil^**^^^L** 

NEW ALBANY: * | JEFFERSONVILLE 

• ' I ^ 

NEW ALBANY \ PC to Louisville 
Kentucky & Indiana BRANCH. PC 
Terminal RR to 
Louisville 


The New Albany Branch, formerly part of the Penn* 
sylvom* RR, extends from Jeffersonville (Milepost 
0.0) to flew Albany , Ind. (Milepost 4.6), a distance of 
4M miles, in (’lark and Floyd Counties, Indiana. At 
Jeffersonville, this line connects with the PC Louisville 
Brandi and the Baltimore & Ohio line to North Vernon. 
The PC lines an* also tinder study in this Report. At 
New Albany, this line connects with the .Southern Main 
Line, the Baltimore & Ohio to North Vernon, the Louis¬ 
ville & Nashville to Bloomington and the Kentucky & 
Indiana Terminal to Louisville. This line was not de¬ 
scribed as potentially excess in the U.S. DOT Report 
(see Zone 205). 


Traffic and Operating Information 

Station* (with their 1973 carload*» nerved by this line; 

JeffentonvUle 1 ___ 161 

New Albany _ 236 


Total car loads generated by the line ___ 897 

Average carload* per week _____ 7. 6 

Average carload* per mile _ 86, 3 

Average carload* j>er train ___ 3.2 


1973 operating information 

Number of round trit* per year—— _ _ ^5 

Estimated lime per round trip (hours) _ _ % 

I^hcomotlve horsepower_...-- -i/j# 

Train crew idae__ _ 4 

* (I Delude* only traffic on Krgintiit b 

Information Provided by RSPO, Shippers, Governmtal 
Agencies 

No specific information concerning this line waspn* 
vided at the hearings conducted by the Rail &rrk» 
Planning Office a* reflected in their report* entitled 
“The Public Resjmnse to the Secretary of Transport* 
tion’s Rail Service Report/’ 

Information for Lino Retention Decision 

Revenue received by VC - .. 

Average revenue per carload--- *364 


Variable (avoidable) cost of continued 
.sendee: 

Coat incurred 011 the braucli line_... 55,645 

Coat of upgrading bnuicli line to ERA 

Class I (1/10 of total upgrading coat). 17,154 
Cost incurred beyond the branch line_7s. 6J9 

Total variable (avoidable) cost_ - 15142* 


Net contribution (loss) : total_ — («.(•&< 

Average per carload_____ (15) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration* 
minimum safety standards (Class I track, which hast 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would included# 
replacement of a total of 2,290 crossties (an average of 
498 crossties per mile). 

Although this line generates a loss, a 10 percents* 
crease in traffic or a 5 percent rate increase over 1 -** 1 
levels would enable financial self-sufficiency. 


Recommendation 

It is recommended that the New Albany Branch be 
included in the Con Rail System. 

PORTION OF ANDERSON-LEBANON LINE 
USRA Line No. 622/623 
Central Indiana Railway 


PC to Lofwiteon 

\ I PORTION OF THE ANDERSOM-Le**" 0 " W 
NARwH»d*«» City 


PC to KjnkafcM 1 


LAN to Hommood 



LEBANON 


hsmcr*** 



ip-naw *• 

LAN to 
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This portion of the Anderson-I Lebanon line of the 
Central Indianu Railway extends from Futherburg 
\Iilep<»>t 10.0), to Lebanon* Inti. (Milepost 42.7), 
i distance of 12.! mile*, in Madison. Hamilton, and 
Boone Counties, Indiana. A continuation of this line ex¬ 
tends east ward from Fisherburg. Connections include: 
the Norfolk & Western to Michigan City and Indianap¬ 
olis at Xoblcsville; the Ixmisvillc & Nashville to Ham- 
mood and Indianapolis at Westfield; ami at Ixdmnon, 
the PC Cinciniutti-to-Kankakce line and the PC IftF 
Branch. Portions of both of the PC lines are also under 
study in this Report. PC has filed for abandonment of 
this line with the ICC, Finance Docket No. 26587: with 
FSRA, Docket No. 75-561. This line was described as 
potentially excess in the C.S. DOT Re|>ort (See Zone 
122 ). 

Infcrmotion Provided by RSPO f Shippers, Government 

Agencies 

Information provided at the hearings conducted hv 
thcKail Services Planning Office us reflected in their re¬ 
ports cut it led he Public Response to the Secretary of 

Transportation's Rail Service Report” indicated that 
thr Brockway Glass Company employs 500 people and 
operates 24 hours j>er day, 7 days per week. The firm re- 
erhes 50 percent of their traffic via PC and 50 percent 
hi Norfolk it Western. The firm emphasized the need 
^maintain this delivery ratio between the carriers in 
wder to continue their 7-day-a-weok operation. The firm 
Wed that motor carriers could not supply the notes- 
service if ruil freight via PC was discontinued, 
tttaut adequate rail service, the firm may Ik* forced 
operations. 

Tcbco Fertilizer Co. is concerned about the effects on 
^cultural communities. They stated that fer- 
1 Jierdoes not lend itself to truck shipments because of 
® freight charges ami the necessity of moving 
“*** wnounts rapidly. 

( ' 4,1 tnil Indiana Railroad has not responded to a 

from the Governor’s Rail Task Force for traffic 

^7-ung the line. Therefore, the Task Force has 

J any recommendation for the line at this 

nine. 

TWimonj, was received from William Hudnut, Illi- 
ongressrnan, Yith Congressional District, indicat- 
^. ,s ^ no is the only right-of-way bypassing 

^ otion for Line Retention Decision 

ft an'i ^iana Railway is independent of the 

‘ntlvs! 1 r ** 0r * not * )orn •H^jected to detailed 
UM ,s n °t to he a part of the ConRail System. 

I rnlnory Commendation 

tral jp i ro< 0!T rrnended that this portion of the Cen- 
1 1 ^*dway I** included in the ConRail 


PORTION OF THE EFFNER SECONDARY 
TRACK 

USRA Li te No. 630 
Penn Central 



LAN u> KicMi(m Ctrjr 

•S’ 1 

Cafar»«*Qrt-to 

\ Oicajpo li««. PC 

V 

\ 

Hemitcviio 


PC to Locantoert 

_y_ 

KENNETH 
LAN to 


LAN bd Louitvillo 

PORTION OF THE EFFNER 
SECONDARY TRACK. PC 


This portion of the Effner Secondary Track, formerly 
part of the Pennsylvania RR, extends from Kenneth 
(Milepost 5.7) to Kfiner, Ind. (Milepost 61.2), a dis¬ 
tance of 55A mile*, in Cass, White, Jasper and Newton 
Counties, Ind. A continuation of this line extends east¬ 
ward from Kenneth to Logansport. Connections are: 
the PC logansport-to-Chicago line at Kenneth: the 
Louisville and Nashville line to Hammond and Indiana¬ 
polis at Mont ice llo; the Louisville and Nashville to 
Michigan City and Louisville at Reynolds; the PC Dan¬ 
ville Branch at Kentland: and the Toledo Peoria & 
Western RR to Peoria at Effner. The PC Danville 
Branch is also understudy in this Report, as is a portion 
of the PC Ix>gunsport to Chicago line. The portion of 
this line from Monticello to Kenneth was described as 
potentially excess in the U.S. DOT Report (see Zones 
117 and 128). 

Traffic and Operating Information 


Station* (with rheir 1973 carload*) served by thh» line: 

Lake Clecott _ 0 

Burnetbrrille _ 32 

Idoville _ 34 

Monticello _ 895 

Reynold* _____ 1 , 240 

Sea fie hi _ 0 

Wolcott _ 159 

Remington _,___ 927 

Goodhttid _ 945 

Perkins _ 18 

KfTner _ 5 

Kentland 1 _„_.__ 271 


Total carloads generated by the line _ 4,520 

Average carloads i>er week _ 87.0 

Average carloads per tulle ___ 81.5 

Average carload* per train _ 15. 1 

See footnote at end of table. 
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1073 Oi>emtinu Information: 

Number of round trip* |K»r year- 

Katlnuited time i*»r round trip (hour*)-. 

Locomotive horsepower-- 

Train crew size--- 

1 I it cl ml c* only truffle: on cement. 


300 

12 


_ 3 , 500 

5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Kail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report” indicated that 
the testimony directed itself only to the portion of the 
line from Monticello to Kenneth. The Toledo Peoria & 
Western protested abandonment on the grounds that 
discontinuance of service would destroy its competitive 
position l>ecause the TP&W’s only eastern connection is 
with this PC’ line at Effner, to the west of Kenneth. 

The Monticello Chamber of Commerce maintained 
that area businesses are dependent upon rail service to 
maintain their competitive position. Another firm sub¬ 
mitting testimony, the Cheesebrough Ponds Company, 
generated 900 tons of freight over this line in 1973. The 
company depends on a multimodal distribution system. 

The Chemetron Corporation stated that it is vitally 
dependent on the railroads. The company transports 
heavy, bulky items. In 1973. the firm shipped 537 car¬ 
loads over this line. Until the line’s status is resolved, 
they are delaying any expansion. 

Testimony received from Edward J. Hassenger, Traf¬ 
fic Manager, The Early & Daniel Co. advocates the re¬ 
tention of the TP&W Peoria. Illinois to Kentlnnd. In¬ 
diana connection. This connection is preferred in lieu of 
Chicago because of distance and congestion problems. 

The TP&W has suggested to USRA staff that they 
are interested in somehow maintaining an eastern inter¬ 
change with a main line of ConRail. The TP&W may 
even be interested in purchasing part of the former PC 
lines in this area in order to protect their connections 
with ConRail. 

Information for Line Retention Decision 

Revenue rerelvinj by PC ___ $1. 752, 792 

A venire revenue jn>r carload _ $387 

Varlnble (avoidable) cost of continued 
nerrlcc : 

Coat Incurred on the branch line _ 748,571 

Coot of upgrading branch line to FRA 
Class I (1/10 of total upgrading 
cost) . 51.207 

Coat incurred lieyond the branch 

line .. 1, 320, 743 

Total variable (avoidable) coot _1717717171 2,120.521 

Net contribution (lorat) : total __ (373,729) 

Average i*»r carload ___ (83) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 


minimum safety standards (Class I track, which hast 
maximum safe operating speed of 10 m.p.h.). Bused od 
available information, this upgrading would include 
the replacement of a total of 1,280 crossties (an aver* 
age of 23 crossties per mile). The TP&W has suggested 
to USRA staff that they are interested in maintaining 
an eastern, interchange with a main line of ConRiil. 
The TP&W may bo interested in purchasing part of the 
former PC lines in this area in order to protect such 
a connection. 

Preliminary Recommendation 

It is not recommended that this portion of the Kffner 
Secondary Track be included in the ConRail System. 
Continued o|)erntiou of this line would require a rail 
service continuation sulisidy. Under 1973 traffic, rev¬ 
enue and cost levels, this line generates an annual ex¬ 
cess financial burden amounting to $373,7*29 or $83 per 
airload. Recovery of costs would require approximately 
a INbpcrcent increase in traffic or a 20-perrent rate in- 
creaseoverthe 1973levels. It isexpeetedthat theTPAW 
will be interested in acquiring the track 1*9 ween Effner 
and Kentland (sec Appendix D). 


PORTION OF THE COLUMBUS-TO- 
INDIANAPOLIS LINE 

USRA Line No. 633 


Penn Central 



tcc« »«*•*■■. HI 


This portion of the Columbus-tO'Inditnnpli* Iji* 
rmerly part of the Pennsylvania RR? extern s ' ^ 
\ckm«nd (Milepost 119.6) to Indvyutpol* • 
dilepost 186.9). a distance of 67J mile*’ 1,1 1 ‘ 

enry. Hancock and Marion Counties. * IK • 

A continuation of this line extends cast" ftr< ^ 
ichtnond towards Dayton, Ohio. At h"’mien • 

»c connects with the Penn Central Richmoo ^ 
Hamilton. Ohio and Anderson. Ind~ the ' jJ 
al Newman Secondary Track to 'Vine lester. ^ 
Itesapcake & Ohio to Chicago and <• \ -j— 

nnections arc: the Norfolk & Western 1 
ity and Dunreith, the Penn Central Am * 
irg Secondary Track at Knightstown. al J -peon 
lapolis, the Penn Central Louisville rai!l 
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Central Cincinnati' -to-K&nk&kee Line, the Penn Cen¬ 
tral Petersburg Secondary Track to Evansville, the 
Penn Central to Springfield, Ohio, Peoria & Eastern 
line, the Penn Central Green castle Branch to Terre 
Haute, the Penn Central Springfield Branch, the Penn 
Central Clevrland-to-Indiana|>olis Line, the Penn Cen¬ 
tral Indianapolis- to-St. Louis Line, the Penn Central 
1£F Branch. the Baltimore & Ohio to Chicago and the 
Norfolk & Western to Frankfort. This line was not 
bribed as |w>tentinlly excess in the U.S. DOT Rej>ort 
jaw Zones 120 and 122 ) . 

Traffic and Operating Information 


Nation^ iwlth Ihfir 11)73 carloads) served by this line: 

Bfchmood * -- 8 . 521 

OntorrlUt .—_-_ 440 

Orminlown - 24 

Onahrldgr^ City__ 09 

Do writ h_ 35 

Charlottesville _ 117 

Gm-nflrM _._ 577 

Gem-_--i... 180 

KttightStOM I) 1 ___.___ 04 

Cumberland _ 80 

Indiana jwU r 1 _ 5,101 


Total carloads generated by the line_15,317 

Antacr carloads per week_______ 204.0 

Arm#* carloads j>er mile_______ 227. 0 

carloads per train_»___ 01.3 

TOopcmtiu« Information: 

Nqtator of round trips |»er year_ 250 

Estimated time per round trip (hours)_ 30 

locnmotire horsepower.._._.___ 1,750 

Ttiln cn*w *lxe___ _....... 5 

lidvdft oaljr t raffle on moment. 


Variable (avoidable) cost of continued 
service : 

Coat incurred on the branch Une _ 1,336,707 

Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

coat ) _ 0 

Coat incurred beyond the branch 
Une ... 1.965,072 


Total variable (avoidable) cost_ 3.301,839 


Net contribution (loss): total_ 880,321 

Average per carload_ 57 


The majority of the traffic listed above is generated 
at Richmond and Indianapolis. Those shippers located 
in these two areas will continue to receive service. The 
j>ortion of the line between Richmond and Indianap¬ 
olis appears to generate insufficient traffic to be finan¬ 
cially sel f sufficient. 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 mph). This seg¬ 
ment is presently used by Amtrak for service between 
Columbus, Ohio, and St. Louis. In order to preserve 
this direct passenger route, Amtrak may wish to ac¬ 
quire this segment as provided for in the Reorganiza¬ 
tion Act. 

Preliminary Recommendation 

It is not recommended that the portion of the Rich¬ 
mond to Indiana|>olis Line between these cities be in¬ 
cluded in the ConRaii System. However, shippers 
located in Richmond and Indianapolis will continue to 
receive service. 


Wwmotion Provided by RSPO, Shippers. Government 

Agencies 


Jogpecific information concerning this line was pro- 
pj^l al ^ hearings conducted by the Rail Services 
iimin^r Office as reflected in their reports entitled 
1 ri)lic Response to the Secretary of Transporfa- 
Rail Service Report,” 

^ The Governor's Rail Task Force indicated that the 
^ generated $3,547,754 in freight revenues as opposed 
of-* S * iran( ^ 1 co ®fc8 equaling an estimated profit 
^SviO7^)0 # Estimated rehabilitation costs are $704,- 
Ohfse are all 1973 figures). The segment carload 
tW i ln * or *20$ p*r mile* The analysis indicates 
bne appears to be profitable and capable of 
n ^ ,, ^^ ta tion costs. Therefore, the Task 
^‘^iiunenda retention of service on this line. 



$4. 182. 100 


PORTION OF THE l&F BRANCH 
USRA Line No. 634 
Penn Central 


PC to Logansport 

PC to Kankakee r ... 

ta /— Central Indiana 

LEBANON 
19.0 miles — 



l PC to Indianapolis 
\ and Cincinnati 
N 


PORTION OF THE 
l&F BRANCH. PC 


PC (P&E) to Peoria 

PC to Oavis and 
Indianapolis 


This portion of the l&F Branch, formerly part of 
the Pennsylvania RK. extends from Clermont (Mile- 
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post 12.6), to Lebanon , Indiana (Milepost 31.6), 
a distance of 19.0 mile** in Boone, Hendricks, and 
Marion Counties, Indiana. Continuations of this line 
extend northward from Ivcbanon and southward from 
Clermont. Connections at Lebanon include: the PC 
Cincinnati to Kankakee line and the Central Indiana 
Ry. to Anderson. Portions of both of these continua¬ 
tions are also under study in this Report. Connections 
at Clermont are made with the PC Peoria & Eastern 
line which is also under study in this Report. This line 
was not described as potentially excess in the U.S. DOT 
Report (seeZone 122). 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report” 

The Governor’s Rail Task Force did not analyze this 
line. 

Information for Line Retention Decision 

This line is required for through freight service, 
therefore local rail service will be provided to all ship¬ 
pers located on the line. 


and Lake Counties, Ind. From North Judson. the lire 
extends to Txigansport where it intersects with both 
north-south and east-west PC lines. At Hartsdalcthm 
are alternative routes into Chicago as well is in 
east-west line to Joliet and Porter. Connection with 
C&O arc at North Judson and LaCrosse. The EL is 
intersected at North Judson and Ivouts and there is 
a connection to the EJ&E at Hartsdale. This line wis 
not described as potentially excess in the U.& DOT I 
Report (see Zones 128 and 130). 

Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

LaCrosse ______— » 

Koute --- 56 

Aylesworth _ 3# 

Crown Point ..—....330 

Schererville ___—....— 552 

Total carloads generated by the Une-1.34* 

Average carloads per week ----- 25 3 

Average carloads per mile ----- 29 0 

Average carloads per train - 

1973 operating information: 

Number of round trips per year --—— 225 

Estimated time per round trip (hours)... * 

Locomotive horsepower --- 

Train crew sire -—- 5 


Recommendation 

It is recommended that this portion of the I&F 
Branch be included in the ConRail System. 


PORTION OF 

COLUMBUS-CHICAGO UNE 
USRA Line No. 689a 
Penn Central 


PC t» OliCAfB 



This portion of the Columbus to Chicago Line, for¬ 
merly part of the New York Central RR, extends from 
North Judeon (Milepost 237.5) to Hartsdale (Mile¬ 
post 284.0), a distance of J$J) miies, in Starke, Porter 


Information Provided by RSPO, Shippers, Govirnmtflt 
Agencies 

Information provided at. the hearings conducted by 
the Rail Services Planning Office ns reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportations Rail Service Report indicated, in 
general, that trucks could not provide an adeqoitrl 
transportation alternative to rail. Weight restricuw^l 
and the sheer volume of grain shipped were fit* n - 
the reasons. Much of the testimony focused on * 
to maintain Indiana lines for serving overhead t c * 
This segment was designated for study ufter t .♦ P u 
lication of the Task Force study. Therefore, no twP* 
of the line was included in that Report. 


Information for Line Retention Decision 


Revenue received by PC - 

Average revenue per carload- — 


.$401351 


'aliable (avoidable) coat of continued serv¬ 
ice * 835 

Cost Incurred ou the branch Une - 

Cost of upgrading branch line to HtA 
Class r : (1/10 of total upgrading cost) — 

Cost Incurred beyond the branch line — 



.. M at aU o hln \ PfVil — 




• (222. 

Net contribution (loss): Total - - 

Average per carload -- 
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This line would trquire no upgrading to meet the re- 
qunrnent? of the Federal Railroad Administration’s 
Bimiuuni safety standards (Class I track, which has 
maximum safe operating speed of 10 rnpli). 

iKommtndotion 

It i> recommended that this |K»rtion of the Columbus 
•, Chicago Line be included in the ConRail System 
etn alternative through route pending rehabilitation 
of the parallel route via Shelf. 


PORTION OF COLUMBIA CITY SECONDARY 
TRACK 

USRA Line No. 700 
Penn Central 


PC » Goshen - 


PC to Columbia City 

L 


N. MANCHESTER 

COLUMBIA CITY 
! SECONDARY TRACK 
♦ »* AT N. MANCHESTER 

PC to Mtiico p C to Marion 


I . ^portion of the Columbia Citv Secondary Track, 
I pan of the Pennsylvania RR, extends from 
to Milepost 37.2, a distance of OJ miles, at 
V*in Wabash County, Ind. This line was 
a& {potentially excess in the U.S. DOT Report 
wZotwlIT). 

I ^ #f A^cit Pr0V * < ^ p SPO # Shippers, Government 

^ information concerning this line was pro- 
pi * f l * lH hearings conducted by the Rail Services 
^ as reflected in their reports entitled 
ix«* i/ V ^‘‘ s l K>nse t0 the Secretary of Transporta- 
f * ** tServire Report* The Governor’s Rail Task 
^ iat lt had no data about this line and 
a not make a recommendation. 

I ]y 0,, ° n *° f ^* n0 ^ e ^ tn hon Decision 

hne rlocKj not directly serve any shippers. 

Recommendation 

1%Chv l nroi,,lncn( l e <l that this portion of the Colum- 
* , ‘ a °h included in the ConRail 


PORTION OF CINCINNATI-TO-KANKAKEHE LINE 
USRA Line No. 577a 
Penn Central 


ICC to a.caoa (L * >I ^ Tf ~**** P.ghia la 

v ; / 

: Pc to Sootft ^ 

.CP ; J, jT •• 

to Poona ; • \ 

V TPlPfcgffW^r 

- V. 



ICC *• Mow Or I 

WPT10M OP OMOMMAft- 
KA«KAXEE LIME, PC 


Rood la TP A V «a Poona I PC to Oocmnao 


CAEI la Sc. Loo>a 
LAM aa Evaoaolllo 


t» Cvtfiavillo 


This portion of the Cincinnati-to-Kankakee Line, 
formerly part of the Pennsylvania RR, extends from 
Sheff, Ind. (Milepost 211.3), to Kankakee . III. 
(Milepost 249.4), a distance of 38.1 miles, in Iroquois 
and Kankakee Counties Ill. ami Benton County, Ind. 
A continuation of this line extends eastward to Cincin¬ 
nati, also under study in this Report. This line connects 
with the PC to Evansville and the PC to Chicago at 
Sheff. Ind. These two lines are both under study in this 
Report. This line connects with the TP&W lines to 
Effner und to Peoria at Sheldon. At Nelson this line 
connects with the Milwaukee Road Chieago-Tcrre 
Haute Main Line. This line Also connects with the C&EI 
Main Line from Chicago to Evansville at St. Anne. 
(The CAEI line to Chicago uses the LAN trackage. At 
Kankakee this line connects with the ICG Chicago-New 
Orleans Main Line. It also connects with the PC lines 
to South Bend and to Peoria at Kankakee). 

This line was not described as |>otcntially excess in 
the C.S. DOT Report (see Zones 128 and 139). 

Traffic and Operating Information 

Station* (with their 1073 carloads) nerved by tliln line: 


Ranh - i49 

Sheldon _._ 1 ,194 

Irrxiuol* _ ion 

Donovan _ 1*4 

Reavcrville _._ 204 

St. Anne ____. 130 

An>m# Park ____._ 15 

Kankakee 1 _______.... 4 S 2 


Total carload* generated by the line _ 2 . 499 

Average ea rload* |»er week _ 47.5 

Averaire carload* per mile _-_ 94 . 8 

Average our load* per train __ 19. 5 

1973 operating information : 

Number of round trip* per year _._ 150 

Kstiumted time per round trip (hour*) ____ 7 

locomotive horscjMover _..... 1,750 

Train crew <dxe...„__ __ ______ 4 

1 laded** only trtlBc on pcgtnent. 
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Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro* 
vided at the hearings conducted by the Kail Services 
Planning Office as reflected in their reports entitled 
*‘The Public Response to the Secretary o( Transporta¬ 
tion’s Kail Service Report.” 

Information for Line Retention Decision 

Revenue received by PC_-_$1,034, 157 

Average revenue per carload_ $419 

Variable (avoidable) cant of continued 
service: 

Coat incurred on ihe branch line__376.695 

Coat of upgrading branch line to FBA 
Class 1: 

(Mo of total upgrading cost)- 0 

Coat incurred beyond the branch line— 834. 436 

Total variable (avoidable) coat- 1,211.131 

Net contribution (loss) : total- (176,974) 

Average per carload----—__ (72) 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 mph). 

Preliminary Recommendation 

It is not recommended that this portion of the Cin¬ 
cinnati to Kankakee Line be included in the ConRail 
System. Continued operation of this line would require 
a rail service continuation subsidy. Fnder 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $176,974 or $72 
per carload. Recovery of costs would require approxi¬ 
mately a 90 percent increase in traffic or a 17 percent 
rate increase over the 1973 levels. 


PORTION OF THE DANVILLE BRANCH 
USRA Line No. 604 
Penn Central 

This portion of the Danville Brandi, formerly part 
of the New York Central RR, extends from Highlands , 
!nd. (Milepost 6.3) to DantnUe^ 111. (Milepost 110.2), 
a distance of 1033 miles , in Lake, Newton, Benton, 
Warren, and Fountain Counties, Ind. and Vermilion 
County. 111. A continuation of this line runs north from 
Highlands to Indiana Harbor. At Highlands this line 
connects with the Erie Lackawanna and the Chesapeake 
and Ohio. Other connections include: the Grand Trunk 
Western at Hays; the PC Columbus Chicago line, the 
Joliet Branch and the EJE line at H&rtsdale; the 
Louisville and Nashville at St. John; the PC Kankakee 


PC to Indiana Harbor 


1 / 

I* EL-C&O Jam! 

Tf,ck to GnPith 


EL-C&O Joint Track 
to Hammond 

GTW to Chicago 



[HIGHLANDS 


GTW to Port Huron 
* 


East Gary 


Ha/tsdale^T^..*--- - 

PCtoJohet-^^'-p^^ EJ&E to Griffith 
EJ&E to Joliet I PC to Columbus 


103.9 mile* 


I St. John 

.... L4N to 

4 to Chicago I • 

Kankakee I PC to South E 

* _A_* 


Louisville 

Bend 



PC to Kankakee 


PORTION OF THE 
DANVILLE BRANCH PC 

PC to Indianapolit 


r ^ 

N&W to Peoria | Han<Jy 

,,,s .v.V 

L&N to Rcville I N& * , 0 Lafayettf 


Milwaukee 
Chicago 

L&N to Chicago 


**•••£. I Stewart 
kee to ••A. ^L&N to 

» Y.*£... 


Judyvillt 


NSW to Fort War"* 

> 

DANVILLE \ • 

pc (P&E) ■'* P c (P4E) W 

to Peoria .*> Indianapoli* 

' fl : 

NSW to Oecatur / • Tfff , Hit. 

PC to Cairo / 

Milwaukee to Seymour 


Brandt at Schneider; the PC Effner Secondary Tr»j| 
at Kent land; the PC Cincinnati to Kankakee Ih*«I 
Sheff; the Norfolk & Western at Handy; the D" 1 *" 

& Nashville at Stewart ; and the PC Cairo hraf" '<• 

PC Peoria & Eastern line, the Louisville & "pH 
and the Norfolk A Western at Danville* 
Kankakee Branch, the PC Cincinnati to Kanka , 
the PC Cairo Brandi, and the PC Peoria »• ^ 

line are also under study in this Report. ^ tl,s ifl - 

originally completed in *1906 for the purpo* ‘ j‘' 
coal from Southern Illinois to the then new s'" 
along Lake Michigan. This line was dost" 
tent ially excess in the U.S. DOT Report 1 *** 

128,130 and 139). 
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Information Provided by RSPO, Shippers, Government 

Agencies 

information provided at the hearings conducted by 
dir Rail Services Planning Office as reflected in their 
nfortsentitled "The Public Res{>onse to the Secretary 
of Transportation^ Rail Service Report/’ indicated 
that the Pilisbury Co. has a LI million bushel grain 
dirator at Tab, Indiana. In 1973, Pilisbury spent 
$U)00 to upgrade rail facilities in order to be able to 
handle 1<X) car unit trains. Pilisbury ships 15 to 18 
unit trains each year from this location. Indiana's Rail 
Task Force reported to the Governor that this line 
nmed $1,746,568 in revenue while accumulating on- 
bnnch costs of $338,130. Because of this estimated profit 
•fam than >1 million, the Indiana Tusk Force recpm- 
mrackd that this segment Ik* made a part of the ConRail 
System. USB A staff has noted that the Free Grain Co. 
of Handy, Indiana is like Pilisbury, a large shipper of 
frainby unit train. 

Information for Lino Retention Decision 

This line is required for through freight service, 
therefore local rail service will be provided to all 

siiip|>ers located on the line. 

foommendotion 

It is recommended that the Danville Branch be in- 
HaW in the ConRail System. 


PORTION OF THE EVANSVILLE SECONDARY 
TRACK 

USRA Line No. 612 
Penn Central 


PC to OmyiII, I 



Southern to Lou>«vill« 

PORTION OF THE EVANSVILLE 
SECONDARY TRACK. PC. 


PC to Cairo 


A6 milts 



PC to Evansvillt 


T| • 

tat*,I * K)rt ' on Kvansville Secondary Track, 

tati Vi * s,ew York Central KR. extends 

[' m - ( Milepost 127.4), to Skelton, Ind. 
1 "«v l v ' ’ l * ^k^*'* 0 * °T &•(> mileg, in Gibson 
• - ,nf nann and Wnlwsh County, Illinois. Front 


Skelton, this line continues to Evansville. At Mount 
Carmel, the line connects with the PC Cairo Branch 
and the Southern Ry Line to St. Ix>uis. The PC Cairo 
Branch and the continuation of this line are also under 
study in this Report. This line was described as poten¬ 
tially excess in the U.S. DOT Report (see Zones 123 and 
141). 

Traffic and Operating Information 

Station* (with their 1973 carloads) served by thia line: 


Mt. Carmel l —_ 0 Q 3 


Total carload* generated by the line _ tl03 

Average carloads per week __ li. a 

Average carload* per mile ___ 13 a 3 

Average carload* per train ___ 5.0 

1973 opera ting Information : 

Number of round trip* per year _ 130 

K*ttainted time tier round trip <hour*) _ 4 . 0 

Locomotive horsepower _,_____ 4 , 000 

Train crew alse______ 4 

* Include* only traffic on n^gmcot. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their re¬ 
ports entitled ‘‘The Public Response to the Secretary of 
Transportation's Rail Service Report” indicated that 
Public Service of Indiana is constructing a new power 
station at Carol, Ind. Known as the Gibson Station, 
this powerplant will require 2.2 million tons of coal in 
1975 and 3 to 6 million tons in 1976 and subsequent 
years. The coal will be mined at Anmx Coal's Keens- 
burg Mine (Line Segment G06A). The utility comi>any 
stated that if the line were abandoned they might I** 
interested in acquiring the right-of-way. The Indiana 
Rail Task Force, under the technical direction of Wil¬ 
liam R. Black, recommended that this short segment of 
line should lie retained for the future committed coal 
business. However, the Task Fonre concluded that the 
continuation of this interstate branch lietween Carol 
(Skelton) and Evansville, Ind., was not necessary 
since the Task Force estimated a $66,557 annual o|>ernt- 
ing loss, and a rehabilitation tab of $442,000. 

Information for Lino Rotontion Decision 

Revenue received by PO___ $319,826 

Average revenue per carload_ $530 

Variable (avoidable) co*r of continued 
service: 

Coat incurred 00 the branch line_ 82, 826 

Coat of upgrading branch line to FRA 
Claa* I: (1/10 of total upgrading 

coat)___ 0 

Cost incurred beyond the branch line.. - 110.254 


Total variable ( avoidable) co*t .. 193.060 

• . • .. • * ' ! rI . 

Net Contribution (Iok*) : total 1 _:___.1 126,246 

Average per carload__ 209 
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This line would require no upgrading to meet the re- 
quimneuts of the Federal Kail road Administration's 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). An evalua¬ 
tion of coal reserves by USRA staff confirmed the Hear 
ing and Task Force reports on the Gibson powcrplant. 
USRA has also found that there are substantial proven 
reserves of coal adjacent to line segment 613 between 
Skelton and Xisbet, Ind., although no active min¬ 
ing is underway, and no firm mining plans have been 
announced. 

Recommendation 

It is recommended that this portion of the Evansville 
Secondary Track be included in the ConRail System. 


PORTION OF PEORIA & EASTERN LINE 
USRA Line No. 676 
Penn Central 


» our 



This |x>rtion of the Peoria & Eastern Line, formerly 
part of the New York Central RR, extends from 
Clermont , Ind . (Milepost 9.0) to Danville, III. (Mile¬ 
post 82.0), a distance of 73A) mtfar, in Marion, Hen 
dricks, Boone, Montgomery, Fountain and Warren 
Counties, Indiana and Vermilion County Illinois. At 
Clermont, this lino connects with the PC I&F Branch 
to Logansport and continues to Indianapolis. Other 
connections include: the PC Crawfordaville Secondary 
Track and the Ixmisville & Nashville to Lafayette ut 
Cmwfordsville; the Norfolk & Western to Frankfort 
at Veedersburg. At Danville the line continues west to 
Peoria and also connects with the PC Cairo Branch, 
the Louisville & Nashville to Chicago and Terre Haute 
and tho Norfolk & Western Ft. Wayne-Decatar lints 
Additionally under study in this Report are: the PC 
Crawfordsvillo Secondary Track, the PC Cairo Branch, 
the PC I&F Branch and the continued portion of the 
P&E line. This line was described as potentially excess 
in tho U.S. DOT Report (see Zones 122, 126 and 139). 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this Ura: 

Craw ford* vUle_ 

Brownaburg_* . 

Plttaboro -i— v ____ 

Ufeton _—_* 

Jamestown_. 

Xew Rohk_ 

Tile Riding. 

Waynetown ___ 

Halite Road____ 

Hillsboro. 

Veedersburg_ 

Palraerton___ 

Covington _____ 

Foster _-_ 

Danville 1 

Total carloads generated by the line... _5, ft* 

Average carloads per week. 

Average carloads per mile. 

Average carloads per train. 

1973 operating Information: 

Xnmber of round trijis per year_.... - 

Estimated time per round trip (hours).. 

Locomotive horsepower. 

Train crew slse_—___ 

1 Inrlude* only »blppem on tejrment. 

Information Provided by RSPO, Shipper*, Govfrnmtut 
Agencies 

Information provided at the hearings conducted Hv 
the Rail Services Planning Office as reflected in ih«r 
reports entitled “The Public Response to the Secrrtirrj 
of Transportation’s Rail Service Report” indica 
that R.R. Donnelley & Sons at Crawfordsville doubts ixj 
it could compete if a shift to trucks became mves^ry*; 
Cost of operations would increase 250$. Midstates ^jl 
& Wire Corp. at Crawfordsville stated that loss of mil 
sendee might cost 200-225 jobs. 


Informotion for Line Retention Decision 


Revenue received by PC___ 

Average revenue per carload-- ^ 

Variable (avoidable j coat of continued 
service: 

Coat incurred on the branch line- ^ ^ 

Coat of upgrading branch line to FRA 
Claxa I: (1/10 of total upgrading coat) - 
Coat incurred beyond the branch line..- ,v ^“ 


__ $i075.57Sj 


0 


Total variable (avoidable) coat..--- 


Net contribution Mows) : total*. --— 

Average per carload_— 


.Ht*| 


SSOJ 


(10 


This line would require no upgrading b* m ^ rtlt ou>] 
quirements of the Federal Railroad A m,n * . j^j 
minimum safety standards (Class I tP“ K 
maximum safe operating speed of 10 nil' • 
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|KO«ifn*ndolion 

It i$ recommended that this portion of the Peoria & 
Fisteni Line tie included in the ConRail System. 


PORTION OF THE DAVIS TO LENOX LINE 
USRA Line No. 618 
Penn Central 


KtoituMao 
to»|«»<r I 


ttllwadiM Mo ad 

Il - * 0,1 ^l LAN to Ok.cefo 

P I \ • 

V | PORTIOH OF DAVIS* _l» ModiwHU 


. PC «■ DmWIta 


\ / ’CM. ENOX LINE, PC TEME;/- 

\f _ i HAUTE y 

tawT | /i *pc w 

Ke^mm K- v l?.§ totloo 


PCo 

PCCe.*oSnod» ✓ 

J 

PC fei ftr:9|UO 

ood Lm« Sl Loots ^AH to EtMiiills 


to Indlenaoehi 


S S» Oop $ofion4ar> 
^ Trodi to NortNin gton 

•4-Miltraokoo Mood 


Tltu portion of the Davis to I>enox Line, formerly 
[ iwtofthe New York Central RR, extends from Terre 
\Vnlr,M., i Milepost 72.0). to Paris, HI. (Milepost 
I,t distance of 17X) miles, in Vigo County, Indiana 
‘•'hi Edpir County, Illinois. Continuations of this line, 
»!iich extend eastward from Terre Haute to Indian- 
•pis and wist Hard from Paris to East St. Louis are 
I ) under study in this Re|>ort. Connections at Terre 
an-: two PC, Indianapolis-Terre Haute lines 
U " i ^ ( 1«.V Secondary Track; the Chicago, Mil- 
aatiW. St. Paul & Pacific RR to Chicago and Sey- 
“wir: M d the I»msville A Nashville RR to Chicago 
L .tansvilie. In addition there are two PC connec- 
L *' ** ans ' f he Peoria Secondary Track and the 
b th ^rj 400 * 1 ' An °T *he PC lines are also under st udy 
•» i' lwrt. I his fine was described as potentially 
m **** * -S- DOT Report (see Zones 125 and 

|A9Mti e j ,0Vi ^ e< ^ **y RSPO, Shippers, Government 

information concerning this line was 
Lw pi *' t * 1<> conducted by the Rail Serv- 

Ititlfd-TL 1 'Jf * ^ r, ‘ M reflected in their reports en* 
i*Utioi/ t) U,, *‘ C to the Secretary of Trans- 

I Kni T.A '" 1 Servicc Re P°rt,” and the Governor’s 
° rct ‘ did not rejjort on this segment. 

Tl lin * R,,en, 'on Decision 

'■VnfoJ.T' s m l u ' re d for through line freight service, 

" ^ P 1 * 0 ^ 1 ^ *° ship- 


Recommendation 

It is recommended that this portion of the Davis to 
1 f/enox Line bo included in the ConRail System, 


PORTION OF THE RICHMOND BRANCH 
USRA Line No. 520a 
Penn Central 


C&O 

Chicago- \ 
Cincinnati -fr*. 

V ' 

Richmond^ \ 

Branch-►N 

PC--- 

RICHMOND^ 

i r 


4? PC 

I Newman 

I Secondary 


^ Jt Main Line 



PC 

Indianapolis- 
Col umbos 


PORTION. 
RICHMOND 
BRANCH. PC 

EATON 


This portion of the Richmond Hranch, formerly part 
of the Pennsylvania RR, extends from Eaton, Ohio 
(Milepost 58.0), to Richmond, Ind. (Milepost 72.1), 
a distance of t\J mile* s in Preble County, Ohio and 
\\ ayne County, Ind. The Richmond Branch runs south 
to Cincinnati and continues north beyond Richmond to 
Lngansport; l>oth extensions are also under study in this 
Report as is the Newman Secondary Track which con¬ 
nects at Richmond. At Richmond the CAO Chicago 
Cincinnati line And the Penn Central’s Indianapolis- 
Columbus line also cross. This line was not described 
as potentially excess in the U.S. DOT Report (see 
Zones 108 and 120). 

Traffic and Operating Information 

Stations (with their 1073 carloads; served by this line: 


New Hope. ____ 44 

CampbelUtown _____ 29 


Total carloads generated by the line _ 1,136 

Average carload* per week.. ______ 21.8 

Average carloads per mile _ M0. 6 

Average carload* per train _ _ _ 3.8 

1973 Operating Information: 

Number of round trips per year ___ 300 

Kstimated lime per round trip (hours) _ 2.0 

Locomotive horsepower., __________ 1.500 

Train crew’ site _ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Sendees 
Planning Office as reflected in their reports entitled “The 
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Public Response to the Secretary of Transportation's 
Rail Service Report." 

Information for Lino Retention Decision 

Revenue receiverl by PC---$274. Hi-4 

Average revenue per carload— -— $‘142 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line-154, 149 

Cant of upgrading branch Une to FKA 
Class I (1/10 of total upgrading cost > — 0 

Cost incurred beyond the branch line-.-161,055 

Total variable (avoidable) coat--- 315,204 


Net contribution (loss) : Total---- • 10< 

Average per carload- 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 rnph). Corres¬ 
pondence from Westvaeo Corporation at Eaton indi¬ 
cates a $1,750*000 expansion program which would in¬ 
crease rail shipments by one-third. 

Preliminary Recommendation 

Although the preliminary recommendation is that 
this portion of the Richmond Branch not be included 
in the ConRail System, the possibility of immediately 
increasing revenue must !>e explored before a linal rec¬ 
ommendation can be made. Without immediately in¬ 
creasing revenue, continued oj>eration of this line would 
require a rail service continuation subsidy. Under 1973 
traffic, revenue and cost levels, this line generates an 
annual excess financial bufdcn amounting to $40,330 or 
$36 per carload. Recovery of costs would require ap¬ 
proximately a 35 percent increase in traffic or a 15 per¬ 
cent rate increase over the 1973 levels. Also, a reduction 
in service frequency may improve the financial results 
if such reduction does not result in a decline in traffic. 


PORTION OF THE SPRINGFIELD BRANCH 
USRA Line No. 554 
Penn Central 



pc t* ammm cio to Qn(«i$ 

pc , 

/ 

•. /L-L 

V\New CutU V * 

\ CL CM K AR* 

\ 

\ \ 4 ~ 'PC to KidMlMd 

* CIO to Htdo*oo4 
eORTlOH OF THE 

PC to Ricfim*n4 5PWPCF.EL0 8RAMai 
PC 



This portion of the Springfield Branch fonnei 
part of the New York Central RR, extends from Gk\ 
Karn , Ohio (Milepost 0U.4) to Hunta\ /mi. (Milep 
131.2). a distance of 6>4-0 mile$ y in Marion, Him 
Henry, and Randolph Cos., Ind., and Darke Co.,1 
The total mileage between these (Hunts is 70.8, however, 
there are a number of small line segments—especially! 
key junctions that are not under study. At Hunter th 
line continues west to Indianapolis and at (lien Kin 
it continues east to Springfield. Connections with i 
lines are: the PC Anderson-to-Greensbnrg Seomdtr] 
Track at Shirley; the PC Richmond Branch and t 
Norfolk and Weston to Rushville, Connersvilk an 
Muncie at New Castle, the Chesapeake & Ohio Ry.i 
Iiosantville ami the PC Newman Secondary Track 1 
Richmond and Winchester at Lynn. Portions of or th 
entire line of the PC connections listed aLiove arei 
understudy in this Report. 

Abandonment applications have been filed by the 1 
with the ICC, Finance Docket No. AB-5. Sub. 17,and 
USRA Docket No. 75-54 and 75-55. 


Traffic and Operating Information 

Stations (with their 1973 carload*) *erve«l by this linr: 
Olen Karn - -- 

Modoc _—- 

_ _—* 

Mooreland ____ 

New Castle 1 -—---— 

Kennanl -—-— -—-—* 

Wilkinson _—---—- 

Willow Branch- ---—' 

Maxwell _—- 

Mohawk _——-- 

Mount Comfort -.----- 

Hunter --- 


Total carload* generated by the line - 

Average carload* per week - 

Average carload* per mile - 

Average carload* per train- 
1973 operating information: 

Number of round trip* per year. 

Estimated time per round trip (hours) - 

Locomotive horsepower -- 

Train crew* size --- 


.1,1 


» Infinite* only traffic oil 

Information Provided by RSPO, Shipper Govern 
Agencies 

Information provided at the hearingHJ 00 ^ ^ 
the Rail Services Planning Office* as 
reports entitled ‘‘The Public Response tot 
of Transportation’s Rail Service Repo* * 15111 . 
potential abandonment of the lin® . n 

(just to the West of Hunter) fo Savons, 
heavy public protests from rail .users m . diinaf ,f 
The Business Relations Council of 4 


4S0 
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dumber of Commerce argued that PC’s Springfield 
btwifh is esse ntial for industrial development and the 
future growth of Indianapolis. According to the Re¬ 
port, the line serves a number*of shippers of bulky 
products suited only for rail transport. L. W. Schaller, 
•wuking for the Maxwell Grain Company, which has 
eleratore at Maxwell and Mohawk, said the company 
(topped using rail in 1971 because it could not obtain 
an,but based on production estimates for 1973 it could 
ec&G high cube cars for corn, 640 cars for soybeans 
and 65 cars for fertilizer. 

An accompanying chart shows Bookwalter Co., Div. 
of American Can Co. used an estimated 320 carloads in 
1973. This number is expected to grow to 875-1,000. 
Rook Drugs, Inc., used an estimated 200 carloads in 
1373. Growth will up this number to 762, according to 
the Report. 

The Governor’s Rail Task Force lists estimated 
branch cost, at $255,476 with freight revenue amounting 
to $179407. A subsidy of $76,364 is listed. Rehabilita¬ 
tion oast is estimated at $870,400. The Task Force con¬ 
siders future traffic potential as “stable.” The Task 
Force said that even though the line is losing money 
that if certain other lines are abandoned this line seg- 
s«t would pick up all the New Castle traffic of the Penn 
Central. Under that circumstance, the line would be 
•bow the break even point and therefore should be in¬ 
cluded in the new ConRail System. USRA studies show 
w fossil fuel resources in this area. 

Worniohon for Lin* Retention Decision 

iwdred by PC- $ 108 , 861 

revenae per cerloed _ $820 

T W»ble (avoidable) coat of continued 
Write: 

incurred cm the branch tine _ 488. 700 

«« of upgrading branch line to FRA 

I fan* *2 ,otal u PS n,d * n * cost) 65.868 

w “tuned t*rond the branch line_ 77,481 

T«al variable (avoidable) coat _ 617.019 

*w!!!! U 0D : ToUl -- (488,668) 

* P*t carload_______ (700) 

busline would require upgrading to meet the re- 

Binim* 11 ** ^ Railroad Administration’s 
•axim 0 ”* standards (Class I track, which has a 
I°l K!rat ‘ n (? spw'd of 10 mph). Based on 
U*r» t i* m onna, *° n i this upgrading would include 
UlO™*"' a total of 625 crossties (an average 
r^tdwh )^ Correspondence has been re- 

[ * * in ^' cates that a grain elevator at Maxwell 

I P'1* to inf &n cs P ans ' on of the facility. This firm ex- 
.Hr« tr USt ri1 ^ us< ‘ substantially over the next few 

| Su ^ IPS sh ow no fossil fuel resources in this 


Preliminary Recommendation 

It is not recommended that this portion of the Spring- 
field Branch be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $423,668 or $700 per carload. Re¬ 
covery of costs would require approximately a 365 per¬ 
cent increase in traffic or a 220 percent rate increase 
over the 1973 levels. 


WHITEWATER RUNNING TRACK 
USRA Line no. 571a 
Penn Central 



PC to Indianapolis and Kankakee 


This portion of the Whitewater Running Track, for¬ 
merly part of the New York Central RR. extends from 
Valley Junction* Ohio (Milepost 17.7), to Cedar Grove , 
Ind. (Milepost 36.7), a distance of 191) miles , in Hamil¬ 
ton County, Ohio and Dearborn, Franklin, Fayette and 
Wayne Counties, Indiana. At Valley Junction, this line 
connects with the PC Cincinnati-to-Kankakee Line, 
and at Cedar Grove it continues to Beeson. The latter 
continuation and a portion of the former line arc also 
under study in this Report. This line except for the 
portion from Valley Junction to Dearborn County— 
Franklin County boundary in Indiana was described 
as potentially excess in the U.S. DOT Report (see 
Zones 106 and 120). 

Traffic and Operating Information 

Station* (with their 1973 carload*) served by this line: 


Valley Junction_...._*___ 7 

White Water_______ 10 * 

Harrison________274 


Total carloads generated by the line__ 385 

Average carload* per week_______ 7 . 4 

Average carloads per mile_ 20.3 

Average carloads per train______ 4 . 3 

1978 operating information: 

Number of round trips per year___ 90 

Estimated time per round trip (bourn)____ 7 

Locomotive horsepower_._1,750 

Train crew size___5 
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Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro- 
vided at the hearing conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report.” A major portion of the pro¬ 
duction by Cincinnati, Inc. is large presses which must 
move by rail. 

Information for lino Retention Decision 


Revenue received by-$186, 325 

Average revenue per carload- $354 


Variable (avoidable) coot of continued 
service: 

Cost incurred on the branch line_ 171.238 

Cost of upgrading branch Une to FRA 
Ola** It <1/10 of total upgrading 

cost)_ 57.101 

Cost incurred beyond the branch line- 51,628 


Total variable (avoidable) cost-- 280,055 

Net contribution (loss): total-(143. 730) 

Average per carload--——- (873) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 10,260 crossties (an average 
of 540 crossties per mile). USRA evaluation of coal re¬ 
serves show no fossil fuel resources in this area. 

Preliminary Recommendation 

It is not recommended that this portion of the White- 
water Running Track be included in the ConRail Sys¬ 
tem. Continued operation of this line would require a 
rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $143,730 or $373 
per carload. Recovery of costs would require approxi¬ 
mately a 170 percent increase in traffic or a 105 percent 
rate increase over the 1973 levels. 


PORTION OF COLUMBUS-TO-INDIANAPOUS 
UNE 

USRA Line No. 638 
Penn Central 

This portion of the Columbus-to-Indianapolis line, 
formerly part of the Pennsylvania RR. extends from 
.Yew Paris, Ohio (Milepost 113.8) to Richmond, Ind. 
(Milepost 119.6), a distance of 5JI mites , in Preble 


PC to Winchester 



County, Ohio, and Wayne County, Ind. At Richmond 
this line continues west to Indianapolis and at Xew 
Paris east to Dayton. The PC line to Bradford connects 
at New Paris. All of these continuations are als> under 
study in this Report. Connecting at Richmond is the 
Chesapeake & Ohio Ry. to Cincinnati and Muncie. At 
Glen the PC Richmond Branch and Newman Secondary 
connect; they are also under study in this Report This 
line was not described as potentially excess in the U-S. 
DOT Report (see Zones 108 and 120). 

Information Provided by RSPO, Shippers, Govtrnmsnf 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Servicts 
Planning Office as reflected in their reports entitled Th? 
Public Response to the Secretary of Transportations 
Rail Service Report.” 

Information for Line Retention Decision 

This line does not directly serve any shippers. How¬ 
ever, it is required as an overhead line to serve 
mond. 

Recommendation 

It is recommended that this portion of the Columbus- 
to-Indianapolis Line be included in the ConRail System- 


PORTION OF THE WATERLOO BRANCH 
USRA Line No. 401 
Penn Central 


MONTGOMERY „ —‘ 


PORTION OF THE WATERLOO 
BRANCH. PC V 


PC to HiM* 1 * 

15.1 milt* 

^^SOUTH OF ANGOLA 


\ 

PC to Pleasant Lake 
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This portion of the Waterloo Branch, formerly part 
of the New York Central RR, extends from south of An- 
yok/wf. (Milepost 39.7). to Montgomery,Mich. (Mile¬ 
post, M.8), a distance of 15.1 miles, in Steuben County, 
Indiana and Hillsdale and Branch Counties, Michigan. 
Continuations of this line extend northward from 
Montgomery and southward from south of Angola. 
Both continuations are also under study in this Report. 
PC his filed an abandonment application with the ICC 
Docket No. AB-5 Sub-193,194. This line was.described 
m potentially excess in the U.S. DOT Report (see Zones 
115 and 150). 

Traffic ond Operating Information 


Stmtloas (wliti their 1078 carloads) nerved by this line: 

Brj--- 0 


Total carloads generated by the line_ 258 

Antic? carloads per week_____ 5.0 

irmgr carload. per mile____ 17.1 

Aitngr carloads per train_ 2 6 

193operating Information: 

Nouter of round tripe per year_____ jOO 

Wanted time per round trip (hours)_ no 

leeauotlve horsepower_____j t 500 

Tala crew site___ _ 5 

Wormotion Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
Kail Services Planning Office as reflected in their 
n !' rt 5 entitled ‘‘The Public Response to the Secretary 
°f Transportation’s Rail Service Report” indicated that 
Steuben County Farm Bureau Coop. Association is 
_ ‘ ir 8 ?st dipper on the line with 84 carloads in 1973. 
l oop, expressed concern that its future use of rail- 
land would be jeopardized. The Coop, has a lease 
* railroad I«d at an annual cost of §4,000. The North- 
Indiana Public. Service Co. stated its concern for 
of 54 ton transformers to and from Angola, 
witnesses suggested that the N&W take over this 
^ • ^Wishing u connection at Steubenville, three 
IhrtvT^ ^ <>asan ^ L*ke. Some of the traffic data 
KSPO w’ ne , se ^ nent w ’iH be reported in Table 4 of the 
I Co r ^'? an Report. For example, Angola Lumber 
» reported as shipping 36 to 40 cars, all of which 

I ppnerate< l at Angola, Ind., as are Moore 
IfWne . orrn s carloads. Major shippers at Mont- 
I fyj"’ ‘ c higan who testified at the Hearings are 
Co. (60 cars), and Watson Trading Co. 

I fwifidth t r GoVernor ’ 3 Task Force in Indiana 
I lnof g»\, V s ^ nc s °P erat ion resulted in an estimated 
Pfrtiilil between Ray and Pleasant Lake, Indiana. 
U* t w 1 ] Cms arc at $308,000 between 

n iaiui points. The Task Force concluded 


that by dropping service to Pleasant Lake, the line could 
have a profitable operation of $24,372 per year between 
Angola and the State line. Abandonment of the line 
was expected to result in the loss of 45 jobs. 

Information for Line Retention Decision 


Revenue received by PC_ $6T, 152 

Average revenue per carload___ $100 

Variable (avoidable) coat of continued 
service: 

Coat Incurred on the branch Hoe_ 140,009 


Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading coat). 37,617 
Coat Incurred beyond the branch line_ 35,282 


Total variable (avoidable) cost_ 212,908 

Net contribution (loss): total_ (145.756) 

Average per carload_ (363) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 raph). Based on 
available information, this upgrading would include the 
replacement of a total of 7,550 crossties (an average of 
500 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Water¬ 
loo Branch be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $145,756 or $363 per carload. 
Recovery of costs would require Approximately an eight¬ 
fold increase in traffic or a 230 percent rate increase 
over the 1973 levels. 


PORTION OF CHICAGO TO DETROIT LINE 
USRA Line No. 467 
Penn Central 
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This portion of the Chicago to Detroit Line, formerly 
part of the New York Central RR. extends from 
Buchanan , Michigan (Milepost 199.5) to Michigan 
City. Inti. (Milepost 228.0), a distance of 28J) miles, 
in Berrien County, Michigan and I .a Porte County, 
Indiana. At Buchanan, Mich., this line continues east¬ 
ward to Niles and Detroit, and at Michigan City. In¬ 
diana west towards Chicago. The Line eastward from 
Buchanan. Mich, is also under study. Connections with 
other railroads include the Chesapeake & Ohio at New 
Buffalo and Michigan City. Also at Michigan City, 
connections are made with the Chicago. South Shore & 
.South Bend RR. the Louisville & Nashville RR and the 
N&W Rv. This line was not described as potentially 
excess in the U.S. DOT Report (see Zones 128 and 149). 


Traffic and Operating Information 

Stations (with their 1973 airloads) served by this line: 


Three Oaks_—-----—- 9 


Total carloads generated by the line-.... 327 

Average carloads per week---— ft. 2 

Average carloads per mile- 11.4 

Average carloads per train- 1.3 

1973 operating information: 

Number of round I rips per year- 240 

Estimated time per round trip (hours)- 3 

Locomotive horsepower-2,000 

Train crew size__——- 3 

t Includes only truffle on segment. 


Information Provided by RSPO r Shippers, Government 
Agencies 

No specific information concerning this line was 
provided at the hearings conducted by the Rail Serv¬ 
ices Planning Office as reflected in their reports entitled 
u The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” 

Amtrak and the State of Michigan both are con¬ 
cerned about the future of passenger service over this 
line between Chicago and Detroit, and Chicago and 
Port Huron. l T SRA staff has discussed, with both the 
State and Amtrak, the possibility that either entity may 
wish to acquire or lease this portion of track as 
provided for in the Regional Rail Reorganization Act. 


Information for Line Retention Decision 

Data errors preclude complete analysis prior to the 
preliminary system plan. 


This line would require no upgrading to meet the i 
quirements of the Federal Railroad AdininistratkNQil 
minimum safety standards (Class I track, which his&l 
maximum safe operating speed of 10 m.p.h.). 

The traffic generated at Niles will be served by USRaI 
segment 637. 

Preliminary Recommendation 

It does not appear, based on revenue and carlo 
per mile, that this line segment is financially self-sus¬ 
taining. Analysis will be completed within 2 weeks. 


PORTION OF THE SOUTH BEND SECONDARY 
TRACK 

USRA Line No. 637 
Penn Central 



Chicago. South Shore & 
South Bend to Chicago 


NILES 

PORTION OF SOUTH SEND 
SEC0N0ARY TRACX. PC 

GTW » Port Hww 

Webster 

/ PC to Bkhtn 

I 

■ Mishawaka * 



SOUTH BEND 
I PC to Nutwood 


PC to Chicago 

^ - r 

: Olivers 

New jersey, Indiana 

PC to Kankakee & Illinois RR'o Pino 

This portion of the South Bend Secondary T 
formerly part of the New York Central hh- l * r 
from Nil**) Mich. (Milepost 27.6) to South fl* * 
(Milepost 34.7), a distance of 7.1 miles, in ^ 
nly. bid. and Berrien County, Mic At • 1 **, 
line connects with the PC Benton Hail "' ^ 

Track and the PC Chicago-to-Detroit line. At - 
Bend this line conne the PC Kanka'ec 

the PC Chicago-to-Buffalo line, the Grand 1 1 ^ ^ 

cm Chicago-Lansing line, the Chicago ^°' lt 1 ^ j n( jj. 
South Bend RR to Chicago, and the New • • * 

ana & Illinois RR to the Norfolk & " tstcrn 
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Pin*, Ind. The PC Benton Harbor Secondary Track, a 
portion of the PC Kankakee Branch, and a portion of 
th« PC Chit ago-to-Detroit line, are also under study 
in this Report This line was described as potentially 
excess in the U.S. DOT Report (see Zones 129 and 149). 

Traffic and Operating Information 

Satioos (with their 1973 carloads) served by this Une: 

SB»'-- 637 


Total carloads generated by the line_1, 408 

Awrege carloads per week- 27.1 

Awn*e carloads per mile---198.3 

Awrufr carloads per train- 5.1 

in operating information: 

N’mnber of round trips per year_____ 275 

Eitimatcd time per round trip (hours)_ 2 

Locomotive horsepower_-_2, 000 

Train crew *l*e____ 5 

, ‘htflodri only tnffle on segment 


Wofwqtion Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
tto Rail Services Planning Office as reflected in their 
sports entitled “The Public Response to the Secretary 
^Transportation’s Rail Service Report” indicated that 
tin*» part of a link for through-route shipments bc- 
the large freight yard at Elkhart, Indiana, and 
j Michigan City, Indiana, which handled 84 cars in 1972, 
j 111 cars in 11>7B for pnlpwood into this plant; only 
of outbound shipments go this way because of box 
shortages. According to Xotre Dame, they reserve 
cats of coal a year, but it understands that rail 
Xotre Dame is to lie retained under DOT plans. 
,ntr? ®' UD 6 said that absence of rail access for coal 
m]i <*** the University some $300,000 in excess of 
45 present price. The Governor’s Task force recoin* 

| ^ping rail access to Xotre Dame. 

^motion for Line Retention Decision 

I;;:: ^ - $438, 72s 

89 PeTHlllc * Per carload_ 1323 

I Voidable) ('oat of continued serc- 
^ c ' n tbe branch line...S3, 430 

1 Ti/Sf r>dln ^ bn,nch IlD * to FRA da*® 

. 10 tota l upgrading cost)_ 0 

“tttfred beyond the branch line. .310,581 

variable (avoidable) cost_ 3JM. Oil 

(l088 > : »otal- 61, 715 

t "r'*' 1 m,u ’ ,v SBmB i" meet the re- 

I \ Vodetml Railroad Administration’s 

I ““Uiim 't !,V ,an dnnls (Class t tntek, which has n 

s * 1 operatingspeed of 10 mph). 


Recommendation 

It is recommended that this portion of the South Bend 
Secondary Track be included in the ConRail System. 


PORTION OF THE LOUISVILLE BRANCH 


USRA Une No. 620/620a/620b 
Penn Central 

PC Shdbyvillt Secondary 
/Secondary Track to 
\ Flat Rock 

PC to Indianapolis _^ 

| / PC Columbus-Madison 

i / Secondary Track 
Milwaukee Road COLUMBUS J (out of Service) 

to Terre Haute ^ I i ^ 


B&O to St. Louis 

PORTION OF LOUISVILLE 
BRANCH. PC 

L&N to Chicago 


^. I r- . 

••;i >•••••• B&O to Cincinnati 

. Seymour 


\J 

. to East •> 


Sou 
St. Louis 


Boyd 


70.7 miles 


B&0 to North Vernon 


w 


New Albany !>. |J 

/ -4 

Kentucky & Indiana 


Terminal RR 


Jeffersonville 
I 

LOUISVILLE 


This portion of the Louisville Branch, formerly part 
of the Pennsylvania RR, extends from Columbus. Ind. 
(Milepost 40.5), to Louisville, Ky . (Milepost 111.2), a 
distance of 70.7 miles, in Bartholomew, Jackson, Scott, 
and Clark Counties, Ind. and Jefferson County, Ky. At 
Columbus, this line continues on to Indianapolis. It also 
connects with the Shelbyvillc Secondary’ Track and the 
Columbus-Madison Secondary’ Track at Columbus. 
Both the Shclbyville Secondary’ and the Columbus- 
Madison Secondary Tracks are under study in this 
Report. Other connections include the B&O St. Louis- 
Cincinnati line and the Milwaukee Road line from 
Terre Haute at Seymour. The B&O also crosses the 
Penn Central at Boyd. Connections arc also made with a 
number of major railroads at Louisville. This line, ex¬ 
cept for the portion from Austin to Columbus and from 
Speed, Ind. to Louisville, Ky., was described as poten¬ 
tially excess in the U.S. DOT Repprt (see zones 121 and 
205). 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided nt the hearings conducted by 
the Rail Services Planning Office as reflected in their 
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reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report” indicated that 
Mayor Blake L. Burns of the City of Scottsburg said 
the city has spent a considerable sum of money in public 
improvements to attract industries* An industrial com¬ 
plex is planned, but lack of rail service would hinder 
any future development. Another industrial complex is 
located at Seymour, and discontinuance of rail service 
would have a severe effect on the community’s economy 
and future growth. 

A number of firms submitted testimony indicating 
their need for large numbers of cars and their need for 
increased cars in the future. 

The Governor’s Rail Task Force noted that Penn 
Central earned $1,388,771 in freight revenues in 1973 


as opposed to $259,233 in branch costs equaling an atj. 
mated profit of $1,129*530. 

In 1973* 6,332 carloads or 92 carloads per mile ven 
shipped. The Task Force maintains that the volume of 
traffic and revenues on this line are considerable. The 
State recommends retention of service on this line. 

The carrier line patron sheets list 38 shippers on this 
line. 

Information for Line Retention Decision 

This line is required for through freight service, 
therefore local rail service will be provided to all ship¬ 
pers located on the line. 

Recommendation 

It. is recommended that, this portion of tlm I/misvilb 
Brandt be included in the ConRail System. 


i 
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MARYLAND 


Intrastate 


PC 


USRA Terminal* 

be number 


Massey to CentreviUe 
Masaev to Chestertown 
Queen Anne to Denton 
Queen Anne to Queenstown 
Hurlock to Preston 
Hurlock to Vienna 
Salisbury to Kast of Salisbury 
Kings Creek to Crisfield 
Salisbury to Hebmn 

Interstate 

Maraud to Delaware (these lines are discussed under 
Delaware) 

Maxsey, Md. to Townsend, Del. 

Snow Hill, Md. to Indian Itiver. Del. 

C ambridge, Md. to Seaford, Del. 

Kimton, Md. to Clayton, Del. 

Maryland to Pennsylvania 

North of Frederick, Md. to Spring Grove, Pa. 
Hagerstown, Md. to Chambereburg, Pa. 

Maryland to Virginia 

Pokomoke, Md. to Cape Charles, Va. 

Maryland to West Virginia and Virginia 

H tgemtown, Md/to Winchester, Va. 




*s 


P0RT,ON 0F CENTREVILLE SECONDARY TRACK 
USRA Line No. 148 
Penn Central 

Otettertown 

Secondary Track. 

PC 1 

(X * ✓ 

OeMertown .MASSEY •'V p( - , 0 

PORTION OF To«m**nd 

CENTREVILLE V/ / 

tSSSPS' A’- 1 ” 


This portion of the CentreviUe Secondary Track, for¬ 
merly part of the Pennsylvania RR, extends from Mas¬ 
sey (Milepost 9.2) to CentrevilU, Md. (Milepost 35.1), 
a distance of £5-9 nwYca, in Kent ami Queen Annes Coun¬ 
ties. Md. At Massey, this line continues toward Town¬ 
send, Del. where it connects with tile PC Delmarva 
Branch. At this point, it also connects with the PC 
Chestertown Secondary Track, which is also under 
study in this Report. In November 1972, the PC ap¬ 
plied to the ICC for permission to abandon the line, 
Docket No. AB-5, Sub. 197. No final action has been 
taken on this application. This line was described as 
potentially excess in the U.S. DOT Report (see Zone 
80 ). 

Traffic and Operating Information 


Rtatloii* (with their 1973 carload*) served by this line: 

Millington _ io 

Sndlersvilie _.... 2 

Barclay _ n 

Price _ 2 

CentreviUe _ 06 

Roberts _ o 


Total carloads generated by the line _ 91 

Average carloads per week __ i. 8 

Average carloads per mllel __ 8. 5 

Average carloads per train _ 1. 2 

1973 operating Information : 

Number of round tripe per year _ 75 

Estimated time per round trip (hours) _____ 9 

Locomotive horsepower _ l, 200 

Train crew size _____ _ _ 4 


Information Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted 
by the Rail Services Planning Office as reflected in 
their reports entitled “The Public Response to the Sec¬ 
retary of Transportation’s Rail Service Report” indi¬ 
cated that the Tidewater Publishing Company of Cen- 
treville, which received 250 carloads of paper in 1973, 
feels that the rising cost of transferring to motor car¬ 
rier might jeopardize their ability to compete and force 
them to close. The Delmarva Sash & Door Co. (100 
carloads per annum) might be forced to relocate and 
thereby cause unemployment in this area. Letter to 
John Ingram (FRA) concerning this branch concludes 
that: Penn Central has not maintained the line; operat¬ 
ing costs have doubled due to substandard track; car 
movements are 10-20% behind shipper expectations; 
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and a new company (Soybeans & Chickens) will be 
opening on this line. USRA staff has not been able to 
confirm the 250 carloads of paper reported by RSPO. 

Information for Line Retention Decision 

Revenue received by P C- $34,718 

Average revenue per carload_ $382 

Variable (avoidable) coat of continued service: 

Cost incurred on the branch line_ 200,540 


Coat of upgrading branch tine to FRA 
Class I (1/10 of total upgrading cost). 27.585 
Cost Incurred beyond the branch line... 24.819 


Total variable (avoidable) cost_ 258,994 


Net contribution (loss) : Total___(224, 220) 

Average per carload- (2.404) 


Available information indicates that this line requires 
a total of 3,880 ties (an average of 149 ties per mile) to 
meet the requirements of the Federal Railroad Admin¬ 
istration’s minimum safety standards (Class 1 track, 
which has a maximum safe operating speed of 10 
m.p.h.). 

Preliminary Recommendation 

It is not recommended that this portion of the Centre- 
ville Secondary Track be included in the ConRail Sys¬ 
tem. Continued operation of this line would require a 
rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $224,226 or $2,464 
per carload. Recovery of costs would require approxi¬ 
mately a twenty-two-fold increase in traffic or a 645 per 
cent rate increase over the 1973 levels. During 1973, 
normal service to the Delmarva Peninsula was inter¬ 
rupted by damage to the CAD Canal bridge and by 
reduced float service due to the drydocking of the float. 
This may have had an adverse, impact on the rail traffic 
generated in the area, but NOT substantially enough to 
affect the recommendation. 


CHESTERTOWN SECONDARY TRACK 
USRA Line No. 149 

Penn Central 

CHESTERTOWN 

SECONDARY 

TRACK. PC 7 , 

CHESTERTOWN^S^/ * TownSe " d 

l —20.1 <n'le*-^^MASSEY 

Centrcvi lie - + / 

Secondary Track, S 

pc / 

Centre vi lie 


The Chestortown Secondary Track, formerly part of 
the Pennsylvania RR, extends from Mat my (Mileo* 
0.0) to ChMtertovm , Md. (Milepost 20.2), a distance of 
20.2 miles, in Kent County, Md. At Massey, this line 
connects with the Centrevillc Secondary Track.»'» 
under study in this Report. This line was described u 
potentially excess in the U.S. DOT Report (see 2o« 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Massey_ ___ _ __ ^ 

Kennedy vllle _ __ _ _ 47 

8till Pond_ _IlZim u 

C best ert own__ _. ___ 290 

Total car loo (Ik generated by the line _ 421 

Average carload* per week-.™ ___ &\ 

Average carload* per mile ___20,8 

Average carload* per train ___ 5.5 

1978 operating information: 

Number of round trips per year_ ___... 75 

Estimated time per round trip (hours) —.. 85 

Locomotive horsepower _....____UQO 

Train crew alae.. __ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their, 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” by the P.SL 
Brooks & Son, Inc. of Chestertown (53 carloads per 
annum, with a 74 projection of 130 carloads) indicated 
Jhat converting to truck carriers would raise the cost 
of fertilizer by $4-5 per ton. A letter in behalf of Ten* 
neco Chemicals estimates this company’s business to in¬ 
crease in 1975 to 325 cArloads to be received and 220car¬ 
loads to be shipped. Loss of rail service would hinder the 
company’s competitive ability. 


Information for Line Retention Decision 

Revenue received by PC ___**• 

Average revenue per carload __ P5S5 


Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line-- 177,881 

Cost of upgrading branch line to FRA 
Class I (1/10 of total upgrading cost).. 40.461 
Cost Incurred beyond the branch line-100,009 


Total variable (avoidable) cost-- 

Net contribution (loss) : Total_ __ 

Average per carload._ _ 



_( 112 , 10*1 

(267) 


This line would not require upgrading to ineef t e ^ 
quirements of the Federal Railroad 
minimum safety standards (Class I track, whic 
a maximum safe operating speed of 10 m.p.h.)- 
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Preliminary Recommendation 

Although the preliminary recommendation is that 
dreChestertown Seoondary Track not be included in the 
Confiail System, the possibility of immediately increas¬ 
ing revenue must be explored before a final recommen- 
dttioo can be made. Without immediately increasing 
revenue, continued operation of this line would require 
i nil service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $112,164 or $267 
per carload. Recovery of costs would require approxi¬ 
mately a 100 percent increase in traffic or a 40 percent, 
nte increase over the 1973 levels. During 1973, normal 
service to the Delmarva Peninsula was interrupted by 
damage to the CAD Canal bridge and by reduced float 
service due to the drydocking of the float. This may 
have bad an adverse impact, on the rail traffic generated 
m the area, but NOT substantially enough to affect, 
the recommendation. 

PORTION OF DENTON TRACK 
USRA Line No. 750 
Penn Central 


PC to 

v Quern, town Oxford Secondary 

^ v / Track. PC 

X X" 

X r' 

QUEEN ANNE PORTION OF 

/A 0ENT0N TRACK. 

\\ PC 7 

s'" ^ 8.4 milex^k 

Oiferd Secondary \% DENTON 

Trad. PC X 

I tj p' ^ 0rl 10n Denton Track, formerly part of 

* Mmsyhrania RR. extends from Queen Anne (Mile- 
j, ' t0 ^ en ton J \fd. (Milepost 8.4), a distance of 

L,.**' ln Q ue ® n Anncs and Caroline Counties, Md. 

I&tmudarv ^ nnP ' ^ ine connects with the Oxford 
IQum '^ rack ttnc ^ with its own continuation to 
I this r« Wn ' T ^ 0t *^‘“se lines are also under study in 
ICCt r In ' ,une application was made to the 
% final Z°“ fhif; Hne ’ < T)ocket No. AB-5. Sub. 177). 
u Oounr' 1 n " * lfts ^ icen taken - This line was described 
®*® in the U.a DOT Beport (see Zone 

I Si- ° nd ^ P#rtrt ' n 9 Information 

tttlaJX thPlr JS78 p * rlo « d *) imrd by this line: 

- 164 

8Wler * ted by Use line.. 178 

* TI0 «® per nwk....... 
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Average carloads per mile____ 2X. 2 

Average carloads per train___ a q 

1975 operating information : 

Number of round trips per year_____ 50 

Estimated time i>er round trip (hours)__ 3 

Locomotive horsepower____1,200 

Train crew rise.__ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled ”The Public Response to the Secretary 
of Transportation's Rail Service Report” indicated that 
curtailment of rail service would force a shift to the 
use of motor carriers with a resulting impact on the 
firms' competitive ability or would cause plant closings 
and relocation. 


Information for Lino Retention Decision 

Revenue received by PC_$60.187 

Average revenue per carload.—_ $338 


Variable (avoidable) coot of continued service: 

Coat incurred on the branch line __ 7j ( 35 # 

Cost of upgrading branch Une to FRA 

Class I (1/10 of total upgrading cost) _ 9, 302 

Coot incurred beyond the branch line _ 45.496 


Total variable (avoidable)*cost.___128,156 


Net contribution (loss): total...(65,969) 

Average per carload.. (871) 


Available information indicates that this line requires 
a total of 450 ties (an average of 53 ties per mile) to 
meet the requirements of the Federal Railroad Admin¬ 
istration's minimum safety standards (Class I track 
which has a maximum safe operating speed of 10 
m.p.h.). 

Data provided at the RSPO hearings indicated that 
the traffic levels on this line can be expected to increase. 
However, recovery of costs would require approxi¬ 
mately 1,000 carloads per year. 

Preliminary Recommendation 

It is not recommended that this portion of the Den¬ 
ton Track be included in the ConRail System. Contin¬ 
ued operation of this line would require a rail service 
continuation subsidy. Und6r 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $65,969 or $37l per carload. Re 
covery of costs would require approximately a four fold 
increase in traffic or a 110 per cent rate increase over 
the 1973 levels. During 1973. normal service to the 
Delmarva Peninsula was interrupted by damage to the 
CAD Canal bridge and by reduced float service due to 
the drydocking of the float. This may have had an 
adverse impact on the rail traffic generated in the area, 
but NOT substantially enough to affect the recom¬ 
mendation. 
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PORTION OF THE DENTON TRACK 


Cost incurred beyond the branch line_ 23. *W3 


USRA Line No. 151 
Penn Central 


QUEENSTO 


PORTION OF 
DENTON 
TRACK. PC 



Oiford 
* Secondary 
Track. PC 


QUEEN ANNE 


Don Con 


■-o 

Denton 


This portion of the Denton Track extends from Queen 
Anne (Milepost 0.0) to Queenstown, Md. (Milepost 
12.4). a distance of I&4 *nUe*, in Queen Anncs County, 
Md. At Queen Anne, this line connects with the Oxford 
Secondary Track and with its own continuation to Den¬ 
ton; both lines are also under study in this report. In 
June 1973, application was made to the ICC for per¬ 
mission to abandon this line. (Docket No. AB-5, Sub. 
No. 118). This line was described as potentially excess 
in the U.S. DOT Report (see Zone 86). 

Traffic and Operating Information 

Stations* (with their 1973 carloads) served by tbla line: 

Queenstown -- -* ---.- 38 

Wye Mills _ 15 

Willoughby ---— 0 


Total carloads generated by the line - 53 

Average carloads per week _____ L 0 

Average carloads per mile. --- 4.3 

Average carloads per train ----- 0.6 

1973 operating information : 

Number of round trips per year _ 86 

Estimated time per round trip (hours) _ 5 

Locomotive horsepower _ 1,200 

Train crew size __ 4 

Information Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
curtailment of rail service would force a shift to the use 
of motor carriers with a resulting impact on the firms’ 
competitive ability or would cause plant closing and 
relocation. 


Information for Lino Retention Decision 

Revenue received by PC_$39,388 

Average revenue per carload__ $743 


Variable (avoidable) coat of continued service: 

Cost Incurred on the branch line__M3,211 

Coat of upgrading branch line to FRA Class 

I: (1/10 of total upgrading coat)_ 13,672 


Total variable (avoidable) coat___143.48 

Net contribution (loss): total_„__(lOtOM) 

Average per carload_(1.964) 

This line would require upgrading to meet the require 
ments of the Federal Railroad Administration’s mini¬ 
mum safety standards (Class I track which has a maxi¬ 
mum safe operating speed of 10 m.p.h.). Based on avail¬ 
able information, this upgrading would include the 
replacement of a total of 2,169 crossties (an average of 
175 crossties per mile)v 

Data provided at the RSPO hearings indicated that 
rail traffic on this line may increase somewhat in the 
future. However, recovery of costs would require 
an additional 300 carloads per year. 

Preliminary Recommendation 

It is not recommended that this portion of the Denton 
Track be included in the ConRail System. Continued 
operation of this line would require a rail sendee con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial 
burden amounting to $104,098 or $1,964 per carload. 
Recovery of costs would require approximately a four 
fold increase in t raffic or a 264 percent rate increase over 
the 1973 levels. During 1973, normal service to the Del- 
marva Peninsula was interrupted by damage to the CAD 
Canal bridge and by reduced float service due to the 
drydocking of the float. This may have had an adverse 
impact on the rail traffic generated in the area, but.VOf 
substantially enough to affect the recornmondation. 


PORTION OF THE PRESTON INDUSTRIAL TRACK 
USRA Line No. 152 
Penn Central 


PORTION OF PRESTON 



This portion of the Preston Industrial T ra ‘ * ;* ^ 
from Preston (Milepost 10.0), to 
(Milepost 16.2), a distance of 6.2 nuU*. »> * '(•.jjj* 
and Caroline Counties, Maryland At Hurlo 
continues to Vienna, and it also connects wi 1 ^ 

bridge Secondary Track. Both of these lines a 
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aider study in this report. This line was described as 
wttntially excess in the TJ.S. DOT Report (sec Zone 

- 

Trn«t ond Operating Information 
ttioas (with their 1973 carloads) served by this line: 


Prerten--—- 282 

Hurlock 1 - 44 


TWal carloads generated by the line--- 326 

csrlosds per week- 6.3 

Smile carloads per mile-—-— 62.8 

jinnrt carloads per train- 5.4 

IK3operating Information: 

Xamber of round trips per year- 60 

Wanted time per round trip (hours)_ 3.0 

LteomodTe horsepower-1,200 

Tnla crew size--—-- 4 

I ‘brtaOM oolj tr.fBc on irgment 

Wormotion Provided by RSPO, Shippers, Government 

Agencies 


Information provided at the hearings conducted by 
At Rail Services Planning Office as reflected in their 
sports entitled u The Public Response to the Secretary 
of Tnnsportat ion’s Rail Service Report” expressed con- 
«ra, especially by the Preston Planning and Zoning 
Commission, about the impact of the loss of rail serv- 
»<# the growth of the community. This sentiment was 
p® expressed by the Dorchester County Commission 
»ho also accused PC of intentionally downgrading the 
fat All of the shippers who testified about this branch 
fared the costs of shifting to trucks. Nagal Farm Serv- 
that present rail costs on its rail freight are 
•toot $1.50 per ton, but that truck costs would jump 
'■o i ixnge of $8.50-10.00 per ton. 

'•tomtoHon for lint Retention Decision 

r»«lvetl by PC- $136,730 

I*®* ^enue per carload_ $410 

Pulible (avoidable) coat of continued 
•write: 

lncnmd °n the branch lino_ 62.701 

I a.!! ° Wradinf ''ranch »nc to FRA 
I , 1 ' 1/10 of tot *l upgrading coat). 16. 715 
'ararrvd beyond the branch line_103, (M2 

T( <*1 rariable (avoidable) coat___ 182,461 

K®rtbn t ion doss): total-- (15.731) 

- • Pw carload- (140) 

Iwould require upgrading to meet the re- 
Ifatim 0t8 °* l ^ e ^ e< ^ era * Railroad Administration’s 
I fitti-!' ^andards (Class I track, which has a 
RT? °i ,erat 'ng speed of 10 mph). Based on 
| *he replarJ!! ° ri,iat ^ on » 'h> s upgrading would include 
m nt a tota ^ 3,307 crossties (an average 
I 4 ®“ ct0 *ti(is per mile). 


Preliminary Recommendation 

It is not recommended that this portion of the Preston 
Industrial Track be included in the ConRail System. 
Continued operation of this line would require a rail 
service continuation subsidy. Under 1973 traffic, revenue 
and cost levels, this line generates an annual excess fi¬ 
nancial burden amounting to §45,731 or $140 per car¬ 
load. Recovery of costs would require approximately 
a 130 percent increase in traffic or a 30 percent rate 
increase over the 1973 levels. During 1973, normal serv¬ 
ice to the Delmarva Peninsula was interrupted by dam¬ 
age to the CAD Canal bridge and by reduced float 
service due to the drydocking of the float. This may 
have had an adverse impact on the rail traffic generated 
in the area, but NOT substantially enough to affect the 
recommendation. 


PRESTON INDUSTRIAL TRACK 
USRA Line No. 153 
Penn Central 


Preston p c (0 
*> Preston 
S \ 


/♦-PC to Scaford 

/ 



This portion of tho Preston Industrial Track, extends 
from Hurlock (Milepost 16.2) to Vienna, Md. (Milepost 
26.9), a distance of 10.7 miles, in Dorchester County, 
Md. At Hurlock, this line connects with the Cambridge 
Secondary Track of the PC. At this point, it al 9 o con¬ 
tinues to Preston. Both of these lines are also under 
study in this Report. This line was described as poten¬ 
tially excess in the U.S. DOT Report (see Zone 86). 


Traffic and Operating Information 

Stations (with their 1073 carloads) served by this line: 

Hurlock 4 _ 151 


Total carloads generated by the Une- 165 

Average carloads per week__ 3. 2 

Average carloads per mile_ 15.4 

Average carloads per train___ 3.3 

1073 Operating Information: 

Number of round trips per year_ 50 

Estimated time per round trip (hours)_ 4.0 

Locomotive horsepower____1,200 

Train crew sine_ 4 

1 Includes only traffle on segment 
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Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
u The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report,” 

Information for Line Retention Decision 


Revenue received by PC--—- 243 

Average revenue per carload- $329 

Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch Une- 82, 760 

Cost of upgrading branch Une to KRA 

Class I (1/10 of total upgrading cost). 28,002 

Cost incurred beyond the branch Une— 82,457 


Total variable (avoidable) coat---— 143,278 

Net contribution (Loss): total- (89,085) 

Average per carload-- (540) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 6336 croesties (an average of 
592 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this port ion of the Preston 
Industrial Track be included in the Con Rail System. 
Continued operation of this line would require a rail 
service continuation subsidy. Under 1973 traffic, revenue 
and cost levels, this line generates an annual excess 
financial burden amounting to $89,035 or $540 per car¬ 
load. Recovery of costs would require approximately a 
four-fold increase in traffic or a 165 percent rate increase 
over the 1973 levels. 


WILLARD SECONDARY TRACK 
USRA Une No. 156 


Penn Central 

To Wilmington 
l 
\ 

\+ Pocomoke 
\ Secondary 
Mardela Track. | T,a< * PC 
PC -v | 


[3.0 


mile. 


SALISBURY 


! Dillard 

To Cape \ SECONDARY 
Charles — TRACK. PC 


EAST OF 
SALISBURY 


This portion of the Willard Secondary Track extend)! 
from Salisbury (Milepost 42.7) to East of SfilUbxr *.I 
Md. (Milepost 45.7), a distance of 3j 
ico County, Md. At Salisbury, this line connects withl 
Pocomoke Secondary Track and the Mardela TrackF 
of the PEL The latter is also under study in this Report! 
This lino was described as potentially excess in the Ui * 
DOT Report (see Zone 86). 

Traffic and Operating Information 

Stations (with their 1973 carloads) gerred by thl? line: 
Salisbury 1 __ g|| 

Total carloads gene rated by the line_ 

Average carloads per week__ k 11 

Average carloads per mile_ml 

Average carloads per train.... it| 

1973 operating information: 

Number of round tripe per year_ 

Estimated time per round trip (hour*)__ if 

Locomotive horsepower___-__1,2 

Train crew size_____ !| 

1 Incltxl** ouly traffic on segment. 

Information Provided by RSPO, Shippers, Govemme 
Agencies 

Information provided at the hearings conducted I 
the Rail Services Planning Office as reflected in thei^ 
reports entitled “The Public Response to the: 
of Transportation’s Rail Sendee Report" indicaU 
that Perdue Chickens, Inc., which employs appn 
mately 2,000 people and generates between 500 and! 
carloads per year might be faced with additional tr 
portation costs of $250,000 per year if rail service isd * 
continued. Perdue expects to ship or receive 642 \ 
loads in 1974. 


Information for Line Retention Decision 

S3S&3 

Revenue received by PC--- 

Average revenue per carload- ' 

Variable (avoidable) cost of continued service: 

Co«t incurred on the branch line- 42 

Cost of upgrading branch line to FBA 

Clans I < 1/10 of total upgrading cost)— 3 w* 

Cost incurred beyond the branch Hoe- 1%,2t 

mi 

Total variable (avoidable) coat-_ 

fll 

Net contribution (loss): Total- 

Average per carload- - - 

This line would require upgrading to meet t | ie 
ments of the Federal Railroad Admini^r*** 011 
mum safety standards (Class I track 
mum safe ope rating speed of 10 m.p.h.). ^ ^ 

able infonnation, this upgrading would f2U 

placement of a total of 640 crossties < an au n 
crossties per mile). 
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tHommendotion 

It is recommended that this portion of the Willard 
Secondary Track be included in the ConRail System. 


CRISFIELD SECONDARY TRACK 
USRA Line No. 163 
Penn Central 

To Salisbury 

/ 

Pocomoke / 

Secondary \ 

Track. PC-^ 


\ 

\ 



The Crisfield Secondary Track, formerly part of the 
Paosylvania RR, extends from Kings Creek (milepost 
;W), to CrU field. Md. (Milepost 16.7), a distance of 
1 |m oifei, in Somerset County, Md. At Kings Creek, 
its line connects with the Pocomoke Secondary Track 
. dtbe PC. A portion of this line is also under study in 
this report. In July. 1972, the PC applied for permission 
totbandon this line (Docket No. AB-5, Sub 71). No 
faction has been taken in this application. This line 
^describedas potentially excess in the U.S. DOT Re- 
FW (see Zone 86). 

ond Operating Information 

toflons (with ibrlr 1973 carloads) served by this line: 

W«lov,r _ 3 

®»etoo _. .. * „ 

hiion.. ... 

CHtf*- i 

^ Creek ! - 163 


218 


i,„ Tottl generated by the line_ 21 

| . ’ *** cul '»d* per week_ 4 

per mile_ ~ L ." 

IS ? , * *™* Per train_ 

I 'aformtUon: 

trip ® per ycar - 

010 r <>und trip (hours)_ 

C 8 *' “or^power 


crew ai & _ ~ 


13.1 

5.5 

40 

5.0 

1.200 


teamen t- 


******<^7 ib!pp* fB on thu 

I Worm • 

4«ncie' ,0V ded by RSP0, Shipper*, Government 

i, nf0rmiUion concern i n g this line was pro- 
l^tmiini, rl-r ear ’ n ® s conducted by the Rail Services 
I ce as reflected in their report entitled 


“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” 

Information for Line Retention Decision 


Revenue received by PC_$118,327 

Average revenue per carload____ $540 


Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch line —__ 123,985 

Cost of upgrading branch line to FRA 
Clftjw I (l/io of total upgrading cost)— 25,361 
Cost incurred beyond the branch line_ 107. 733 


Total variable (avoidable) cost™___ 257,079 


Net contribution (loes): Total_ ( 13 ^ 752 ) 

Average per carload_ ( 030 ) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would includo 
the replacement, of a total of 4150 crossties (an average 
of 248 crossties per mile). 

Preliminory Recommendation 

It is not recommended that the Crisfield Secondary 
Track be included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial 
burden amounting to $138,752 or $636 per carload. Re¬ 
covery of costs would require approximately a thirteen- 
fold increase in traffic or a 117 percent rate increase 
over the 1973 levels. During 1973, normal sendee to the 
Delmarva Peninsula was interrupted by damage to the 
C&D Canal bridge and by reduced float service due to 
the drydocking of the float. This may have had an ad¬ 
verse impact on the rail traffic generated in the area, but 
07 substantially enough to affect the recommendation. 


MARDELA TRACK 
USRA Line No. 676 


Ponn Central 

To Wilmington 

| Pocomoke 
Secondary 
| Track. PC 
" k' 

f r Willard Secondary 
/ Track. PC 

MARDELA ^lSALISBURY 
TRACK. PC \ 

\ 

rn 

To Cape Charles 
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The Mardela Track, extends from Hebron (Milepost 
35.2) to Salisbury , Md. (Milepost 40.8), ft distance of 
5.0 miles, in Wicomico County, Md. At Salisbury, this 
line connects with the 1‘ocomoke Secondary Track of 
the 1*0. The latter is also under study in this Report. 
This line was not described as potentially excess in the 
l T .S. DOT Report (sec Zone 86). 

Traffic and Operating Information 

StutiouM (with their 1973 cnrtoadu) served by this line: 

Hebron _____—- 


Total carloads generated by the line - 

Average carloads per week ---- 

Average carloads per mile - 

Average carloads per train - - --— 

1973 Operating Information: 

Number of round tripe per year - 

Estimated time per round trip (hours) - 

Locomotive horsepower -- 

Train crew si*c - 

» loclotles only trmfflc on negnient. 


870 

16.7 

155.4 

7.0 


125 

3.0 

1.200 

5 


Information Provided by RSPO, Shippers. Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Sendees Planning Office as reflected in their 
re|x>rts entitled “The Public Response to the Secretary 
of Trans|>ortat ion’s Rail Service Report " indicated a 
gene ml concern for future sendee on this line. The 
Marvll Package Co. which originated 608 carloads and 
received 1,000 carloads in 1972. stated that tracking 
commodities would double present shipping costs. 


to serve the traffic. The resulting service problem miv 
have artificially reduced the 1973 traffic volumes* ud 
more current data will be evaluated before a final itc- 
ommendation is made. 

Preliminary Recommendation 

Although the preliminary recommendation Is that 
the Mardela Track not lx* included in the Con Rail Sys¬ 
tem, the possibility of immediately increasing revenue 
must ta explored before a final recommendation can 
be made. Without immediately increasing revenue.con¬ 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue tad 
cost levels, this line generates an annual excess financial 
burden amounting to $43,545 or $50 |wr carload. Re¬ 
covery of costs would require approximately a 90 per¬ 
cent increase in traffic or a 40 percent rate increaseevw 
the 1973 levels. Costs may also he reduced by reducing 
frequency, although this alone will not make the line 
viable. During 1973, normal service to the Delmann 
Peninsula was interrupted by damage to the CAD Canil 
bridge and by reduced float service due to the drydock¬ 
ing of the float. This may have had an adverse impact 
on the rail traffic generated in the area, but NOT sub- 
stantially enough to affect the recommendation. 


PORTION OF THE FREDERICK SECONDARY TRACK 
USRA Line No. 198 
Penn Central 


Information for Line Retention Decision 

Revenue received by IH’ -—- $118,032 

Average revenue per carload -——--— $136 

Variable ( avoidable) coat of continued service: 

Cost incurred on the branch line - 80, 825 

.Cost of upgrading branch line to FRA Class 

I (1/10) of total upgrading cost) - 8,170 

Cost incurred tieyond tin* branch line - 72,582 

Total variable (avoidable) coat - 161.577 

Net contribution (loos): total _ (43.545) 

Average per curtoad - (50) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating s|>eed of 10 rn.p.h.). Rased 
on available information, this upgrading would include 
the replacement of a total of 1,350 crossties (an average 
of 241 crossties per mile). 

The Penn Central’s CAD Canal Bridge, which is re¬ 
quired to serve the Delmarva Peninsula from the North, 
was unserviceable between February 2 and April 21, 
1973, leaving only the float operation at Cape Charles 


V 

• - 


PORTION OF THE FREDERICK jjr' c 
SECONDARY TRACK PC ^ 


m to H Aj[«f»lown 


NORTH OF 
FREDERICK 


v 


u * • ^ 
H anover ^ * 


41.3 milftf 



* 

Porter* •. 


his portion of the Frederick 

nerly pan of the Pennsylvania K«. 

ing Grorc, I'n. (Mile|>ost. 23.!)), to . <>’ J 

k. Md. (Milepost 65.2). a distance of 4'- 

•k County, Pennsylvania, and Carroll an* J 

inties. Md. Continuations of this hne ’ * 

•d to Frederick and northward f ,om »ir 

York. Connections with the Western ^ 
ie at Hanover and Spring Drove. ' . • _ TV 

s extend to Hagerstown, York nod " 
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continuation \ 0 Frederick is also under study in this 

Report. Tliis line was described as potentially excess 
in the l\S. DOT Report (see Zones 93 and 88). 

Traffic ond Operating Information 

SuUfrtu* . with their 1073 curhwdx) served l>y this line: 


Spring Grove-—--1*669 

Hanover -—-—---1* 500 

Ml - 50 

Uttlwtown- *105 

Wood*bon> - 186 

Walkmville- 240 

Frederick_-_ 1 


Tut nl carl* Kids genera ted by the line_4,125 

Amnjrt* carloads |x*r week__70.3 

Arm pc mrfoiad* i**r mile_„__90.9 

Arrcagt carkmdx jut train_ _____ 15.0 

1073 Qi*rntiru; information: 

XniLirr of round tripH per year, _____ 260 

Fm minted time per round trip (hours).__ 10 . 0 

ivmitnotiw horsepower.__3. son 

Train crew six*___ 4.0 


Information Provided by RSPO, Shippers, Government 

Agencies 


Information provided at the hearings conducted by 
the R.iil Services Planning Office as reflected in their 
reports entitled *'The Public Response to the Secretary 
of Transportation's Rail Service Report’ 1 indicated that 
AllisThtilmers Corp. (steel, turbines) estimated 375 
carloads in 1973 and that if it were forced to discontinue 
Production of turbines, it would have to terminate 865 
jols. Jiffy Mfg. Co. estimated 93 carloads in 1973 and 
without rail service would he forced to close. P. II. Glat- 
Wtrr estimated <5,962 carloads in 1973. United Cabinet 
operation April 1. 1974, from an expanded facil- 
ll )-and estimated 311 carloads in 1973, projected 600 
carloads in 1974. 

<'tantron Corp. estimated 386 carloads in 1973. How- 
in testimony at Chicago by Tad M. Walters, Chem- 
^ indicated the Hnnov er plant had no outbound rail 
® ,u ptnents because of unavailability of cars, long delays 
1 f ran.sit, and damage to shipments. Common and 
Mnart carriers were used instead. Testifying at Haiti- 
Sevens, Clorex Co., served by the B&O at 
f vv hich moves over the PC line, states this 

1 ll > ua*(| 1 1 M) tank cars inbound annually and 25 

annually. 


for tine Retention Decision 




t,pft 4v«ni by 1*0_ 

m* r carload 


— $1. 138,877 
$276 


^rr|rv «*e«t of continued 

* tooirred on the branch tine.. 565.323 


Coat of uiignidiitg branch line to FRA 
Claws I (1/10 of total upgrading coot). 79. S00 


Cont incurred leyond the hranch line _ 835, HSH5 

Total varialde (avoidalde) cost _ 1.481,019 

Net coutrihiitinii (lnttw) : Total _ 1342, 142) 

Average per carload _ (S3) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 14,376 crossties (an 
average of 348.1 cross! ics |>er mile). 

Littlestown developers stated they are planning an 
industrial park in the next 2-3years. 

Although service to the entire line generates a loss, 
service to the line from mile)x>st 23.9 to milepost 33.0 
(serving shippers at Spring Grove and Hanover who 
generated 3,169 carloads in 1973) would generate 
$790,3(54 in revenue and $761,301 in costs with a result¬ 
ing net contribution of $29,063 or $9 jxm* carload. 

Recommendation 

It is recommended that the |x>ilion of the Frederick 
Secondary Track between milepost 23.9 and milepost 
33.0 lx> included in the ConRuil System. 

Preliminary Recommendation 

It is not recommended that the portion of the 
Frederick Secondary Track between milc{xxst 33.0 and 
milepost 65.2 lie included in the ConRuil System. Con¬ 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
mst levels, this line generates an aimual excess financial 
burden amounting to $371,205 or $388 per carload. 
Recovery of costs would require approximately a six¬ 
fold increase in traffic or a 105 percent rate increase 
over the 1973 levels. 

PORTION OF THE CUMBERLAND VALLEY 
BRANCH 

USRA Line No. 2 04a 
Penn Central 

This portion of the Cumberland Valley Hranch, for¬ 
merly part of the Pennsylvania RR. extends from 
Chambertiburg* Pa. (Milepost 51.6) to ffagerntoxoiu Md- 
(Milepost 74.8). a distance of 232 mites, in Franklin 
County, Pennsylvania, and Washington County, Mary¬ 
land. A continuation of this line extends northward 
from Chambersburg, and is also under study in this 
Report. At Hagerstown this line connects with the 
Western Maryland Baltimore-Klkins line, the Norfolk 
& Western line to Roanoke, Va*, the Western Maryland 
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CHAMBERSBURG 


Mcrcersburjj 

Secondary Track. PC 1 

PORTION OF CUMBERLAND 
VALLEY BRANCH. PC 


PC to 
Harrisburg 

/4-J 

/ Waynesboro 
Secondary 
Track. PC 

l\\/ 

\ 


WM to Elkins V. Va. 

1 


Marion 
23.2 miles 


PC (0 

Winchester. Va. * 


i J / 

.. 


Hagerstown- 

Shippensburg 

line.WM 


N&W line to 
Roanoke. Va. 


-HAGERSTOWN 

WM to Baltimore 


B&O to Brunswick 


line to Ship)H»nsburg. and tli© Baltimore «& Ohio to 
Brunswick. Other connections are the PC Winchester 
Secondary Truck at Hagerstown, the PC Mercersburg 
Secondary Track at Marion, the Waynesboro Secondary 
Track and the Western Maryland Hagerstown-Ship- 
pensburg Branch at Chambersburg. The last three PC 
lines mentioned arc also under study in this Report. 
This line was not described as potentially excess in the 
l \S. IX )T Report (sec Zones 80 and 88). 


Traffic and Operating Information 


Stations (with their 1073 carloads) served by this line: 

Greened*tlc_ 4,047 

Maugunsvllh*_—-206 

Hagerstown 1 _-_—_ 0,919 

Marion_-_ 3.809 

(Tinmhershurg 1 _____136 


Total carload* generated by the line -— 1*5, 777 

Average carloads jicr week - 303. 4 

Average carloads i**r mile— __-_ 080.0 

Average carloads per train... _-_____ 43.8 

1973 o|ieratliig In format ton : 

Number of round trl|»* i**r year -... 300 

Kstimatisl time per round trip <hours) - 12 

Locomotive horsepower -—-----,-- 2,000 

Train crew slxe __________ 4 

1 Include* only truffle on Keguient. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted hy 
the Rail Services Planning Oflice as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transport at ions Rail Service Report’ 4 indicated 
that specific information was given only for the ex¬ 
tension of this line between Chambersburg and Harris¬ 


burg. The Borough of Chambersburg recoimueudH 
that the Western Maryland Railroad serve the com¬ 
munity over the PC right-of-way. This would oimblt 
the community to solve a serious grade-crossing prob¬ 
lem since the PC right-of-way is elevated while the 
Western Maryland is at street level. 

Information for Line Retention Decision 


Revenue received by l*C-$7. aiSSBO 

Average revenue jkt carload_ $446 


Variable (avoidable) ecmt of continued 
service: 

Coat Incurred on the brunch line-7o9, 

Cmt of upgrading brunch line to FRA 
Claw* I (1/10 of total upgrading 

coat)______ 0 

Co*t Incurred l»eyoud the branch line. _ 4.694, 643 


Total variable (avoidable) cost_ 5.431.319 


Net contribution (loan) tidal_____1. SSL571 

Average per carload._ 100 


This line would require no upgrading to meet the 
requirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which lias a 
maximum safe operating speed of 10 m.p.li.). 

Recommendation 

It is recommended that this j>ortion of the Cumber¬ 
land Valley Branch l>e included in the ConRnil System. 
While ConRnil will provide service to all the stations 
and industries on this line segment, there is a parallel 
line. Segments of the Cumberland Valley branch line 
not required to serve customers may be removed. 


PORTION OF THE POCOMOKE SECONDARY 
TRACK 

USRA Line No. 166 
Penn Central 



PORTION OF 
POCOMOKE 
SECONDARY 
TRACK. PC 


CAPE CHARLES J 

/ Cap* OiaflM 


/. Ftrry to 
/ Norfolk. PC 
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Tlii- of the Pooomoke Secondary Track, 

fon»ierI\ pail of the Pennsylvania RR, extends from 
Pocomfo. i/rf. (Milepost 31.5) to Cap* Chart**, Va. 
i Milepost 1)5,0). n distance of ftW mile*, in Worcester 
County, Maryland and Accomack and Northampton 
Counties Virginia. At Poconiokc this line continues 
north to Delmar. At Cajie ('harks the line connects 
with the PC CajH' (''harks freight-car ferry to Norfolk, 
Va. Tlw latter line is also under study in this Report* 
This line was desrrilied as potentially excess in the TLS. 
POT Report (see Zones 80 and 182). 


Traffic and Operating Information 


StflUhDs (with tUetr 1078 carloads) served by this line: 


Xen Clrarrh-—--—..—- ITS 

MakHiilf Park --.--- 56 

u*k Hall.. __-.. 5 


UlIl\V<M*t ___— 

Mnn>------ 

Ctorlton_ 

Bo* View_____ 

Btoxam _____—._ r T-r-w'-m 

_ - Kt ,y~ - -11_ 

Pirkidey_....___ 


Ofwti Hti>b_ 

.. 

Unify ___. 

f«|* rtmrl<Hi__ 

Xlflf*_ 

KfUer ____v 

I'M I liter____ 

Brttf* Hiivfu_____ 

Kxmoiy _ _ _ r _ _ 

NuvsbwjuJox_ 

(VsQpenke_* 

Wifr*<N*l , ._ 

BlnlMjiest ____ 

Jlaefclltfnixo_ 

Ki^oclal! On.ve_ 

EutTill,... 

ShniikiiiK , _ _ 


m 

•» 

son 

42 

. m 

32 

131 

165 

207 

386 

014 

100 

S4 

80 

148 

270 

18 

4 

24 

21 

K3 

1.413 

80 

7 


T'Hal carload* generated bv the line_ 

urn*. carhmdK per week_ 

***** ******* |s*r mile_..II™™! 

m!?** ^etond* |** r tniin_ 

' * 'IxtaUng in format Um : 

,,r mu nd trlfnc tier year_ 

suited time ,*. r mnnd trtp (hours)_ 

k-^runfiiv horsepower_ 

T mUi crew six*_ 


- 5.4JH 
. 105.7 
. 86.5 


200 

11 


4 


^9encie5^ rOV *^ e ^ ^ RSPO, Shippers, Government 


livi I >rc>v ^ e ^ ^ the hearings conducted by 

m J 11 ^/ ’ ,(VS Planning Office as reflected in their 
0 f ^; S M,nt!t 'd ‘The Ihiblic Response to the Secretary 
thit T <at '° ,l b Service Report” indicated 
*Mor c ' h * ),V ( ° ,lcre * e Products Corp. believes shift to 
I( wo, *l<l result in a yearly cost increase of 
,?l; n N ^ nmn Thomas X. Downing of the First 


District of Virginia noted that liquid fertilizer may not 
Ik* brought by l ruck through the Chesapeake Hay Bridge 
Tunnel. Brown & Root. Inc., estimated 594 carloads in 
1973 and estimated 652 carloads in 1974. This firm re¬ 
cently purchased land for n new factory on this line. 
The Association of Virginia Potato and Vegetable 
Growers estimated 4,900 carloads in 1973. Byrd Foods 
Inc. at Parksley estimated 50 originating carloads in 
1973 but could generate 220 cars yearly if they had 
better service. Lance .1. Filer, Inc., shifted from 100 
percent reliance on rail service in 1972 to 68 percent in 
1973. This company estimated 846 carloads in 1972 com¬ 
pared with 238 in 1973. 

A. R. Lupcho, Jr., Campliell Soup, reported this line- 
carries 300 carloads of frozen foods per year and 
projects 400 carloads. If Cape Charles Ferry route is 
abandoned, shipments would move 210 additional rail 
• miles. 

Robert Wilkins, Northern Propane Gas Co., Princess 
Anne, Md., stated 2*3 tank ears delivered 700,000 gal¬ 
lons of LP-gas to this plant and projects 63 tank cars 
in 1974. 

C. Brooks Nagel, Nagel Farm Service, stated they 
received 82 carloads in 1973 from Portsmouth over the 
ferry and projects 300 carloads. 

John William Filer, Jr.. Zapata I lay me Corp., stated 
they shipped 333 rail cars in 1973 through PC yard at 
Cape Charles. 

Information for Line Retention Decision 

Revenue received by PC _ * 1 . 432,088 

Average revenue |wr carload ___ $261 

Variable (avoidable) cost nf continued 
service: 

Cost Incurred on the branch line _ 681.435 

Tost of upgrading branch line to FRA 
CUu» I: ( 1/10 of total upgrading 
cost) --.- 64.643 

Cost incurred beyond the branch lint- _ 902,173 


Total variable (avoidable) cost _ 1,738,201 

Net contribution (loss): total ____ (305.5531 

Average per rarload ___ (50) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class l track, which has a 
maximum safe operat ing speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 6,500 crossties (an average of 
102 crossties per mile). 

This analysis exclude* the revenues and costs associ¬ 
ated with the traffic using the float operation. There are 
alternative through routes for routing the overhead 
traffic using the car float. A detailed analysis of the float 
o|>eration is contained in Volume II. Chapter 18. 
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Preliminary Recommendation 

It is not recommended that this portion of thePoco- 
moke Secondary Track be included in the ConRad Sys¬ 
tem. Continued operation of this line would require a 
rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to ^305,553 or $56 
per carload. Recovery of costs would require approxi¬ 
mately a 70 percent increase in traffic or a 20 percent 
rate increase over the 1073 levels. Costs may also be 
reduced by reducing frequency, although this alone 
will not make the line viable. During 1973, normal serv¬ 
ice to the Deimarva Peninsula was interrupted by 
damage to the CAD Canal bridge and by reduced float 
service due to the dry docking of the float. Other carriers 
have expressed interest in this line. (See discussion 
Appendix D and USRA line 165 above.) 


WINCHESTER SECONDARY TRACK 
USRA Line No. 205 
Penn Central 


the PC Combo Secondary Track at Berkeley. W. Va.; 
and the Baltimore & Ohio Strasburg Branch and the 
Winchester A Western RR at Winchester. The Cnrabo 
Secondary Track is also under study in this Report. 
This line was described as potentially excess m the U.S. 
DOT Rc|K>rt (see Zones 188, 189 and 196). 


Traffic and Operating Information 

Station* (with their 1973 carloads) served by thi§line 
Williamsport 


Falling Water 1 .. 

Mnrtlnslmrg- 

Tabers-' — 

Clenrb rook--- 

Winchester- 

Hagerstown- 


Total carloads generated by the line.— 

Average carloads per week- 

Average carloads per mile-—-- 

Average carloads per train—— -— 

1973 operating Information: 

Number of round trips per year—.— 

Estimated time per round trip (hours) — 

Locomotive horsepower---- 

Train crew site- 

i nnlv truffle on ^ctncoL 


62 

952 

21 

641 

2.450 

2.030 

71 

7,191 
136. S 
17&S 
24.0 

300 

a 

4,000 

4 


PC to Harrtsburi —^^ 



This portion of the Winchester Secondary Track, for¬ 
merly part of the Pennsylvania RR, extends from 
Hagerstown , McL (Milepost 74*8), to Winchester, Va 
(Milepost 115.8), a distance of 1>1X) mites , in Washing¬ 
ton County, West Virginia and Frederick County, Vir¬ 
ginia. At Hagerstown, this line connects with the PC 
Cumberland Valley Branch, also under study in tills 
report. Also at Hagerstown, this line connects with the 
Western Maryland Baltimore-Elkins Line, the Norfolk 
& Western to Roanoke, the Baltimore & Ohio line to 
Brunswick, Md., and the Western Maryland line to 
Shippensburg, Pa. In addition, this line connects with: 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled, “The Public Response to the Secretary 
of Transportation's Rail Service Report .” indicated that 
Western Electric Company’s new distribution center at 
Tabers, W. Va., is expected to generate between 975 and 
1,000 carloads yearly by 1975. Western hloctric per 
formed an informal survey of users on this line 
indicated that if their 1,000 carloads are included, the 
line’s total annual volume would be almost 9. fi < 
loads. Coming Glassworks estimated 249 carloads m 
1973; Erath Veneer projected 100 carloads Kay* 
Roth projected 300 carloads; Allied Egry ''-f.-: 
Systems estimated 321 carloads in 1973; Greer . 

Co. (Germany Valley Limestone) estimated L' 1 <- 
anting carloads in 1973. They stated in the R^ • 
ings that “over the past 6 yean? an additional - .r 
mil tonnage was lost Irecause cars were not ®' IU 8 ’ ' 
Mr. Thomas McGrath, Certain-Teed Products. *“ 

mitted testimony at Raltimore.Md.. statin? i ' 11 ^ 

has $3,337,000 invested in the plant and h« P * . 

capital improvements of $ 385,000 foi 1 '• 
mated 246 carloads for 1975. 

Information for Line Retention Decision 

.... * 2 . 544 .*’ 

Revenue received by PC--—-- 

Average revenue iK*r carload—--— - 
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TirU^ i*voidable) oomi of continued 
imfkv: 

C&t Incurred on the brunch line- 691. 429 

C<m upcrmiiuu hrnuCli line to FRA 
ru»l i1/10 ot total upgrading coat) 34.439 

< <rwt incurred beyond the branch line— 1.033.397 


Total variable (itvoidnhlej coat- 2,359.265 

NdfoulrilHiUon (lows) : total- 1*4,930 

irrrag* i*i*r airload-20 


This line would require upgrading to meet the require- 


9839 

ments of the Federal Railroad Administration’s mini¬ 
mum safety Standards (Clafcs I track, which has a 
maximum safe operating s|*ed of 10 m.p.h.). Based on 
available infonnation, this upgrading would include the 
replacement of a total of 3,000 crossties (an average of 
72 crossries per mile). 

Recommendation 

• • 

It is recommended that this portion of the Winchester 
Secondary Tric k lx* included in the ('onRsil System. 
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MASSACHUSETTS 


Intrastate 


PC 


USRA 
line number 


Terminals 


6 

WWW 

is 

14 
!4t 

15 

16 
17 
19 
30 
21 
22 

8,24 

8 

2ft 

29 

30 

21/32 

8 

M 

8 

4*2 

683 


Millbury to Millbury Junction 

Palmer to South Barre 

North Adams Junction to North Adams 

South Sudbury to Lowell 

Framingham Centre to Clinton 

Clinton to Fitchburg 

South Braintree to Plymouth # 

Plymouth Secondary Track at Plymouth 

North Abington to West Hanover 

Westdalc to East Bridgewater 

Middleboro to Buzzards Bay 

Buzzards Bay to Hyannis 

Yarmouth to South Dennis 

Buzzards Bay to Falmouth 

Stoughton to Easton 

Dedham to Keadville 

Cedar to Wrentham 

Cedar to Fa/t Walpole 

Walpole to Milford 

Forest Hills to Needham Junction 

Needham Junction to Cook Street 

Needham Junction to Modfield Junction 

Canton Junction to Stoughton 

Westfield to Holyoke 

Wentfield to Easthampton 


Interstate 

^kwwhuMtti to Connecticut {these lines are discussed under 
Connecticut) 

|| Webster, Mass, to Southbridge, Mas**. 

i-ist Longmeadow, Maas, to Haaordvillo, Conn. 
^ ^ cstfield, Mass, to Simsbury, Conn. 

^ South Lee, Mass, to Canaan, Conn. 

Auburn, Mass, to Putnam, Conn. 


MILLBURY BRANCH 
USRA Line No. 6 
Penn Central 

York p^k 1ir y Branch, formerly a branch of the New 
Mil * mru * RR, extends from Millbui'y Junction 
^ 0 ^ to Mm3. (Milepost 2.7), a dis- 

01 L ' 7 rn #**, in Worcester County, Mass. At Mill- 
unction if connects with the Boston-Albany line 


Worcester 


-MILLBURY JUNCTION 


^ PC Boston-Albany tine 
# % v^-MILLBURY BRANCH. PC 

• M 

£ 

MILLBURY *•. 

*•.<—Providence ft Worcester RR 


of the Penn Central; at Millbury with the Providence 
& Worcester RR. This line was not described as potenti¬ 
ally excess in the U.S. DOT Report (see Zone 25). 


Traffic and Operating Information 

Station* (with their 1973 carloads) aerved by this line: 
Millbury_______ 91 


Total carload* generated by the line___ 91 

Average carloads tier week__ 1.8 

Average carload* per mile-.____ 33. 7 

Average cat!owl* per train____ 1.8 

1973 operating information: 

Number of round trip* per year___ 52 

Estimated time per round trip (hour*)___ 2 

Locomotive horsepower____1, 500 

Train crew *izo-,-- 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report/’ 


Information for Line Retention Decision 


Revenue received by PC___f30.964 

Average revenue per carload_ $406 


Variable (avoidable) east nf continued .serv¬ 
ice: 

Cost Incurred on the branch line_ 26,860 

Cost of upgrading branch line to FRA CTawi 

I: (1/10 of total upgrading coat)_ 3,005 

Cost incurred beyond the branch line_ 20,840 


Total variable (avoidable) cost__ 51,305 


Net contribution (loss): total__ (14.341) 

Average per carload___ (158) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
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minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 tnph). Based on 
available information, this upgrading would include 
the replacement of a total of 530 crossties (an average 
of 190.3 crossties per mile). 

Preliminary Recommendation 

It is not recommended that the Millbury Branch be 
included in the ConRail System. Continued operation 
of this line would require a rail service continuation 
subsidy. Under 1973 traffic, revenue and cost levels, this 
line generates an annual excess financial burden amount¬ 
ing to $14,341 or $158 per carload. Recovery of costs 
would require approximately an 88 percent increase 
in traffic or a 40 percent rate increase over the 1973 
levels. 


WARE RIVER SECONDARY TRACK, 
USRA Line No. 8-«o-9 
Penn Centro! 



The Ware River Secondary' Track, formerly a branch 
of the New York Central RR, extends from Palmer 
(Milepost 0.0) to South Barre , Mass. (Milepost 25.0), a 
distance of 25X> miles, in Hampden, Hampshire and 
Worcester counties. Mass. This line connects with the 
Albany “Boston line of the Penn Central and with the 
Central Vermont Railway at Palmer. The Wheelwright 
Branch of the Boston & Maine comes in from North¬ 
ampton at Forest Lake Junction (Milepost 7.2) and 
uses these tracks as far as Creamery Junction (Milepost 
18.4), where it diverges for Wheelwright. The portion 
between Creamery Junction and Wheelwright is being 
served temporarily by the PC as a washout between 
Northampton and Forest Lake Junction has made that 
portion inaccessible to the BAM. Except for the portion 
of the line between Barre Plains (Milepost 23.7) and 
South Barre, this line was not declared as potentially 
excess in the U.S. DOT Report (see Slones 21 and 24). 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 


Palmer 1 .—- 81 

Thorndike- 24$ 

GllbertrlUe- » 

Old Furnace- - 54 

Barre Plains--- --—.— 344 


Total carloads generated by the line -- ?!» 

Average carload* per week ----— 150 

Average carlouds per mile -- SI 2 

Average carloads per train --- 3,0 

1973 operating Information: 

Number of round trips per year .... 260 

Kstimatcd time per round trip (hours)..—... ... 10.0 

Locomotive horsepower ————--2,000 

Train crew slxe- -—- 4 

* Include* only ablpptr* on segment. * 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their re 
ports entitled “The Public Response to the Secretary of 
Transportation's Rail Service Report'’ indicated that 
traffic loadings for a part of the line should be corrected 
to show 1972 volumes of 30 carloads per year for Barre 
Plains and 486 cars for South Barre. I\SRA staff has 
found that Barre Wool Company at South Ham and 
Roman Tissue Mills in Wheelwright (on tlie BAM 
Line) an* both closing their facilities. 


Information for Line Retention Decision 

Revenue received by PC..—....- 

Average revenue per carload - 

Variable (avoidable) coat of continued 
service; 

Cost incurred on the branch line —-—- 307.810 
Coat of upgrading branch Une to FRA 
Class I: <1/10 of total upgrading 

cost) __——_ 55, 

Coat Incurred l>eyond the branch Une — 2ft)* 011 

Total variable (avoidable) coat--—- ^^ 

. * 270.0S71 

Net contribution (loss): total ----- 

Average per carload... -— —- (354» 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration 
minimum safety standards (Class I track, ^ 

maximum safe operating speed of 10 m.p.h.). 
available information, this upgrading woul« inc 
the replacement of a total of 12,500 crossties (an a 
age of 500 crossties per mile). The State of ^ 
setts has asked USRA to consider shippers ^ ’ lir€ 
Wheelwright, formerly served by the • t0 ^ 
service provided by Penn Central and/or ( on 
service program was required as the result o a 
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of i bridge on the B&M line west of Forest Lake Juno* 

non. 

Pftliminary Recommendation 
It is not recommended that the Ware River Second¬ 
in' Track Ik* included in the Con Rail System. Con¬ 
tinued operation of this line would require a rail service 
rofttmuation subsidy. Under 1973 traffic, revenue and 
coa levels, this line generates an annual excess financial 
burden amounting to $276,087 or $354 per carload. Re¬ 
covery of costs would require approximately a three¬ 
fold increase in traffic or a 90 percent rate increase over 
tk 1973 levels. Costs may also be reduced by reducing 
frequency, although this alone will NOT make the lino 
viable. 


NORTH ADAMS SECONDARY TRACK 
USRA Line No. ?0-I0o-H 


Penn Central 



The North Adams Secondary Track, formerly part 
New ^ ork Central RR, extends from North 
)!-U Junrt J 0 ' 1 * Mi,e l >ost 0.0) to North Adam*, Mats. 
^ 18.1), h distance of J8.1 miles in Berkshire 

* Ms line connects with the Albany- 
»• ,n Ihe Penn Central at North Adams Junc- 
aith vhe Boston & Maine RR at North Adams. 
,nr>m Adams to North Adams was not 
HI l f ° r Stud - V; however, on October 26, 1973, the 
tkli r ? r ^hwidonment of the northern (xirtion of 
from Xylonite to North Adams, sever- 
\ ort , H . oon section. The |>ortion of this line from 

WuJ T 8 Junction to Adams (UQepCSt 13.1) was 
"^potentially excess in the U.S. DOT Report (see 
^^andSS). 

^uu«.° nd ^ per °t* n 9 Information 

1J * heir 1973 ‘•nrloada) iserved by this line: 

^nffvvr " ----—-— 855 

^--- .CTO 


Stations (with their 1973 carload*) served by this line— 
Continued 

North Adams-- 160 

ColtsviUe _____-_... 5 


Total carloads generated by the line _-__ 3,066 

Average carload* per week _-_._ 59.0 

Average carloads j**r mile --- 169. 4 

Average carloads per train- 11. 8 

1973 oj>erntiug information : 

Number of pound trip* per year ---- 260 

Estimated time per round trip (hours) --- 10.0 

Locomotive horsepower __—- 1, 500 

Train crew size - 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Sendee Report’’ indicated that 
ten shippers located at Adams would be isolated if the 
segment between N. Adams Jet. and Adams as well as 
the segment between Adams and N. Adams were aban¬ 
doned. These ten shippers generated 2,546 carloads in 
1973, and according to their statements, expect to gen¬ 
erate in excess of 3,575 carloads per year in the future. 
The largest shipper is Charles Pfizer, Inc., a heavy 
outbound shipi>er of limestone. The Pfizer Company 
expressed a doubt that the B&M Hooeac Tunnel route 
could handle their limestone shipments. The community 
expressed a fear that any abandonment of rail service to 
Adams would make it difficult to pay off the com¬ 
munity’s new water pollution control .system bonds. 
Bond payments are dependent upon plant user fees. It 
was also reported that Warren Smith of New' York is 
attempting to establish a short line railroad company 
which would operate on the Penn Central Berkshire 
Line, south to the former New Haven Shoreline route. 

Information for Line Retention Decision 


Revenue received by PC___$1,075.119 

Average revenue per carload_ $351 


Variable (avoidable) cost of continued 
service: 

Cast incurred on the branch line_ 344.098 


Coat of upgrading branch line to FRA 

ClasH I: (1/10 of total upgrading ei>Ht)_ 21.228 


Coat incurred beyond the branch line_ 650. 276 

Total variable (avoidable) coat __ 1.015.602 

Net contribution (lo&s) a : total _ 59.517 

Average per carload ___ 19 

This line would requin* upgrading to meet the re¬ 


quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 2,000 crossties (an average 
of 110 crossties per mile). 
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Recommendation 

It is recommended that the North Adams Secondary 
Track be included in the ConRail System. 

PORTION OF LOWELL SECONDARY TRACK 
USRA Line No. 13 
Penn Central 


reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
three firms located in Acton (2.3 miles north of W. 
Concord) are active users of this line. Deck House, Inc,, 
expects to double its 1973 traffic, and Dewey and Almy 
expect a 10-percent increase in carloads. Acorn Struc¬ 
tures, a new firm, projects its traffic requirements to 
reach 150 carloads annually. USRA can find no record 
of these shipper's on the PC at Acton; they appear to bt 
served by the BA-M at. South Acton. 


PORTION. LOWELL 


SECONDARY TRACK. PC"*#. 


*•«. LOWELL 


West Concord 


J- 

T;;;;7 


Boston & Maine RR 


PC to Framingham Centre 1 SOOTH SUDBURY 


This portion of the Lowell Secondary track, formerly 
a part of the New Haven RR, extends from South Sud¬ 
bury (Milepost 0.0) to Lowell^ Mas*. (Milepost 26.5), a 
distance of 26J5 miles , in Middlesex County, Mass. This 
line connects with its own southerly continuation at 
South Sudbury, with the Central Massachusetts branch 
of the Boston & Maine RR, also at South Sudbury, with 
the Boston - Mechanicville main line of the Boston & 
Maine at West Concord (Milepost 11.5), and with the 
Boston-White River Junction main line of the Boston 
& Maine at Lowell. This line was declared potentially 
excess in the U.S. Department of Transportation Report 
(see Zones 13,14 and 19). 

Traffic and Operating Information 

Station* (with their 1073 carload*) served by thU line: 

S. Sudbury ___—- 30 

S. Chelmsford - 3 

Chelmsford _ 104 


Total carload* generated by the line _ 018 

Average cat loud a j»er week _____ 17. 7 

Average carload* per mlle_ _ 34.6 

Average carload per train -—- 3.5 

1073 operating information : 

Number of round trlpa per year - 200 

Estimated time per round trip ( hour*) _ 6 

Locomotive horsepower ______ 1,500 

Train crew *l*e _-_____- 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in tboir 


Information for Line Retention Decision 


Revenue received by PC_ $375, 716 

Average revenue per carload— _ $400 


Variable (avoidable) coat of continued 
service*: 

Coat Incurred on the branch line--- 271,351 

Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

cost) __ 51,4H 

Cost Incurred beyond the branch line_ 264, OI5 


Total variable (avoidable) cost™- 5$rt,&40 

Not contribution (loss) : Total- (211.121 1 

Average per carload____ (230) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration? 
minimum safety standards (Class I track which lias 
a maximum safe operating speed of 10 mph). based on 
available information, this upgrading would include the 
replacement of a total of 10,732 crossties (an average of 
405 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the 
Lowell Secondary Track be included in the ConRail 
System. Continued operation of this lane would require 
a rail service continuation subsidy. Under 197tt t raffed 
revenue and cost levels, this line generates an 
excess financial burden amounting to $2114-4 or 
per carload. Recovery of costs would require app 1 * 0 * 1 
mately a twofold increase in traffic or a GO percent rat 
increase over the 1973 levels. Costs may also bo wu 
by reducing frequency, although this alone wi n 
make the line viable. 

PORTION OF FITCHBURG SECONDARY TRACK 
USRA Line No. 14 
Penn Central 

This portion of the Fitchburg Secondary 1 *• ; ^ 
nierly a part of the New Haven RR. extemb ' 
ingfuun Centre (Milepost 0.0) to Clinton*. ■ ■ ^ 

post 22.0), a distance of 22.0 mile*, • u ' ■ . t jj f 

Worcester Counties, Muss. T his line eonncci" ^ ^ 
PC Framingham branch and f/>\vt*ll i"***"’' 1 
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PORTION 
FITCHBURG 
SFCONDARY 
TRACK 


PC Lowell Secondary Track 


/I FRAMINGHAM CENTRE 

\ 

|« PC Framingham Branch 
to Framingham 


Information for line Retention Decision 


Revenue received by PC ___ $1, *03.808 

Avrmjfe revenue j*»r carload _ $421 

Variable (avoidable) coat of continued 
servlet*: 

t-oat incurred on the branch line _ 403, 441 

Cost of upgrading branch line to FRA 
(lass 1 : 1 1/10 of total upgrading 

coed) ... 32.241 

Cost incurred lieyond the branch line. 1.258,263 


Total variable (avoidable) cost___ 1.003 ,945 


both at Framingham Centre, with its own northerly 
•nttnuation at Clinton, also understudy in this Re|>ort, 
ind with the Woroester-Aver line of the Boston & 
ilaino RR at Clinton. The portion of this line from 
Soulhboro (Milepost 4.5) to Clinton was declared po¬ 
tentially excess in the U.S. DOT Report; the portion 
from Framingham Centre to Southboro was not (see 
Zones 14. IP tuid 25). 


Traffic and Operating Information 


ftlhoQK I with their 1973 carloads) served by this line: 

Ftiaingluim Centre _______ 

^outht*oro ___. . . .._ _ _ _ ■ _ 

Marlboro__ n , _ _ 

North boro_______ _ 

Berlin __________ _ 

Clinton_ 


877 
1, 050 
1 

1.684 

7 

666 


Total mrluads generated by the line_4.285 

Averag*. carload* per week_ R2. 4 

•Vuragu rart'ails per mile____ 1^1 g 

AfifiiTH carloads per train_ 10.5 


^ Operating information: 

Namier of round trips per year________ 260 

time j»er round trip < hours)_ 12, 0 

horsepower_ 1,500 

crew sire.__ __ . 

' Iu8«i4f. only trtfflc on segment 

Wormofion Provided by RSPO, Shippers, Government 

Afltncies 

^Information provided at the hearings conducted by 
i Sen ires Planning Ollicc as reflected in their 
•ifT ^ * IC Response to the Secretary 

^importation's Rail Service Report/’ indicated that 
i^w- ' J 1 ' 1 r ' es along this line would suffer increases in 
*tthtl° r * !°. roe ^ on * °r business, if rail service were 
i' * U *^ cw ^' n f^ !U1( l Wholesale Grocers Co. 
bon,,, ! I' 1 ' , * 1 '* * <)ss ^' >nn Central service to North¬ 

er ,! W,Cn ‘ tt8e tho cosl of from 10 cents to 16 
I' 0 ' iiid - * * * "lonial Press and The William Reisncr 
,au M fov * * IIIt l ^ C * aSS ra ^ scrv * cc at Clinton 

^iiol. r ° lr<l , osurt ‘ unJ lTSU,< in ,hc ,ossof f*ooo 

' l ^fheColonial Press receives its t raflic from 
O08, °n* Maine. 


Net contribution (lofwj total__ 109,800 

Average per carload___ 26 


This line would require upgrading to meet the re¬ 
quirements of the Federal Ruilroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph) based on 
available information, this upgrading would include the 
replacement of a total of 5.9-10 crossties (an average of 
270 cross! ies per mile). 

Recommendation 

It is recommended that this portion of the Fitchburg 
Secondary Track Ik* included in the ('onRail System. 


PORTION OF FITCHBURG SECONDARY TRACK 
USRA Line No. 14a 
Penn Central 


FIT! 


FITCHBURG 


Leominster 


PORTION OF FITCHBURG \ ^ 
SECONDARY TRACK. PC-»1 ^ 



B&MRR 


A CLINTON 


\4-PC to Framingham Centre 

\ 


This |K>rtion of the Fitchburg Secondary Track, for¬ 
merly a part of the New Haven RR, extends from Clin¬ 
ton (Milej>ost 22.0) to Fitchburg. Muhh> (Milepost 35.0), 
a distance of 13JO miles, in Worcester County, Mass. 
This line connects with its own southeasterly continua¬ 
tion at Clinton, ulso under study in this Report, with 
the Worcester-Ayer line of the Boston & Maine RR, also 
at (Minton, and with the Boston-Mechanicville line of 
the Boston & Maine at Fitchburg. The portion of 
this line from Clinton to Ix‘Oininster (Milepost 30.7) 
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was declared potentially excess in the UJS. DOT Re¬ 
port; the portion from Leominster to Fitchburg was 
not (seeZones 19,20and 25). 


PORTION OF THE PLYMOUTH SECONDARY 
TRACK 

USRA Line No. 15 


Traffic and Operating Information 


Station* (with their 1073 carload*) served by this line. 

Pratt'* Jet- 

Leominster-----2.39S 

Fitchburg_—---—--516 


Total carload* generated by the line -—- 2,083 

Average carload* per week-. -— 57.4 

Average carloads per mile - 220.5 

Average carloads per train --- 11* 5 

1073 operating information : 

Number of round trips per year --— 260 

Estimated time per round trip (hours)- 12. 0 

Locomotive horsepower - 1.300 

Train crew - 4 


Information Provided by RSPO, Shippers, Government 

Agencies 

Information provided by the Leominster and Fitch¬ 
burg Chambers of Commerce at the hearings conducted 
by the Rail Services Planning Ofliee as reflected in their 
reports entitled •'The Public Response to the Secretary 
of Tmnsjrortat ion's Rail Service Report'* indicated 
that the railroad line between Leominster and North- 
lioro generated 4,097 carloads in 1973, or 153 carloads 
per mile. 

Information for Line Retention Decision 


Revenue received by PC_$2,245,670 

Average revenue per carload,..__ $753 

Variable (avoidable) coat of continued 
service: 

Cost Incurred on the branch line_ 354,116 

Cost of upgrading branch line to FRA 
Clas* 1: (1/10 of total upgrading 

cost)___ 15,303 

Cost Incurred beyond the branch line.. 1, 787,902 


Total variable (avoidable cost)__ 2,157.546 

Net contribution (loss) : Total_ 88,130 

Average per carload_ 30 


This lino would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 3,510 crossties (an aver¬ 
age of 270 crossties per mile) . 

Recommendation 

Tt is recommended that this portion of the Fitchburg 
Secondary Track Ixs included in the ConRuil System. 


Penn Central 



SOUTH BRAINTREE 
^ North Abington 

— —4-West Hanover Secondary Track, PC 

PORTION OF PLYMOUTH 
SECONDARY TRACK, PC 


This portion of the Plymouth Secondary Track, for¬ 
merly part of the New Haven RR, extends from SwA 
It taint ree (Milepost 1.7) to Plymouth^ Mas*. < Milcpo* 
27.1), a distance of 254 wile*, in Norfolk and Plymouth 
Counties. Mass. This line connects with the Middleboro 
Branch of the Penn Central at South Braintree, with 
the West Hanover Secondary track of the PC at North 
Abington and with its own southerly continuation it 
Lothrop Street. Plymouth. The two latter lines are also 
under study in this Report. Although PC operates the 
freight service on this line, it is owned hv the Massa¬ 
chusetts Bay Transportation Authority. MBTA bought 
the line from the PC in January 1973 for passible future 
passenger transportation use. This line was described as 
potentially excess in the U.S. DOT Report (see Zones 
14, 15 and 16). 


Traffic and Operating Information 

Station* (with tbelr 1973 carloads) served by thi* Une:^ 

8. Weymouth- ,8 

N. Abington_ ^ 

Abington_______ 

Whitman---—- 

8. Hanson-—- 87 

Barrage-- 

Kingston___ 

N. Plymouth_ 405 


Total carload* generated by the line. — 

Average carloads per week- -- 

Average carloads per mile- 

Average carloads per train-—- 

1973 o|>emting information: 

Number of round trip* i*r year- 

Estimated time per round trip (hour*)- 

Locomotive horsepower----- 

Train crew size___ 


1 . 011 ? 

lM 

40.1 

$• 

2 ® 

0 

1,730 

4 


Information Provided by RSPO, Shipper*. Governm 
Agencies 

Information provided at the hearings conduct*!; 
the Rail Services Planning Office as reflet ,n 
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Kport* entitled “The Public Response to the Secretary 
afTrinsportation’s Rail Serv ice Report,” indicated that 
John J. Gallagher, Inc., S. Weymouth, Muss, shipped 
intimated 75-100 carloads in 1973 and is projecting 
carloads. Because of the increase (70%) in popula¬ 
tion in this area since I960, evidence was introduced to 
f'm that tourists and Boston Commuters would bene- 
ft from improved commuter-passenger sendee if it 
tin extended to Plymouth. 

Information for line Retention Decision 

lurnir rwivwl by PC*---.. $850. 969 

lws*r rrvwiuc per carload-.*_ $845 

Tinibl* (avoidable I co*r of continued 
array; 

Coft incurrwi on the branch line_ 1 218, 725 

Oort of upgrading branch line to FRA 
(It'S 1 1 1 10 of total upgrading co«t) _ 87. 34N 

«Incurrvd beyond the branch line_ 287. 347 


Total variable (avoidable) cost _***** 518, -120 

M contribution < losa» : Total __ (167,451) 

l*nicrj*r carload__J._ fl 64 ) 

jCirftdr* ^nrnUjfp rojitu due to MBTA ownership. 

Tni.' fine would require upgrading to meet the re¬ 
tirements of the Federal Railroad Administrations 
-aimum safety standards (Class I track, which has a 
nuimum safe Operating speed of 10 mph). Based on 
information, this upgrading would include 
^replacement of a total of 8,856 crossties (an average 
ofS48crossties per mile). 

Nrniiaary Recommendation 

h is not recommended that freight service be pro- 
over portion of the Plymouth Secondary 
/“'* ^ ConRail System. Continued operation of 
, Wou ld squire a rail service continuation sub- 
[ * T ‘ n( * cr traffic, revenue and cost levels, this 
generates an annual excess financial burden amounts 
^ t0 or $164 per carload. Recovery of costs 

tMi* f ^ U ^ re Vproximately a two-fold increase in 
^ or 1 45 per cent rate increase over tJie 1973 levels. 
J** nmy also be reduced by reducing frequency, al- 
J *‘ r r *' ls n * one will not make the line viable. 

PORTION of the PLYMOUTH SECONDARY 
TRACK 

USRA Line No. 16 
Penn Central 

\ .✓ —PC to South Bruntre* 

V 

\ 

"OPTION OF PLYMOUTH^ LOTHROP ST . PLYMOUTH 
***** TRACK PC 0.2 m,.,, 

PLYMOUTH 


This portion of the Plymouth Secondary Track, for¬ 
merly part of the New Haven RR, extends from Lo- 
throp Street. Plymouth (Milepost 27.1), to Plymouth., 
Mass. (Milepost 27.3), a distance of 0.2 miles, in Ply¬ 
mouth County, Massachusetts. It connects with the 
northerly continuation of this line at Lothrop Street. 
Plymouth, which sector is also under study in this re¬ 
port. This line was described as potentially excess in 
the l\S. DOT Rejiort. (See Zone 16.) The PC had 
previously filed with the ICC for abandonment of this 
sector in October. 1972 (Docket No. AB-5,136). 

Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Plymouth-*___ 100 

Total carloads generated by the line___ 100 

Average carloads per week___ 1.9 

Average carloads per mile_*_._300. 0 

Average carloads per train___ 9 

1973 Operating Information: 

No. of Round Trips Per Year... 52 

Estimated Time Per Round Trip (hours)_ 0.5 

locomotive horsepower_*_....__•,____ 1 759 

Train crew size__*___ ‘ 11 4 

Information Provided by RSPO, Shippers, Government 
Agencies 

No information was provided at the hearings con¬ 
ducted by the Rail Services Planning Office as re¬ 
flected in their reports entitled “The Public Response 
to the Secretary of Trans|x>rtation's Rail Service 
Report'; 

Information for Line Retention Decision 


Revenue received by PC_$ 43 ,124 

Average revenue per carload___ $431 

Variable (avoidable) coat of continned service: 

Cost incurred on the branch Une_10, 108 

Coat of upgrading branch line to FRA Claw* 

I: ( 1/10 of total upgrading cost)_ 370 

Cost incurred beyond the branch line..._ 37, 796 


Total variable (avoidable) cost_ 48,274 


Net contribution (loss) total_ _(5,150) 

Average per carload_____ (52) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating s|>eed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 108 crossties (an average of 
540 treaties per mile). This line was sold to the 350th 
Anniversary of Plymouth, Inc. on .June 17,1971. PC re¬ 
tained easement to occupy the premises and serve the 
team-track facility |>endmg ICC approval to abandon. 
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Preliminary RecommendaHon 

It is not recommended that this portion of the Ply¬ 
mouth Secondary Track be included in the UonRail 
System. Continued operation of this line would require 
a rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $5,160 or $52 per 
carload. Recover}* of costs would require approximately 
a 100 percent increase in traffic or a 12 percent rate 
increase over the 1973 levels. 


WEST HANOVER SECONDARY TRACK 
USRA Line No. 17 
Penn Central 


To South 
Braintree 

•w 

\ 


r WEST HANOVER SECONDARY 
TRACK. PC 


NORTH ABINGTON 


ft 


3.6 miles 
WEST HANOVER 


\ 


Plymouth Secondary Track. PC, 
| to Plymouth 


The West Hanover Secondary Track, formerly a 
part of the New Haven RR. extends from a junction 
with the PC Plymouth Secondary Truck nt .Worth 
Abington (Milepost 0.0) to Wtoi Hanovtr,Ma$t. (Mile¬ 
post 3.6), a distance of 3.6 rniks, in Plymouth Comity, 
Muss. (The Plymouth Secondary Track is also under 
study in this Report. This line was declared potentially 
excess in the U.S. IX)T Report (sec Zone 14). 


Traffic and Operating Information 

Station* (with their 1073 curlondii) nerved by thin Une: 


Rockland ___ 37 

West Hanover ___ 502 


Total carloads generated by the Une - 500 

Average Carloads per week - 11.5 

Average carloads per mile ----- 100.4 

Average carload* per train _ — --- 3.8 

1073 Operating information : 

Number of round trips per year --——_ 156 

Kxtimated time per round trip (bourn) -- 2.0 

Ivocomntlre horsepower _—_ 1.750 

Train crew size _____ 4 


Information Provided by RSPO, Shippers. Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 



reports entitled “The Public Response to the Secretin 
of Transportation's Rail Service Report,” indicated that 
seven firms rely on freight service along this line. Two 
firms expect to increase their 1973 traffic levels. United 
Cabinet Corp. forecasts a doubling of traffic to 295 w- 
iiual carloads while Angelo’s Supermarket expects pro¬ 
duce carloads to reach 450 per year versus 300 in 1973, 
United Cabinet Corp., with 25 employees, expects to 
close its plant if rail service is terminated. USRA his 
found that both United Cabinet and Angelo's have re¬ 
cently expanded their facilities. 




Information for Line Retention Decision 

Revenue received by PC _ $164,55* 

Average revenue per carload - $275 


Variable (avoidable) coat of continued serv¬ 
ice: 

Cost incurred on the branch line- 55, 600 

Coat of upgrading branch Une to FRA 
Class I: (1/10 of total upgrading coat)- 10.060 
Coat Incurred beyond the branch line-149,528 


Total variable (avoidable) cost - 216,Otf 

Net contribution (loss) Total -—- (51.5301 

Average per carload- - 

This line would require upgrading to meet the re¬ 


quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which hast 
maximum safe operating speed of 10 nvp.h.). Basd 
on available information, this upgrading would mcluik 
the replacement of a total of 1,944 crossties (an *' <>r 
age of 540 crossties per mile). Available information 
indicates that the traffic level on this line may increase 
300 carloads over the 1973 level. However, recovery 0 
costs would require a three-fold increase in * raffia 

Preliminary Recommendation 

Although the preliminary recommendation is | ,h * 
the "West Hanover Secondary Track not be »> 11 
the ConRai! System, the possibility of ^ 

increasing revenue must be explored bef»r» 1 
recommendation can be made. Withoui ini!'!* 1 ^ ^ 

creasing revenue, continued operation n ' ; 1 , 1;1 -; 

require a rail service continuation subsidy n n 
traffic, revenue and cost levels, this l> n '- 
annual excess financial burden amounting 10 . 4 p. 

$86 per carload. Recovery of costs won < 1 ^ 
proximately a three fold increase in traflu ot ^ ^ 
cent rate increase over the 1973 levels C “ ' j i)si u ]onr 
1* reduced by reducing frequency. »l tlu,ufr 
will not make the line viable. 
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east BRIDGEWATER SECONDARY TRACK 
USRA Line No. 19 
Penn Central 


Middcboro — 
Branch. PC 


PESTDALE( 


u 


,To South Braintree 
—1.9 miles 

>EAST BRIDGEWATER 

.EAST BRIDGEWATER 
SECONDARY TRACK. PC 

To Middleboro 


The East Bridgewater Secondary track, formerly a 
part of the New Haven RR, extends from Wcstdale 
Milepost 0.0) to Hast Bridge water. Mas*, (Milepost 
U) a distance of 7J0 miles, in Plymouth County, Mass. 
At Westdak this line connects with the Middleboro 
Branch of the Penn Central. This line was not declared 
potentially excess in the C.S. DOT Report (see Zone 
15). The Penn Central has filed an application to the 
ICC to abandon if in July 1972, Docket No. AB-o, Sub. 
to. The application has not been acted on. 

Troffk ond Operating Information 

<with their 1073 rarlond*) nerved bj this line: 

E Bridge* «tt*r* , _ 

Total carloads generated by the line _ 

AT»ri|{f carload* |n*r week_„__ t 

Atyricp nirl<ta<l*» poy mll» . _ t f T _ ( . 

AT>m<v carload* jier train _____ _ l 

W*M*r«tliif information: 

Numtper of round trip* per year _ 52 

Mima fed time j*»r round trip < hours ) _____ 

0*00096ttVo horsepower _. . . t ^ 

Train crew kIxo_ _ ___ 

only fna, on wril e„t. 

W»rmoHon Provided by RSPO. Shippers, Government 

Agendas 

^perific information concerning this line provided 
* «• hearings conducted by the Rail Services Plan- 
^ Jfficv ns reflected in their reports entitled ki The 
1 Response to the Secretary of Transportations 
m Reports 

^motion for Lino Retention Decision 


Km 


iMetred l»y l>c_ 

rrr, ' mil ‘ i>*‘r •■nrloiul 


-$3*. 386 

1X43 


r <l4f 1 r,,< t or eontlnucd service: 

' wtlf " rrH "" ,hM line.. 18.840 

1 ' '^f raain * ,,ranch line t<» FRA <»Ihkh 

<•<,, " "[ "l‘B«<liiiR com)- 2, 305 

nv< * bp5 ° n, l H't* I>rancli line_ 22. 435 

1,1 r **l*We (avoidable) cost_ 43.800 

: ....<r,.423* 

**P*r rarload... (48 , 
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This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards ((’lass I track, which has a 
maximum safe, operating speed of 10 mph). Rased on 
available information, this upgrading would include 
the replacement of a total of 50 crossties (an average of 
42 crossties per mile). 

Preliminory Recommendation 

It is not recommended that the East Bridgewater 
Secondary Track lx* included in the ConRail System. 
Continued operation of this line would require a rail 
service continuation subsidy. Under 1973 traffic, rev- 
entie ami cost levels, this line generates an annual ex¬ 
cess financial burden amounting to $5,423 or $48 per 
carload. Recovery of costs would require approximately 
a 180 percent increase in traffic or a 14 percent rate in¬ 
crease over the 1973 levels. 


BUZZARDS BAY SECONDARY TRACK 
USRA Line No. 20 
Penn Central 



To South Bramtreo 


S 


112 

Middleboro ^ 


— 

Brand). PC ^ \ 

►IIDOIEBORO BUZZAROS BAY 

112 

Jr- 

f -TRACK. PC 

*> •> 

To Taunton 


50.0 

2. 2 



52 

1 

1750 

4 


Falmouth Secondary - 


Trade. PC 


BUZZAROS BAY 


Hranm. fecomtary 
Trick. PC 


1 lie Buzzards Bay Secondary Track, formerly pail 
of the New Haven RR,extends from Middleboro (Mile- 
post 0.0) to Buzzard* Bag. Mass. (Milepost 20.0), a 
distance of 20.0 mile*, in Plymouth and Barnstable 
Counties, Mass. This line connects with the Middlel>oro 
Branch of the PC at Middleboro. At Buzzards Bay it 
connects with the Falmouth and Hyanuis Secondary 
Tracks of the PC. l>oth also under study in this Report. 
This line was described us potentially excess in the l T .S. 
IX)T Re]>ort (see Zone 10). 

Traffic and Operating Information 

Station* (with their 1073 carload*) served by this line: 

Tremont _________ 

Wrtrelmm _____ _ ___ 

Onset _____ 

Buzzard* Bay _____ 

Middleboro* .. 


Total carload* generated by the line. 
Average carload* i»er week.....___ 

8e* footnote «t end of table. 


121 

35 

150 

11 

75 

302 
7.-I 
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Average carloads per mile -—— 1 &. 6 

Average carloads per train ---- 3.8 

1073 operating information: 

Nam her of round trip* per year ——- 10* 

E*t taut ted time |»er round trip (hours* - 6.0 

rxxH>motlre horsepower--- 1.500 

Train crew slxe— ----- 4 

* I Delude* only trntftr on segment. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at tho hearings conducted by 
the Kail Services Planning Office as reflected in their 
reports entitled “The Public Resj*onse to the Secretary 
of Transportat ion’s Rail Service Report** indicates that 
industries on Cape Cod are dependent on continued rail 
service, for which this line is the gateway to the penin¬ 
sula. Much interest was expressed in restoration of pas¬ 
senger train service to Cape Cod. Ye Olde Passenger 
Service is one party interested in acquiring trackage 
rights. Negotiations have also been held with Amtrak 
concerning experimental Bo6ton*to-Caj>e Cod service. 
Planners project n doubling of local population every 
5 years until at least 1990. The town of Middleboro is 
mending $5 million on a new sewage treatment, plant in 
order to accommodate Ocean Spray Cranberries* plant. 
A study by Carl Knglund indicated that the cost of up¬ 
grading the track between Alden and Buzzards Bay 
would lie $200,000 for freight service or $436,000 for 
passenger service. 


service to this line generates a loss, service $o VSRa 
ment 21 (which is served by this line) generates a : rt 
contribution of $86,755. 


HYANNIS SECONDARY TRACK 
USRA Line No. 21 
Penn Central 


A BUZZARDS BAY 
Bernards Bay 

Secondary Track. T\ T 
PC,to Tawnten | / 

j,4 L HYANNIS 

Falmouth ' SECONDARY TRACK. PC _ 

Secondary Track. PC 


Yarmouth 


I *- Sooth Down 

S*coftdar7 Track K 

HYANNIS 


The Ilyannis Secondary' Track, formerly a part of 
the New Haven RR, extends from Buzzard* Buy I Mile- 
post 0.0) to Ilyanni*. Mat*. (Milepost 24.3), n distant 
of 24J mile*, in Barnstable County, Massachusetts. At 
Buzzards Bay, it connects with the Buzzards Bay tad 
Falmouth Secondary tracks of the PC, and Yarmouth 
(Milepost 21.2) with the South Dennis Svcmdarr 
Track. All three of these connecting lines nre arrnwif 
those studied in this Report. This line was declimi 
potentially excess in the U3 DOT Report (see Zone 16). 


Informotion for Line Retention Decision 

Revenue received by PC_........ $179,204 

Average revenue per tarload..- $457 

Variable (avoidable) coot of continued 
service: 

Cost incurred on the branch line-167,929 

Cost of upgrading branch line to FRA 
Chi** I : < 1/10 of tola! upgrading coat). 13. 5S3 

Cost incurred beyond the branch line_ 86,302 

Total variable (avoidable) cost_ 267,814 


Net contribution (loss): total_ (88,550) 

Average per carload--- (226) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which lias a 
maximum safe operating s|*eed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 800 crosstics (an average 
of 40 crossties per mile). 

Although service to this line generates a loss, service 
to USRA segment 21 (which is served via this line) 
generates a net contribution of $86,755. 

Preliminary Recommendations 

It is recommended that the Buzzards IVav secondary 
track lie included in the ConRail System. Although 


Traffic and Operating Information 

Stations (with their 1973 carloads) *erved by this line : 

Sagamore --—... 

Sandwich — - -- 

E. Sandwich _—- — 

W. Barnstable -—---— 

Rarn*table ----- 

Yarmouth --- 


3* 

m 

i 

1(0 

1 

334 

522 


Total carloads generated by the line- 

Average carload* per week -- - 

Average carload* per mile -- —. 

Average carload* |**r train —--— 

1973 operating information : 

Number of round trip* per year - 

Erf tainted time per round trip (hour*) —-- 

locomotive horsepower ----—- 

Train crew Mae __ 


1.50b 
2D.0 
till 
5 S 


200 


4 

1,500 


5 


Information Provided by RSPO, Shipper Govern 
Agencies 

Information provided at the hearing* conducted . 
the Rail Services Planning Office as reflet in 
reports entitled “The Public Response to the ^ 

of Trnns|>ortntion*s Rail Service Report • aR j 

a shift to highway mode by the Cape < (H { irt j nrti 
gravel shippers would l*e affected by presen 1 1 
on highway movements of heavy and ou*rsiz» 
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\noupon tltc Cape is currently developing a program 
which Ihey liope will result in the movement of over 
f/<H)oirloads a year of solid waste westbound from the 
! {«pe region. Several groups hope to use this line for 
n*oratiou of Boerton-Cnpe Cod passenger service (see 
(omments on CSKA segment 20). The Hay Colony 
Transport ut ion Corp. recommended the abandonment 
j of this line along with a State of Massachusetts acqui¬ 
sition of the light -of- way. Hay Colony then would offer 
tooperatc the line for the State as a Class 11 short line 
rail rood. A study by Carl Englund reported that it 
would cost $242,000 to upgrade this segment of track 
hr safe operation of freight service, and $745,000 to 
rrirabilitate the line for passenger service. The largest 
shippers at Hvannis are Cajie Cod Ready Mix Concrete 
Company (250 to 275 carloads in 1973), and John 
Hineklicv & Sons Lumber Co. (103 carloads in 1974). 
Packaging Industries Company shipped 23 cnrloads in 
Ut73. but claims that they may ship between 270 and 
112carloads in future years. 

I W»nBotion for Line Retention Decision 

•"««* received by PC _ $097,890 

*wi*e revenue |**r carload_ $403 

| 'iriaUe (tvoitbihln coat of continued wcrvicc : 

'■«« Incurml ..n the hranch line_ 287,578 

upunullni; Im rich line to FRA (’In** 

rl/io of total upgrading coot) „_ _ 0 

Incurred liejrond the hranch line _ 405.435 

Ti-tiJ Tariulilc (avoidable) coat _ 873,013 

|*t twtt8 wtloo i lota*): total _ 24,877 

I’rnte per rnrload_ 18 

This line would rc<|uire no upgrading to meet the 
pwraentsof the Federal Railroad Administrations 
ni: " mnm Mfety stamlards (Class 1 track, which has 

“n*ximum safe operating speed of 10 mph). 

. .‘^l-nice to this line generates a net contri- 
, * t " ccn milepost 7.5 and 24.3 generates 

lk «of$65^Hior862percar. 

| ,H * mn 'endo)ion 

I Stcond rWt>,,Unen ^ W ^ portion of the Hvannis 

i */ ,^ rBc ^ between milepost 0.0 and milepost 7/> 
"■duded in the ConRail System. 

•nory Recommcndotion 

I nit Sp,. ( ^ r ' Holnn ronded that the portion of the Hyon- 
I 1- ^ * ,ilc ^ / ww * milepost 7J> to milepost 

iM tht * System. Continued 

. l ' s "°old require a rail service con- 
tilp'r' '"* ri tr:,, lic. revenue land cost 
I *rorderi " K . k rprll 'nit«>s an numiul excess financial 
owing to $65/)!)(i or $62 |km- carload. Re¬ 


covery of costs would require approximately a 50 m*r- 

XVflrTr* I 1 " S*?® ° r !l U . I ,<,rc< ‘ nt rate increase over 
the 19<3 levels. ( osts may also lie reduced by reducing 

frequency, although this alone will NOT make the line 
viable. 


SOUTH DENNIS SECONDARY TRACK 
USRA Line No. 22 
Penn Central 


YABMOIITU rwUinUtHNIJ 

To Buiiard* * ARM0U ™ I SECONDARY TRACK. PC 

Bay t. _ i j 

r~J . • SOUTH DENNIS 

Hyanniw Secondary 1 q 5,4 m j|, t 
Track. PC | 

To Hyannis 


The South Dennis Secondary Track, formerly a part 
of the New Haven RR. extends from Yarmouth (Mile¬ 
post 0.0) to South Dennis. Mass. (Milepost 5.6) a dis¬ 
tance of 5.0 miles, in Hnrnstahle County, Muss. At Yar¬ 
mouth, it connects with the Hvannis Secondary Truck 
of the PC, which is also under study in this Report. 
I his line was declared potentially excess in the C.8. 
DOT Report (see Zone 16). 


Traffic and Operating Information 

Stations (with their lf)73 carload*) served by this line: 

Bass River ___ 

S. Dennis _ 


Total carloads generated by the line _ 437 

Average carloads i*»r week _ s. 4 

Average carload* |*»r mile _...___ _ 7S. 0 

Average carload* |K»r train __ 5 7 

1073 nitrating information: 

Number of round trijts jier year _....__ oflO 

Estimated time per round trip (hours) ... o « 

Locomotive horsepower ___ 1,500 

Train crew size _ - 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
re|x>rts entitled “The Public Response to the Secretary 
of 1 ransportations Kail Service Report" indicated that 
this lino is an integral |mrt of the Buzzards Bay* 
Yarnjouth-Hvannis line (see additional comments 
under Lines Nos. 20, 21 and 23-24). 


Information for Line Retention Decision 


Revenue received by PC _ _ $ 1 S 7 . 407 

Average revenue per carload _ $ 421 ) 
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Variable (avoidable) cnAt of contlnu«l 
service: 

Cnist Incurred on the branch line—7v 137 
Cost of upgrading branch line td FRA 
Claw* 1 (1/10 of total upgrading coat) _ r 0 

Cost Incurred Itfjrotul the brnnch line-188,293 


Total variable (avoidable) cost-- 2bl> -ton 


Net contribution (loss): Total-—-- (#,D03) 

Average i>er carload- (181) 


This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration's 
minimum safety standards (Class I track which has 
a maximum safe operating speed of 10 ni.p.h.). 

Preliminary Recommendation 

It is not recommended that the South Dennis Track 
l>e included in the ConRail System. Continued operation 
of this line would require a rail service continuation 
subsidy. Under 1973 traffic, revenue and cost levels, this 
line generates an annual excess financial burden amount¬ 
ing to $78,903 or $181 per carload. Recovery of costs 
would require an increase in traffic and a rate increase 
over the 1973 levels. Costs .may also be reduced by reduc¬ 
ing frequency, although this alone will XOT make the 
line viable. 

FALMOUTH SECONDARY TRACK 
USRA Line No. 23-24 
Penn Central 


PC to Taunton 


1 


FALMOUTH 
SECONDARY 
TRACK. PC 


p BUZZARDS BAY 

+ ^-PC to Hyannit 




t-13.8 mile* 
FALMOUTH 


The Falmouth Secondary Track, formerly a part of 
the New Haven RR, extends from Buzzard* Bay (Mile¬ 
post 0.0) to Falmouth. Mas*. (Milepost 13.8),a distance 
of 13Ji mil**, in Barnstable County, Mass. This line 
connects at Buzzards Bay with the Buzzards Bay and 
Ilvannis Secondary Tracks of the PC, to Taunton and 
Hyannis, respectively, which arc also being studied 
in this Report. The PC had filed with the ICC for 
abandonment of the portion of the line between North 
Falmouth (Milepost 0.7) and Falmouth, a distance of 
7.1 miles, in November 1973, IOC Docket AB-5-134. 
In August 1974. the PC also petitioned USRA for aban¬ 
donment of this portion. This line was declared poten¬ 
tially excess in the U.S. DOT Report (see Zone 16). 



Traffic and Operating Information 

Station* (with their 1973 carloads) served by thli Un*: 

Cat mi mot -- — .. . .— --.- 11 

N. Falmouth _ _ 125 

Falmouth ------ jim 


Total carloads generated by the line _ 

Average carload* per week- --- 

Average carload* per mile - 

Average carload* per train, --- 

1973 operating Information: 

No. of round trip* i»er year -- 

K*tlimited time per round trip (hour*) - 

Locomotive horsepower - 

Train crew aixe™ .—-- 


Information Provided by RSPO, Shippers, Governmerii 
Agencies 

Information provider! at the hearings conducted br 
the Rail Services Planning Office as reflated in their ■ 
rei>orts entitled ‘The Public Response to the Secretary 
of Transportation’s Rail Service Report" indicated tint 
< )tis Air Force Beee receiveovei 1 1 
this line and that coal receipts may grow to 200 car-1 
loads. Otis is contemplating a switch to rail receipts of | 
jet fuel which would result in an additional *20.(100 tons I 
of freight. Carl Englund estimates $114,000 in rehsbii 
it at ion costs for freight service between Buzzard* I 
Bay and Falmouth, and $68,000 for passenger relate 
track work. The Penn Central has asked 1 SRA 1»r 
permission to abandon 7.1 miles of track between W 
mouth and N. Falmouth under provisions of Section I 
304(f) of the Regional Rail Reorganization Ad of 19TS. k 
The 304(f) abandonment [>etition was opposed by Gov 
enior Francis Sargent on October 22, 19i4. 1 be Go\ 1 
ernor stated that this section of track is vital to pre.^n I 
users, that shipping will increase in 1974, and twM | 
bjecl line will be a part of any rcstorat ion o 
area rail passenger service. USRA has hud »li>di 1 1 

with the MBTA. and the Department of Defease a » I 
the options available under the Reorganization c | 
preservation of both potential passengei |0U * ( 
needs of national defense facilities. 


reformation for Line Retention Decision 


$384 


Revenue received b.v PC 

Iverago revenue per carload- 

Variable (avoidable) coat of continued 

service: 14*010 

Coat Incurred on the branch Hue.- 

Cost of upgrading branch line to FRA ^ 
da** I ( 1/10 of total upgrading cost) - 
Coat Incurred beyond the branch line . 


Total variable (avoidable) cost - 


Net contribution (lots): Total 
average |*»r carload- 
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Thi* line would require no upgrading to meet the 
Krjuiiements of the Federal Railroad Administration’s 
minimum safety standards (class I track which has 
minimum safe operating speed of 10 mph). 

Nlimincry Recommendation 

It is not recommended that the Falmouth Second- 
in Track be included in the Con Hail System. Con¬ 
tinued operation of this line would require a rail serv¬ 
ice continuation subsidy. Under 1973 traffic, revenue 
ami cos* levels, this line generates an annual excess 
financial burden amounting to $129,175 or $582 per 
rarload. Recovery of costs would require approximately 
liveli-fold increase in traffic or a 150 percent nra in¬ 
crease over the 1973 levels. Costs may also lx* reduced 
by reducing frequency, although this alone will NOT 
make the line viable. 


PORTION OF STOUGHTON BRANCH 
USRA Line No. 25 
Penn Central 

PC to Canton Junction 

\ 

\ 

V STOUGHTON 

v - PORTION OF 

\ STOUGHTON BRANCH. PC 

\ EASTON 

This portion of the Stonghton Branch, formerly part 
tfttaXew Haven HR, extends from Stoughton (Mile- 
F** 1 4.4) to the End of track near Easton, Mass.. (Mile- 
j M H‘.0),a distance of 5.6 miles, in Norfolk and Bris- 
tol Counties. Mass. At Stoughton, this line connects 
* Jf -i its own northerly continuation to Canton Junc- 
£ segment is also under study in this report, 
i I f had applied to the ICC to abandon the line, in 
| W‘2, (Docket No. AR-5, Sub. 137). Before ac- 

\^* u by the ICC, the PC sold the line in 
^ b>the Massachusetts Bay Transportation 
The P( continues to provide freight sendee 

Mbitaa* ^ ^ as ft * 8 ° ft PPli°d the U.S. 

J ' -^^iation for permission to discontinue 

° PeRltions ovor the line, (Docket No. 75-28). 
r* JJ* ;as described as potentially excess in the 
I''•S-lXiTRefiori (see Zone 15). 

I p ° nd ^P® r °ting Information 

Hatton f 1 ,r c arload«) served by this fine: 

** — . — ® 

wo'lQQd* generated by the line _ _1_ 82 
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Average carloads per week ___ \ m q 

Average carload* per mile _ 14 . 0 

Average airlands |ier train __ to 

1973 operating information : 

Number of round trips per year _ 52 

Estimated time per round trip (hours)_ 3.0 

Locomotive horsepower ____ 1 , 750 

Train crew size _____ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “I he Public Response to the Secretary 
of Transportation’s Rail Service Re|>ort” indicates the 
Transportation Committee of the town of Easton has 
initiated an effort to restore passenger sendee on this 
line. The Massachusetts Bay Transportation Authority 
owns hut PC maintains the track between Stoughton 
and Easton for freight service. 

Information for Line Retention Decision 


Revenue received hy PC _.........__ $31,408 

Average revenue per carload _ $383 


Variable (nvoidable) cost of continued serv¬ 
ice: 

Coat incurred on the branch line 1 _ 35 , 248 

Coat of upgrading branch line to FRA Class 

I: ( 1/10 of total upgrading cost)._ 0 

Coat incurred lieyond the branch line _ 23,502 


Total variable (avoidable) cost _ 58,750 


Net contribution (loss* Total. _ (27,342) 

Average per carload _ (333) 

1 ThU line U own#d by MBTA : therefore. the roita reported are 
exclusive of ownership coat*. 


This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). 

Preliminary Recommendation 

It is not recommended that this portion of the 
Stoughton Branch be included in the ConRail System. 
Continued operation of this line would require a rail 
service continuation subsidy. Under 1973 traffic, revenue 
and cost levels, this line generates an annual excess fi¬ 
nancial burden amounting to $27,342 or $333 per car¬ 
load. Recovery of costs would require approximately a 
four-fold increase in traffic or a 90 percent rate increase 
over the 1973 levels. 
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i 

DEDHAM SECONDARY TRACK 
USRA Line No. 26 
Penn Central 


Variable (avoidable) Cost of Continued 
Service : 

Cost Incurred on flu* branch line....—.. 21.491' 
Cost of upgrading branch line to FRA 

ClnsH 1 : 11/10 of total upgrading e«»#t>_ u 

Coot Incurred beyond the branch line -JH. S57 


DEDHAM SECONDARY / 

TRACK. PC -7 i s 

I y Dorchester Branch. PC 
DEDHAM *-i^ EA0<1LLE 

2.2 mile* S / 

✓ 

Franklin Branch PC / 

j*— PC Line Bo*ton-He»r York 

/ 

/ 

The Dedham Secondary Track, formerly part of the 
New Haven RH, extends from lieadriUe (Milepost 0.0) 
to Dalham , Mass. ( M ilei>ost 2.2). a distance of 2£ miles, 
in Suffolk and Norfolk Counties, Mass. It connects with 
the Shore Line, Franklin and Dorchester Branches of 
the Penn Central at Readville. Although PC is the 
o(H‘rator of the freight service on the Dedham Second¬ 
ary Track, the line is owned by the Massachusetts Bay 
Transportation Authority. The MBTA purchased the 
line from the. PC for possible future |>nssenger trans¬ 
portation use. This line was described as potentially 
excess in the U.S. 1X)T Report, (see Zone 14). 


Total variable (avoidable) cost--- 

Net contribution <loss) : total- <1.210, 

Average i**r carload.._ (10) 

* Exclude* and maintenance rant* diir to MHTA ««ter 

nblp 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration'* 
minimum safety standards (('lass I track, which ha*a 
maximum safeoperating speed of 10 m.p.h.). 

Although this line generates a loss, n 6 per cent 
growth in traffic or a 2 percent rate increase over HO 
levels will enable financial self-sufficiency. 

Recommendation 

It is recommended that, freight service l>e provided to 
the Dedham Secondary Track by the Con Rail Systnu 

PORTION OF WRENTHAM SECONDARY 
TRACK 

USRA Line No. 29 


Traffic and Operating Information 

Station# (with their 1073 airload#) served by tlii* line: 

East Dedham- 


Total carload# generated by the line 

Average efiripad# per week ---—— 

Average carloads i>er uille -- 

Average carloads per train —....- 

1073 Operating Information: 

Number of round trips i»er year - 

Estimated time per round trip (hours) - 

Locomotive horsepower - 

Train crew size -—- 




126 


52 

2 

1.750 

\ 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Ofliee as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Sendee Report" indicated that 
the Massachusetts Dept, of Commerce and Develop¬ 
ment foresaw no serious impact if this line were aban¬ 
doned. Only one job would be jeopardized. 


Penn Central 


l 



This portion of the Wrentham Secondary Tw*- 
formerly a part of the New Haven RR. * 
Cedar (Milepost «.(>) to Wrentham. M«»*- (MI ' 
15.7). a distance of 9.7 miles, in Norfolk <’ouu y. - 
This line connects at Cedar with its owu con m ' 
to Norwood Central (the portion of which Inm 
to Fast Walpole is also under study m thisi w’I*' ^ 

with the Framingham Branch of the Pt . ^ 

declarer! potent mily excess in the l 
(see Zones 14 and 17). 


Information for Line Retention Decision 


Revenue received by IN’ -- 000 

Average revenue per carload -- —.— $437 


Traffic and Operating Information 

Station# (frith their 1073 carload#) serial I. _ 

Wrentham ---——* 

143 

Total carloads generated by the line . 
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Amafe carload* per wwk- 2. s 

AvrrflC* carload* j»or mite--- 14. 7 

Avr-mp carload* i**r train - 2. 9 

Wft derating Information: 

Number of round trips i*»r your--- 50 

Intimated Mmo i*or round trip (bourn)_ 4.0 

koniotlvr Uomtjwwee---1, 750 

min CWV *\xe ---- 4 


Irformotion Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
the Kail Services Planning Office as reflected in their 
reports entitled “The Public Resjxmse to the Secretary 
•>f Transportation's Rail Service Report," indicated 
tint traffic lietucen Wrentlmin and Norwood amounted 
to2fl0carloads in 1973. The Massachusetts Department 
ofCommerce and Development considers active con¬ 
tinuation of this total segment crucial to the continua¬ 
tion of 140 jol*. rSRA staff identified 2 shippers at 
Wreatliam, both reportedly not using mil. Of the four 
shippers at Plainville, a majority own their own trucks 
iniltue rail for a minority of their receipts and ship- 
orats. The •►.T miles of track eastward Ix^tween Cedar 
wd East Walpole is presently “out of service." 

Infermotion for Line Retention Decision 

tor*®!** received by PC _____ $42. 472 

trrmte revenue per nirlnnd _ $207 


Writble I avoidable) coat of continued serv- 
Ira: 

{ t}%r ibcnrriHl on the bmneb line_ 79.308 

Coit of upgrading branch line to FRA 
-low I (1/10 or total upgrading co*t)__ 24,897 
t*yoml the l>rnncb line_27,107 


Total variable « avoidable) co»t _131.307 

^WHImtion 0<>**> : Total... <s$ 835> 

| I** niriomi__ (a >l) 

This line would require upgrading to meet the re- 
r- r * ^e Federal Railroad Administration's 
* n. in, safety standards (Class I track, which has a 
grating sj>eed of 10 mph). Based on 
8 > ntformation v this upgrading would include the 
a<<ment of ft total of 1.297 crossties (an average of 
^Tcraagties per mile). 

♦hminary Recommendation 

r| 1JU n ^°oimended that this portion of 

Urn Q Ul ; 1 r,l( k ** included in the Co.. v „ 

rail *n 11 °I )ern tion of this line would require « 
Uvra,, ^V'? ,Ui,,Uation 8 ! ,bs ! (l >’- Under 1973 traffic 
' Xne ®fiiv* , j St * eVo ^ this line genemtes an annua 
|to>ar]uTi> bUrdon a,n °nnting to $88,885 or $621 

l^hiciv ‘ of ros,s ippraxi 

1 s, x-fold increase* in traffic 


the Wren- 
ConRni! Svs- 




0ver ^ le 1973 levels. 


: or a *210 percent rate 


PORTION OF WRENTHAM SECONDARY TRACK 
USRA Line No. 30 
Penn Central 


Franklin Branch. PC 


PC (D Frarunfhan 

V 

PC io Franklin \ / 

— -—— — «— PC to Readvilie 

, east X Vi 

Framingham WALPOLE-'' 

Branch. PC 


CEDAR 



“Norwood Central 


PORTION OF WRENTHAM 
SEC0N0ARY TRACK PC 


/ 

/ 

/ 

PC to Mansfield 

PC to Wrontbam I 


This imrtion of the Wrentham Secondary Track. for¬ 
merly part of the New Haven RR, extends from Ea*t 
Walpole (Milepost 2.3) to Cedar. Mats. (Milepost 6.0). 
a distance of .1,7 wilrx, in Norfolk County, Mass. This 
line connects with its own continuations at both Cedar 
(to Wrentham) and East Wal|>ole (to Norwood Cen¬ 
tral). The portion from Cedar to Wrentham is also 
understudy in this Report. This line (from East Wal¬ 
pole to Cedar) also connects at Cedar with the Fram¬ 
ingham Branch of the PC. This jx>rtion of the 
Wrentham Secondary track was not declared potentially 
excess in the l .S. DOT Rejmrt (see Zone 14). 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
re|>oils entitled “The Public Response to the Secretory 
of Tmnsjjortation's Rail Service Report" indicated that 
the Wrentham Secondary Track's continued use may l>e 
crucial to the continuation of 146 jobs for the length 
between Norwood and Wrentham (see comments for 
USRA segment No. 29). 


Information for Line Retention Decision 

This line does not serve any shippers directly. It is 
used ns an overhead line to USRA segment No. 29. The 
Preliminary Recommendation for segment 29 is that 
it not be included in the ConRail System. Therefore, 
segment 30 is not required. 

Preliminary Recommendation 

It is not recommended that this portion of the Wren* 
tham Secondary Track lx» included in the ConRail 
System. 
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PORTION OF FRANKLIN BRANCH AND MILFORD 
SECONDARY TRACK 

USRA Line No. 31/32 

Penn Central 


Grafton & Upton RR 
to North Grafton 



MILFORD SECONDARY 
TRACK. PC 


Junction 


PC to Framinffiam 

% * PC to Readville 

\ / 

ralpole 

N Frammjftam 

^Branch, PC 
'portion!' v 

FRANKLIN \*-PC to Mantfiold 

branch pc\^ 

\ 


This portion of (lu* Franklin Brunch, formerly part 
of the New Haven RR, extends from Walpole (Mile¬ 
post 10.0) to Frank? hi Junction. Mats* (Milepost 10.0). 
The Milford Secondary Track, also formerly a part of 
the New Haven RR, extends from Franklin Junction 
(Milepost 0.0), to Milfoil. ( Mile|>ost 8.5). Taken 

together as a single line, it is /7.5 mile* long and is 
in Norfolk and Worcester Counties, Massachusetts. 
From Walpole, the line continues in a northeasterly di¬ 
rection Io Readville, Also at Walpole, the line connects 
with the F nun in "lmm Brtineh of the PC. The line con¬ 
nects at Milford with the Grafton & Upton RR. The 
PC sold the portion of this line from Walpole to Frank¬ 
lin (Milepost 18.0) to the Massachusetts Bay Trans- 
|K>rtation Authority in January. 1073. The PC continues 
to provide freight service over the line, and passenger 
service operates lietween Boston and Franklin. 1 his line 
was deserilied ns potentially excess in the U.S. DOT 
Report (see Zones 14, *26,27). 

Traffic and Operating Information 

Station* (with their 1073 carloads) nerved by this line: 

Milford _ 

Norfolk ..—-—- 0 

City Mill* --- 1 

Franklin ------ 438 

Pnlonvlllc _1-- 0 


Total ear loads generated by the line - N37 

Average rnrlnntl* |*er week - —- 16-1 

Average carload* per mile ----- -IT. 8 

Average carloads |M»r train. ..— --— 3.2 

1073 <>|M»rating information : 

Number of round trips i>er year --- 2RO 

Estliuated time per round trip I hours) -— d 

I/MH»motive horsepower --- 1, 750 

Train crew jdxe - 4 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Res|>oiise to the Secretary 


of Transport ntioifs Rail Service Report** indicated that 
this line generated 300-350 carloads in li>72 and 475 I 
in 1073. 

Information for Line Retention Decision 


Revenue recelv«Ml hj 1H* --- |2Gi\*a 

Average revenue |»er carload .~. $321 


Variable (avoidable) tost of continued 
service: 

Cost incurred on the branch line L.—. l-’V*. 213 

ro#t of iifigrading branch line to FRA 
rius* I: <1/10 of total upgrading 

cost) _—-—— I s 

Cost Incurred lieyond the liranch line-- l'-M nl 


Total vnrlahle (avoidable) c*»st -— 


Net contribution (loss): 
Average per carload- 


total-_ _ (100.till 

_ (1211 


* Kxrlu«U tun I fit ramict* ami ownrr*h!|* ro«t* i»n th.t! i^rtJtMi »»«»* 
ami u|imti i il by MBTA. 

This line would require upjrm«liiifT to min-t tliercqnitv- 
incuts of the Federal Railroad Administrations mini- 
inumsafety standards (('lass I track, which lias# maxi- 
mum safe operat ing speed of 10 m.p.h.). Based on #'jil- 
aide information, this upgrading would in lade the rr- 
placement of a total of 3.441 crossties un average of 
15)7 erossties |K*r mile. Correspondence received 
CSKA indicates that the Foster-Forbes Company 
Milford expects its new plant to add between l.ooOni) I 
1,800 care jH'r year to this traffic. The new .1. d. (on* 
•rated Box Company scheduled foro|H*ning in 11*73 will 
l>oost the lines traffic an additional 650 carloads in that 
year, with total plant production resulting in 
loads during 15>7t5. J.J. Corrgugated Box will h< l*"'*'' 
at Franklin, Mass., 8.4 miles from WalH* »«« JJ 
Penn Central's Framingham Branch. 1 he • 1 ‘ 
plant of Foster-Forbes ('ompany is nailes *•' 
Franklin. Service to Milford could Ik* provided I™' 
Grafton and Cpton RR via Hopedale iui< • • ' ' 
where a junction is made with tin* Boston to 
line of the Penn Central. 


reliminary Recommendation 

Although the preliminary recommendiit am ^ 
tortion of the Franklin Branch ami <h ( | H , 

mlarv Track Ik* included in the ConRad ^ 

possibility of immediately increasing i*' ' 1 ' 
xplored lx*fore a final recommendation ' ,>niinoed 
('ithont immediately increasing reieiim- < 
ik* rati on of this line would requite a i „ n( | c >4 
inuation subsidy. Under 19*3 trails . n ' , n jujjjor- 
i*vels. t his line generates an annua lex*' , p^v- 

len amounting to $100,5)71* or $1-1 l M ‘ r ,a [ i; \o f>«*rc*' 11 ' 
it of costs would require approximate > 1 ovTr t l* 
ncreasc in traffic or a 3f. percent rate met ff J 

5173 levels. Costs may also U> r«lticc( ^ fhe line 

[Uency, although this alone will . 
iable. 
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PORTION OF NEEDHAM BRANCH 
USRA Line No. 33 
Penn Central 


f PC to Boston 


Portion of 

Hoodham Branch . PC 



femS«Cdfl4»f / ucc ruj am 
Tnck PC —Py NEEDHAM 

junction 


FOREST HILLS 

Shora Lina. PC 


4 

To Ntdfitld 
Jane on 


PORTION OF / 

NEEDHAM A-To Providence 
BRANCH. PC • 


This portion of the Needham Branch, previously a 
fart of the New Haven RR, extends from Forest Hills 
I Milepost 3.3), to Needham Junction , Mass. (Milepost 
KU|. a distance of GJS miles, in Suffolk and Norfolk 
Counties, Mass. This line connects with the Shore Line 
of tin* IV at Forest Hills und with its own northerly 
continuation at Needham Junction to Cook Street, 
»kne which is also under study in this Report. At 
bailiam Junction, it connects with the Dover Sec- 
wilan' I rack of the PC (nlso under study in this Re¬ 
port). The PC sold the line in January, 1973 to the 
Mi^chusetts Bay Transportation Authoirty. The PC 
'■oiitiuttes *° provide freight service over the line. This 
la * *“ not described as potentially excess in the U.S. 
MT Report (see Zone 14). 


ond Operating Information 

®*noo* i with their ll>?3 carloads ) nerved l»y this line : 

Boxbury_, 


Total rarltyiU-K generate by the line _ 49 

ftgtCAriotdif |ier week___ 0.9 

,ft M* ctrloadK jier mile___...._....._ 7.2 

carload* ,* r train. o '0 

Information : 

-™* 1 nf routHl <rl|w per year _ r>2 

• Uu >M time ,.. r run ml trip t hours)... 3.0 

ST!! bor * e ‘ HMW . 1.780 

rrrw . 4 

*9«ncies ° V *** RSPO, Shippers, Government 

, K | h j ^ '"formation concerning this line was pro- 
l*latuij|,, r t!U ‘ ltarin 8 s conducted by the Kail Services 
nS ' n their reports entitled 

I tiouj f ‘ to tlie Secretary of Transports- 
I ^sltint * ,V,CC ^ e l >or *'' CSRA staff has identifier! 
^"ly* Mas.' " IU> * ^nit^d Liquors of W. Rox- 


Information for Line Retention Decision 


Revenue received by PC ___ |29, 932 

Average revenue jier carlond _ $011 

Variable (avoidable) cost of continued serv- 

Coat Incurred on the branch line __ q 

Coat of upgrading branch line to FRA 
(Mass I : (1/10 of total ui»gni<ling cost). 0 
Cost incurred beyond the branch line _ 30. 223 


Total variable (avoidable) cost ___ 50,710 


Xet contribution floss): total_ (20,7T8) 

Average i>er carload—__ 


1 Exclude* maintenance ami ownership coat* due to MBTA ownership. 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). 

Preliminary Recommendation 

It is not recommended that freight tt&reicc he pro¬ 
vided over this portion of the Needham Branch by the 
( onRail System, ('ontiimed operation of this line would 
require a rail service continuation subsidy. Under 1978 
traffic, revenue and cost levels, this line generates an 
annual excess financial burden ainoimting to $20,778 
or $5-10 per carload. Recovery of costs would require 
IkiIIi an increase in traffic and a rate increase over the 
li>73 levels. 


PORTION OF NEEDHAM BRANCH 
USRA Line No. 34 
Penn Central 


PORTION . NEEDHAM el 
BRANCH . PC- 


1 

COOK STREET h Fo, «** H,n * 

.>■ \ 

✓ \ . Shoe. Lin*. PC 

’A ^ 

'- Portion, Needham 

Branch. PC 


NEEDHAM 

JUNCTION 


Dover Secondary Track. PC 


This {Million of the Needham Branch, formerly part 
of the New Haven RR, extends from Needham Junction 
(Milepost 10.1) to Cook St feet. Mass. (Milepost 14.1), 
a distance of £.0 miles , in Norfolk and Middlesex Coun¬ 
ties, Mass. This line connects at Needham Junction with 
its own continuation to Forest Hills and with the Dover 
Secondary Track of the PC, both also under study in 
this Report. The PC sold this line to the Massachusetts 
Bay Trans|)ortation Authority in January 1973. The 
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PC continues to provide freight service over the line. 
This line was not identified as potentially excess in the 
r.S. DOT Report (see Zone 14). 

This line provides suburban passenger train service 
from Needham Junction to Needham Heights, 

Traffic and Operating Information 

Stations I with their 1973 carloads) served by this 


line: 

Needham -——- — 467 

Needham Heights --- — - 9 

Newton Upper Kalis ---- 755 

Cabot --- 1.076 


Total carloads generated by the line-2, 307 

Average carloads per week-—-- 44.4 

Average carloads per mile..---———-576, 8 

Average carloads per train-—- 14.8 

1973 operating information: 

Number of round trips per year--- 156 

Estimated time per round trip (hours)- 7 

1 locomotive horsepower-~-h 500 

Train crew size--- 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro* 
vided at the hearings conducted by the Rail Sendees 
Planning Office us reflected in their reports entitled w The 
Public Response to the Secretary of Transportation’s 
Rail Service Report.” 

Information for Line Retention Decision 


Revenue received by PC---$1.154.536 

Average revenue per carload--- $500 

Variable (avoidable) cost of continued 
service: 

Cost Incurred oil the branch line - 131.939 

Cost of upgrading branch line to FRA 

Class I (1/10 of total upgrndiug cost). 0 

Cost incurred beyond the branch line— 755, 888 


Total variable (avoidablel coat- 887,825 


Net contribution (loss) total. -- 266,711 

Average |K»r carload—— -- 116 

1 Thl» llnr In owned by MBTA ; therefore the costs reported lire ex¬ 
clusive of ow nership costs. 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe o|M?rating speed of 10 ntph). 

Recommendation 

It is recommended that this portion of the Needham 
Branch l»e included in the ConKail System. 


DOVER SECONDARY TRACK 
USRA Line No. 35 
Penn Central 


Needham Busdi PC 



The Dover Secondary Track, formerly a part of the 
New Haven RR. extends from Needham Junction I 
(Milepost 0.0) to J tcdfetil Junction. Mas*. (Milepost j 
7.3), a distance of 7J miles , in Norfolk County, Mas*! 
This line connects with the Needham Branch of Ibe 
PC (also under study in this Re|>ort) at Needham j 
Junction. It also connects at Medfield .Junction 
the Framingham Branch and with the Clicquot Nc* 
ondarv Track of the PC. The PC sold the line in Janu 
ary 1973 to the Massachusetts Bay Transportation 
Authority. The PC continues to provide freight serrict j 
over the line. The Dover Secondary Track was declartd j 
|K>tentially excess in the 17.S. DOT Report (see Zoo* 
14). 

Information Provided by RSPO, Shippers, Govemmen 
Agencies 

Information provided at llu« hearings conducted !>>' 
the Rail Services Planning Office as reflected in tlrftf j 
reports entitled “The Public Response to t ,K '_ vt ^ j 
tary of Transportation's Rail Service he]>ort 11 j 
rated that abandonment of this line might destro.' • 
historical traffic patterns of the Needham r * n 
Traffic. 

Information for Line Retention Decision 

This line does not directly serve any shipi*^ J, ^ n| 
ever, it is needed to serve shippers on 1 Sh. ^ .j 
No. 34. The recommendation for Segment -» l!> 
be included in the ConRail System. 

Recommendation 

It. is recommended that the ConRai^^^ 1 
to provide freight service over the l )nV 
Track. 
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USRA Line No. 68 2 
PORTION OF STOUGHTON BRANCH 
Penn Central 

To Boston 


Shore 7^ 

Line. PC 

/ Canton 

b 


CANTON JUNCTION 


lx 


X 


PORTION OF STOUGHTON 
BRANCH. PC 


To Pftmdenco • STOUGHTON 

I 

|4 Portion of Stoughton 
Easton j Branch. PC 


This portion of the Stoughton Brunch, formerly a 
p»rtof the New Haven RR. extends from Canton June- 
t'm (Milepost 0.0) loStoughton % Mass. (Milepost 4.4), 
i •listance of miles in Norfolk County, Mass. This 
Iim connects ut Stoughton with its own continuation to 
hhI of track near Hast on (which is also under study 
in this Report). It connects with the Shore Line of the 
PC it Canton Junction. The PC sold the line in Janu- 
1973 to the Massachusetts Bay Transportation 
Authority. The PC continues to provide freight service 
< Whe line. This port ion of the Stoughton Branch was 
m described a> potentially excess in the US DOT Re- 
P*t (oee Zones 14 and 15). 


reduce its work force 25 percent (250 jobs) if sendee to 
Canton ceased. 

Information for Line Retention Decision 


Revenue received by PC _..._ $374,677 

Average revenue per carload _ $476 

Variable (avoidable) cost of continued nervire : 

Coet incurred on the branch line 1 _ 31. 435 

Coat of U|>grndJng branch line to FRA Class 

I (1/10 of total upgrading coat) _... 0 

Cost Incurred beyond the branch line _ 290, 444 


Total variable (avoidable) cost .. 321,879 


Net contribution (loss): Total- ... 52,798 

Average per carload ___ 67 


1 Exclude* owncr»hlp and malntenajarr coata due to MBTA own¬ 
ership. 

This lino would require no upgrading to meet the 
requirements of the Federal Railroad Administration's 
minimum safety standards (Class 1 track, which has a 
maximum safe operating speed of 10 mph). 

Recommendation 

It is recommended that this portion of the Stoughton 
Branch be included in the ConRail System. 


PORTION OF HOLYOKE SECONDARY TRACK 
USRA Line No. 683 


. TrdRc ond Operating Information 

Satire ( witl* 1973 carloads) served by thlH line : 

Gutoa 1 ... 

Houghton__ 

toiuchtnn__ 


Penn Central 


- 165 


621 


Tntii carloads generated by the line ___ 787 

' W:XKr carload* |x*r week___ 15 , \ 

^M-arloads |** r mile..... 17*9 

^"ud* t*r train __ 5 . o 

* ^wlng information: 

«f r<mtKl tr(p(| p^ r 3rar - 150 

twl tin,,. Ivr r, )U1) o lr jp , hours l___ 2 0 

fen sr 0 ™.- .—— >■’“ 

^ ^ ooly tfxfllo od kfi'DieM. 

Agen^i e j r ° V *^ eC ^ ^ Shipper*, Government 

^ ^ r nuuion provided at the hearings conducted by 
* ‘ rv ices Planning Office as reflected in their 
jt I | he Public Response to the Secretary 
Wi g station s Rail Service Report v indicated that 
I fr( n * ^ |H?oplc arc dependent upon 

\ Hags) ^ . WV * ce OVer branch. Three industrial 
It* ^ K * n ^ ^nton's industrial park over the 
11 • VearjJ * Plymouth Rubber Company would 


PORTION OF HOLYOKE 
SECONDARY TRACK. PC 


Florence Secondary 
Track. PC 


WESTFIELD / 


A- 

To Albany 


I HOLYOKE 


:>* :4—BAM 
... ______ • Springfield 

I T | To Boston 

n . fu . t . / Boston-Albany ! 

Portion of Holyoke —, ine of p c 7 I 

Secondary Track. PC * 1 4- PCto New Haven 

• I 

This portion of the Holyoke Secondary Track, for¬ 
merly a part of the New Haven RR, extends from 
Westfield (Milepost 3*3.6) to Holyoke, Maw. (Milepost 
43.5). a distance of 9J) mites , in Hampden County, 
Massachusetts. It connects at Westfield with the PC 
Boston-Albany line, with the southerly continuation 
of the Holyoke Secondary Track and with the Florence 
Secondary Track of the PC. The last two are also un¬ 
der study in this Report. At Holyoke, the line connects 
with the Connecticut River Route main line of the 
Boston & Maine RR. This line was not declared poten¬ 
tially excess in the U.S. DOT Report (see Zone 24). 
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Traffic and Operating Information 


Stuiiou* (with their 1978 carload*) served b> tin- Un*. 

WftfJIrid .. -.. .... 2.988 

Holyoke -—.—-—.— -———-- 2.879 


Total carloads gvnenitid by the Line. --- 

Avemit** carload* j>er week. -- -- • —— 

Avene* oh Hoads per mite -- —-— 

Average cur loads per train -— 

1978 operating information : 

Nuuit*r of round trips per year. - -- 

Estimated time per round trip (hours) ..- 

locomotive horsepower ----— .. 

Train crew size -—- 


5 ,h67 
11C. 8 
592 6 
29.8 

2* to 
8 

1.000 

4 


Information Provided by RSPO, Shipper*, Government 
Agencies 

Information provided at the hearings conducted by 
the Kail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report" indicated that 
rail-dependent industries employ 4.800 people in Hol¬ 
yoke and Westfield. If rail service were stopped to all 
of West field and Holyoke, a U.S. Dept of Commerce 
report projected that 14£ retail firms would lie forced 
out of business, with a resulting job loss of 3,1*20. Twen¬ 
ty-five firms located in Holyoke testified at the bearings. 
These firms reported shipping 10,116 cars in 1073. 
USRA staff has found that many of these carloads 
take place on the MM railroad, and that most of Hol¬ 
yoke's industry* sites can obtain rail sendee from the 
BAM. One of the largest shippers, Holyoke Magazine 
Press, Inc., went out of business in 1074. The largest 
shipper is Holyoke Water Power Co. (Milepost 42.4). 
which has been receiving petroleum by tank car. 

Information for Line Retention Decision 


Revenue received by PC ...-——- $1,804,504 

Average revenue per carload....- $308 


Variable * (avoidable) coat of continued 
service: 

Coat Incurred on the branch line - 255. 352 

coat of upgrading branch line to FRA 
Class I: <1/10 of total upgrading 
cost) _——— 10,192 


Cost Incurred beyond the branch line.. 1.051,091 


Total variable (avoidable! cost - 1,310,035 

Net contribution (loss): total - 487.809 

Average per carload -.... 83 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class 1 track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 2500 crossties (an aver¬ 
age of 253 crossties per mile). 


Recommendation 

It is recommended that this portion of tin Holyoke 
.Secondary Truck lie included in the (Yuiltail System. 


FLORENCE SECONDARY TRACK 
USRA Line No. 684 
Penn Central 

END OF TRACK 



/ 

/ 

The Florence Secondary Track, formerly part of the 
Xew Haven RR, extends from Westfield (Milepost 
0.4) to Easthampton, Mass. (Milepost 11.9). a distance 
of 11 Ji miles , in Hampden and Hampshire founties, 
Mass. At Westfield it connects with the Holyoke 8*-| 
ondary Track of the PC, also under study in this rrpod 
and with the PC Albany-Boston line. At Easthampt 0 ^ 
the Florence Secondary Track connects with tlieEaa*, 
h&mpton Branch of the Boston & Maine HR. This n*| 
was not described as potentially excess in the l .S. IK) 
Report (see Zones23 and 24). 

Traffic and Operating Information 

Station* (with their 1973 carload*) served hy tkU Hn<* ^ 
Kasthnmptnn- & 

.... J 

Total carload* generated by the line..- ^4 

Average car load* per week... * ^4 

Average carloads l»er mile-—-- ji.* 

Average carloads per train-- 

1973 operating information : 10 $ 

Number of round trips per year- 1# 

Estimated time per round trip (hours)- j t (juO 

locomotive horsepower..-- ' 4 

Train crew size -—-- 

* Include* only truffle ou Moment. 

^ my 

Information Provided by RSPO, Shippers. 

A9enCieS * - .nnductedby 

Information provided at the hearing * • 

the Rail Services Planning Office M e 
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sports entitled “The Public Response to the Secretary 
of Transportat ion s Rail Service Report” indicated that 
$ firms located in Easthampton use PC freight serv- 
kf.These firms employ 1,323 workers and paid $1.4 mil- 
boo in 1973 rail freight charges. The National Felt Co. 
would be affected by a shift to truck as inbound costs 
for synthetic wastes would increase. Information re¬ 
vived by l*SRA staff indicates that 60 percent of Na¬ 
tional Felt's current inbound ami out-bound movements 
it? by truck. 

Information for Lino Retention Decision 

IfTHioe received by PC - $781,339 

Atwifp revenue per carload - $529 

Viriabl* (avoidable) coat of continued 
•retire: 

Coat Incurred on the branch line _ 171.470 


Cost of upgrading branch line to FRA 
Class I (1/10 of total upgrading cost.- 18.851 


Cost Incurred beyond the branch line_ 422, 728 

Total variable (avoidable) cost_ 613.019 

Net contribution (loss): Total_ 168,290 

Average per carload_ 114 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). Rased on 
available information, this upgrading would include the 
replacement of a total of 3,300 crosstics (an average of 
287 crossties per mile). 

Recommendation 

It is recommended that the Florence Secondary 
Track bo included in the ConRail System. 
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Infrastate 


PC 


MICHIGAN 


C3RA Terminals 

line number 


I'SRA 
liK number 


Terminals 


692a; 693a White Pigeon Junction to Hillsdale 

698 At Cheboygan (DAM Trackage Rights) 


ft! 

ftfc 

m 

ft* 

412 

104 

US 

m 

438a 

440 
440b 
440b 
44! 

442 

443 

444 
444b 

445 
445b 
445b 

441 

m 

W 447W4471. 
4^1/452/453 

454 

Mi 

45$ 

4M 

^ 457/458 

till 

*Vtila 

440 

44! 

till 

4*3 

443i 

443b 

443d 

464/445 

4Mi 

4fc 

470 

472 

472b 

472 

Mi 

M 

M 

fy 


Lenawee Junction to Ida 

NAW Xing East of Adrian to Adrian 

Grosvenor to Morenci 

licsmwee Junction to Manchester 

JonesviUe to Litchfield 

Montgomery to Bankers 

Fort Wayne Junction to Horton 

Oakinnn Spur At Dearborn 

Caro to Colling 

Vaisir to Caro 

Bay City to Gaylord 

Bay City to Water Street Junction 

Gladwin Branch at Pinconning 

Gaylord to Mackinaw* City 

Mackinaw City to St Ignacc (car float) 

Bay City to Midland 

Munger to Denmark Junction 

Vnssar to Denmark Junction 

Viunr to Millington 

Millington to Lapeer Junction 

Lapeer Junction to Oxford 

Saginaw to I larger 

Denmark Junction to Hargcr 

Saginaw to Bay City 

Rives Junction to Grand Rapid* 

Mackinaw City to Cadillac 

Cadillac to Cedar Spring* 

lansing to Jackson 

Lansing to Saginaw' 

State Line to Vicksburg 
Kalamazoo to Three Rivera Junction 
Kalamazoo to Vicksburg 
Grand Rapid* to Moline to Plain well 
Cedar Spring* to Comstock Park 
Comstock Park to Grand Rapid* 

P) Ain well to OtMgo 
Dt*ego to Dorr 
Dorr to Byron Center 
Lamar to Grand Rapid* 

Parchment to Doater 
Pjainwell to Kalamazoo 
Kalamazoo to Dowagiac 
Traverse City to Walton Junction 
Muskegon to Fuller 
Muskegon Height* to Muskegon 
If silts to Three Rivers Junction 
Hudson to Cement City 
Niles to Benton Harbor 
Carle ton to Detroit 
Buchanan to Dowagiac 
Oxford to Utica 


AA 


1300 Dundee to Owosso 

1301 Owosso to Thompsonvillc 

Interstate 

AA 

Michigan to Wisconsin 

1302/1303 Thompson villa, Mich, to Kewaunee, Wis. 

(ferry) 


PC 


Michigan to Indiana (these lines are discussed under Indiana) 


401 

Montgomery, Mich, to South of Angola, Ind. 

467 

Buchanan, Mich, to Michigan City, Ind. 

637 

Niles, Mich, to South Bend, Ind. 

Michigan to Ohio 

*393 

NAW Xing East of Adrian, Mich, to Vulcan, 
Ohio 

437 

Carleton, Mich, to Alexis, Ohio (CAO Trackage 
Rights) 

.530 

Hudson, Mich, to Bryan, Ohio 


IDA BRANCH 
USRA Line No. 391 
Penn Central 



The Ida Branch, formerly part of the New York 
Central HR, extends from Lenawee Junction (Milepost 
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0.0), to /i/a. Mich . (Milepost 19.8), a distance of 19j 
miles, in Lonawce and Monroe Counties, Mich. This 
line runs east from the Penn Central s Adrian-1 oledo 
Vulcan-Old Road Branch (also under study in this 
Rc|>ort). Other connections include the PC line north 
to (Minton (also under study in this Report), the De¬ 
troit, Toledo & I rout on RR, which crosses near Peters¬ 
burg, and the Ann Arbor RR. which crosses at Feder- 
tnan. The Penn Central tiled a petition with the IC< to 
abandon this line in October, 1972. In September, 1974, 
the PC' made similar application to the l .S. Railway 
Association (Docket No. 75-26). No final action has 
been taken on either application. This line was de- 
scril>ed as |>otcntiaIly excess in the I .8. DO I Report 
(see Zones 113 and 150). 


Troffic ond Operating Information 

Stations (with their 1973 carloads) served by tbla Une: 

Petersburg ----- 


143 

0 


Total carload* generated by the line - 145 

Average carload* per week - 3 

Average carload* per mile -—--- 4 

Average carloads i**r train -— 'f 

1973 operating Information : 

Number of round trip* per year - 40 

Estimated time per round trip (hour*) -- 7.0 

Locomotive horsepower. ____ 1.U00 

Train crew rise -——- ** 

Information Provided by RSPO, Shippers, Government 
Agencies 

No 8|>ccific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their re|M>rts entitled 
“The Public Res|>onsc to the Secretary of Tmns|>orttt- 
tion s Rail Service Report/’ The State of Michigan was 
generally opposed to the abandonment of this line 
unt il hastate mil plan was finalized. 

Informotion for Line Retention Decision 

Revenue received by PC __ _ $45, 795 

Average revenue |>er rarbwd _ $310 


Variable (avoidable) rood of continued 
service : 

i\»i incurred on the branch line _ $142, 327 

Coat of upgrading branch line to FRA 
Claw* 1 : (1/10 of total upgrading eo*t)__ 51,079 
Cost Incurred tieyoud the branch Hue _ 31* 718 


Total variable (avoidable) cost_ 227, 124 

Net contribution (low): total...___ <181,329) 

Average per carload _ ($1,251) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards ((Mass I track, which has 
a maximum safe operating speed of 10 mph). Based 


on available information, this upgrading would include 
the replacement of a total of 9 t ?M30 crossfire (an averagt 
of 500 erosst ies per mile). 

Preliminary Recommendation 

It is twt recommended that the Ida Branch be included 
in the ConRail System. Continued operation of this 
line would require a rail service continuation subsidy. 
Under 1973 traffic, revenue and cost levels, this line gen¬ 
erates an annual excess financial burden amounting to 
$181,329 or $1,251 [>er carload. Recovery of costs would 
require approximately a fifty-five-fold increase in traf¬ 
fic or a 400-percent rate increase over the 1973 levels. 


PORTION OF VULCAN-OLD ROAD BRANCH 


USRA Line No. 392a 
Penn Central 


Detroit. Toledo 
& I ronton RR-^ 


ADRIAN 


N&Vf Detroit- 
Fort Wayne 
line 



1 N&W 

CROSSING 
• PORTION OF 

• VULCAN-OLD 

ROAD BRANCH.PC 

This portion of the Vulcan-Old Road Branch, fortru r 
ly part of the New York Central RR. extends from 
A'd-TF Crossing east of Adrian (Milepost 3284) ,# 
Adrian, Mich. (Milepost 333.6), a distance of 5A ^ 
in Lenawee County, Mich. This is the western fmrtionot 
the PCs Vulcan-Old Road Line which cotAiw* 
through Lenawee Junction to Toledo and is also u m 
study in this Report. A Detroit, Toledo & I ronton, 
branch crosses near Adrian; the N&W line runs bet*** 
Detroit and Fort Wayne. A continuation of th»M*- 
extending from Adrian to Clayton has heen o « . 
abandoned. This line was not described as potm > 
excess in the U.S. DOT Report (see Zone 1W). 

Traffic and Operating Information 

Station* (with their 1973 carload*) served by thi* ,in *' ^ 

Total carloads generated by the line- jj,# 

Average en rlnads i»er week ---* 21 

Average carloads jn»r mile—- 

Average carload* i**r train - 

1973 operating information : 

Number of round trip* per year. ... 

Estimated rime i**r round trip (bourn)-^ ^ 

Ilocomotive - - 

Train crew sloe — ---—- 

1 Inclutle* only trnlflc on urgn* 4 *** 1 - 
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tnf&rmotion Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
ti* Rail Services Planning Office as reflected in their 
imports entitled “The Public Response to the Secretary 
of Transport#! ion’s Rail Service Report” indicates that 
4000 carloads per annum are generated from the Adrian 
im. Five companies—Townsend Brothers, Tri-State 
Engineering, Merillat Industries, Inc., Stubnitz Spring 
Division and Stevenson Lumber Company—generated 
i total of 2,163 carloads in 1973. 

Informotion for Line Retention Decision 

tamo* received by PC--$208,118 

Averin revenue per carload-- $234 

VirUWe (avoidable) cost of continued serv¬ 
ice: 

Cotf Incurred on the branch line_ 94. 554 

Oort of upgrading branch line to FRA Clas* 

I: (1/10 of total upgrading cost)_ 8,922 

Oort locum*! beyond the branch line_ 158,887 

Total variable (avoidable) cost_ 262,3(Vi 


fctooatribuUim (loss) : total_ 5, 755 

Annce per carload_ 5 

This line would require upgrading to meet, the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
Bwimum safe operating spee<i of 10 mph). Based on 
nubble information, this upgrading would include 
lie replacement of a total of 100 crossties (an average 
d 19crossties per mile). 

Although this line generates a net contribution, it is 
*n«l via USRA segment 391. Tho preliminary recom- 
wadatmn for segnient 391 is that it not be included in 
Con Rail system. 

Commendation 

•< isaot recommended that this portion of the Vul- 

^ Old Road Branch be included in the ConRail Sys- 

lB '. n ' cp ,0 Adrian should he assumed by a solvent 
*mer. 


MORENCI BRANCH 
USRA Line No. 394 
Penn Central 



The Morenci Branch, formerly part of the New York 
Central RR, extends from (froxvenov (Milepost 0.0) to 
Morenci. Mich. (Milepost 18.fi), a distance of 18.6 miles, 
in Lenawee County. Michigan. This line is in Zone ISO 
in the C.S. Department of Transportation Rejxtrt. ‘‘Rail 
Service in the Midwest and Northeast Region,” dated 
February 1, 1974. This line is a branch of the PC 
Vulcan-Old Road Branch which is also under study 
in this report. At Bimo, a branch of the Detroit Toledo 
& I ronton Railroad crosses. This line was described as 
potentially excess in the P.S. Department of Trans- 
portation Report. 


Troffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Grosvenor 1 __ 74 

Ogden - 18 

Jasper - 12 

Morenci _____ 252 


Total carloads generated by the Hue _ 494 

Average carloads per week _ 9 . 5 

Average carloads per mile _ 26. 6 

Average carloads per tmin _ 9,9 

1073 nitrating information : 

Xtimlier of round I rips per year __ 50 

Estimated time per round trip (hours) ___ C. 0 

Locomotive horsepower ___ 200 

Train crew sire _______ 4 

1 include** only traffic on segment. 


Informotion Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Tmnsjwrtation's Rail Service Report,” indicated that 
Smith Douglas (a Division of Borden) generated 400 to 
450 carloads in 1973. However, available shipper-specific 
traffic records indicate only 5 carloads in 1973 for this 
shipper. In total, the testimony indicated that this line 
generated over *2,500 carloads but only 494 carloads can 
be identified. In addition, Stauffer Chemical at Weston 
receives hazardous materials, which without rail service, 
would have to move by motor carrier over narrow 
highways. 

Information for Line Retention Decision 


Revenue received by PC ___ $182,256 

Average revenue per carload _ $369 


Variable (avoidable) cost of continued 
service: 

Coat incurred on the branch line _ 145. 608 

Coat of upgrading branch line to FRA 
Clam I: (1/10 of total upgrading 

cost) - 45,556 

Coat Incurred beyond the branch line.. 83. 996 


Total variable (avoidable) cost. 


275,162 


(92,906) 


525 


Net contribution (lo#w) : total 
Average per carload- 


(188) 
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This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 9,000 rrossties (an average of 
484 crosstica per mile). 

Testimony regarding 2,500 carloads includes traffic 
handled by the N&W at North Morenci. 

Preliminary Recommendation 

Although the preliminary recommendation is that the 
Morenci Branch not be included in the ConRuil System, 
the possibility of immediately increasing revenue must 
be explored before a final recommendation can be made. 
Without immediately increasing revenue, continued op¬ 
eration of this line would require a rail service continu¬ 
ation subsidy. Under 1973 traffic, revenue and cost levels, 
this line generates an annual excess financial burden 
amounting to $92,906 or $188 per carload. Recovery of 
costs would require approximately a 100 percent in¬ 
crease in traffic or a 50 percent rate increase over tlve 
1973 levels. 


CLINTON BRANCH 
USRA Une No. 395 and 395a 
Penn Central Railroad 


Detroit 
Toledo ft 


• U 


CLINTON 


N&W Detroit-Fort Wayne 
line 


I ronton RR *^Teonueh 

..<*>.. PC CLINTON BRANCH 

nterl* ' 

^ Jlenawee JUNCTION 
\ 

\ 


Raisin CenU 

r 

PC to Adrian \ 


"-PC Ida Branch 

-PC Vulcan-Old Road 
Branch 


This portion of the Clinton Branch, formerly part of 
the New York Central Railroad, extends from Lenawee 
Junction (Milepost 0.0) to Manchester, Mich. (Milej>ost 
13.6), a distance of 13M mile*, in Ixmawce County, 
Mich. This line, except for the portion from Tecumseh 
to Clinton, was described as potentially excess in the 
U.S. DOT Report (see Zone 150). 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Tecumseh _ 188 

Hinton --.--- 1.004 

Adrian 1 _ «3 


Total carloads generated by the line _-_ 1, 255 


Average carloads jier week- -- 24.1 

Average carloads per mile _____ gjj 

Average carloads per train -—-- jo 0 

1973 operating information: 

Xumber of round trips per year - -- 13 

Estimated time per round trip (hours) ___ q 

Locomotive horsepower --- 1,200 

Train crew size -—- - 4 

1 IDrluonly Iraflic on aeinneot. 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
n*i>ort8 entitled “The Public Response to the Secrebuy 
of Transportation’s Rail Service Report” imlicated that 
the strongest opposition to the abandonment of this line 
came from the Budd Company of Clinton. Tliey re¬ 
ported shipments of 1,010 carloads in 1972 and 852 in 
1973. The Company stated that its loading facility can¬ 
not accommodate additional trucks. Additionally, the 
increased freight costs in shipping via truck would 
jeopardize the Company's competitive jx>sition. The 
Budd Company predicted that the plant would be forced 
to shut down and 323 jobs would be terminated. 


Information for Line Retention Decision 


Hevenue received by Penn Central-* - 

Average revenue i»er carload— ——- 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line - 

Cost of upgrading branch Une to FRA 
Haas I: ( 1/10 of total upgrading coat) - 
Cost incurred beyond the branch Une - 


_S51L067 

|407 


178,290 

15,924 

282,140 


CO*-. - 



Total variable (avoidable) 


Net contribution (loss) : Total- 

Average per carload- 

This line would require upgrading to meet the * 
quirements of the Federal Railroad AdministnU*® 
minimum safety standards (Claw I track, 
a maximum safe operating speed of 10 nipli)- 
available information, this upgrading woul inC 
the replacement of a total of 1,000 crossties 1 *ii 
of 73 crossties per mile). jj 

Although this line generates a net contn ’ 
must be served via USRA segment >593 " * 1 
ated a loss amounting to $371,003. 


Preliminary Recommendation 

It is not recommended that this portion of tin 
Branch be included in the Con Rail System. 
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LITCHFIELD BRANCH 
USRA Line No. 398 
Penn Central 

^LITCHFIELD 

PC LITCHFIELD-\«- 6-3 "lies 
BRANCH \ 

^ JLjonesville 

**" T \«— PC to Ft W»yne 
PC to Coldwater, Junction and 

Stuf(is and Elkhart Hillsdale 

The Litchfield Branch, formerly part of the New 
York Centra! RR, extends from J one* villi (Milepost 
M)toLitfhfie1djdifoh* (Milepost 0.9) a distance of GJi 
mHu, in Hillsdale County, Mich. This line is n branch 
Tunning north from the Penn Central's line from Elk¬ 
hart to II ilhilale. The segment north of Litchfield was 
abandoned in 1971. The lines from Jonesvillc to Hills¬ 
dale and White Pigeon Jet. are also under study in this 
report. This line was described as potentially excess in 
lh*r.S.lX)T Ue|H>rt (see Zone 150). 


Trolfvc ond Operating Information 

5UH*iu iwith their 1073 carloads) served l>y this line: 

Ulrtiflfld_„_ 187 

Joumcrlllf 1 ____ i 


TnUIc*rl<adw ^uprated l»y the line _ HM 

*V**nue rnrKvuta j»er week __.__ 3 . 7 

Amag* carload* per mile _____..._ 30. 8 

carloads i**r tmin ___ 1.0 

W*3»t*faUiig nif .rniaf ion: 

Vo ,J f rnmtil trlj* per year __ 100 

kthaafiHl tin;.* per round trip (hour*) _... 3.0 

bttH&oHvQ horsepower._ _ 1 500 

Train crew *ixp__.........__ . . 5 

1 ivNilrt out* trr^fSr on *ejrmeot. 


'"'.emotion Provided by RSPO, Shipper*, Government 

Agencies 

hifnnnjition provided at the hearings conducted by 
Rail Services Planning Office as reflected in their 
entitled “ I lie Public Response to the Secretary 
tV i» IW ^ rta ** 0n ' 8 Kail Service Report.” 1 indicated that 
^ Flush Door Company would In* put at a 

on , *’ sn ^ Vft, dage if rail service ceased. Plyni- 
^°° r reported 106 carloads in 1972 and 
Fou i ^ COm P* n y an( l ^ ie Hillsdale 

from P U ° nVi% * v< *^ 11 l°tal of $2 million in loans 
QomJ 1 * ^ u8 * nef ® Administration and the Eeo- 
^ ^^olopment Administration. RSPO reported 
oftfoV ^| P ° ni ^^lale Foundry. The Detroit office 
^ r J m * ^ us *ness Administration testified that rail 
^ ! **•' r ° n,ra l areas such as Litchfield should be 
n| ttv * ^ industrial park at Litchfield has total fa- 

frlj st»l 1 nh , ,vS ^ ^ ,n, Hi° n * The Mayor of Liteh- 
Hi t .>0 percent of the city's lal)or force of 
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1^00 is employed by industries dependent on rail 
service. 

Information for Line Retention Decision 


Revenue received by PC __.... $58, 204 

Average revenue j>er carload _ $300 


Variable (avoidable) cant of continued service: 

Tost. Incurred on the branch line _ 65, 062 

Cost of upgrading branch line to FILL Class 

I (1/10 of total upgrading cost) __ 20.418 

Cost Incurred beyond the branch line _ 35.510 


Total variable (avoidable) cost_ 120.900 


Xet contribution (loss) : total___.... (08.780) 

Average per carload_ (354) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I I nick which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 6,300 crossties (an average of 
1,000 crosst ies per mile). 

Available data indicates that there may be some poten¬ 
tial traffic growth on the line. 

Preliminary Recommendation 

It is not recommended that the Litchfield Branch 
be included in the ConRail System. Continued operation 
of this line would require a rail service continuation sub¬ 
sidy. Cndor 1973 traffic, revenue and cost levels, this line 
generates an annual excess financial burden amounting 
to $68,786 or $.354 per carload. Recovery of costs would 
require approximately a three-fold increase in traffic or 
a 118 percent rate increase over the 1973 levels. Costs 
may also lx? lowered by reducing frequency, although 
this alone will not make the line viable. 


PORTION OF WATERLOO BRANCH 
USRA Line No. 402 
Penn Central 

PC to Litchfield \ 

A 

V Jonesville 

T \ 

PC to Sturgis and Elkhart V- Hillsdale 

>S 


' /N 


/ 

10.3 miles 

A'PO 

/ " A 


/ 

BANKERS 


PC to Ossto 


-PORTION OF PC 
WATERLOO BRANCH 
y w MONTGOMERY 


/*- 


PC to Pleasant Lake. Ind. 
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This portion of ^thc Waterloo Branch, formerly part 
of the New York Central RR, extends from Mont¬ 
gomery (Milepost 54.8), to Bankers. Mich . (Milepost 
65*1), a distance of 10JS mi7e* % in Hillsdale County, 
Michigan. This line is part of a branch running south 
from Hillsdale into Indiana. The southern and northern 
continuations of this branch are also under study in this 
Report. This line was described as potentially excess 
in the U.S. DOT Report (see Zone 150). 


Traffic and Operating Information 

Stations (with their 1073 carloads) served by this line: 

Reading _ 293 

Total carlonds generated by the line - 491 

Average carloads per week - 9. 4 

Average carloads per mile -—- 47. 7 

Average carloads per train - 3.3 

1973 operating information: 

Number of round trips per year -- 150 

Estimated time per round trip (hours) - 7.5 

Locomotive horsepower - 1, 500 

Train crew size (people) -----—- 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated 
that poor service and car shortages have been leading 
causes for low rail usage. The Mayor of Reading. Mich¬ 
igan reported that 200 additional annual carloads would 
have been moved over the line if the PC could have pro¬ 
vided them service. Lack of primary highways makes 
it impossible for trucks to carry full loads during part 
of the year. 

Information for Line Retention Decision 


Revenue received by PC _ $247,947 

Average revenue per carload _ $505 

Variable (avoidable) coat of continued service: 

Cost incurred on the branch line - 144. 560 

Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

cost) ___ 21,862 

Cost incurred beyond the branch line _ 153.750 


Total variable (avoidable) coat- 320,172 


Net contribution (loss): total - 172,225) 

Average per carload _ (147) 


This lino would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 3,605 crossties (an average 
of 350 crossties per mile). 


Preliminary Recommendation 

It is not recommended that this port ion of the Water¬ 
loo Branch be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail sen-, 
ice continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $72,225 or $147 per carload. Re¬ 
covery of costs would require approximately a 75 per 
cent increase in traffic or a 30 per cent rate increase over 
the 1973 levels. Costs may also lx* lowered by reducing 
frequency, although this alone will not. make the line 
viable. 


PORTION OF WATERLOO BRANCH 
USRA Line No. 404 
Penn Central 


PC to Litchfield 

PC to-»- \ PORTION OF 

Sturgis and ^-PC WATERLOO 

Elkhart FORT WAYNE* BRANCH 
JUNCTION r 

<-PC to Hillsdale 

This portion of the Waterloo Branch, formerly part 
of the New York Central BR, extends from Fort Wayr* 
Junction (Milepost 71.0), to Horton. Michigan I Mile- 
post 85.7). a distance of 14.7 miles, in Jackson County 
Michigan. This line, once part of a through route l»“ 
tween Jackson and Fort Wayne, now exists sole!) :l ' 1 
branch off PC’s line through Jonesville and Hillsdale, 
which is also under study in this Report. Penn ( entra 
has filed a petition to abandon this line (ICC D* 
No. AB-5. Sub. 193 and 194). This line was not described 
as potentially excess in the I T .S. DOT Rcjwrt (sei Z™ 1 * 
150 and 152). 


Traffic and Operating Information 

Stations (with their li»73 carloads! wired hy thl* 11 w: } 

Horton_—---—— ^ 

Hanover_—_—— ---__ 


(1 

Total carload* generated by the line..— 

Average carload* per week -*-" 

Average carload* per mile -*- a 5 

Average carload* per train -*-*- 

1973 operating information: 12 

Number of round trip* per year ... 4.0 

Estimated time per round time (hours) - j 500 

Locomotive horsepower -----’ ^ 5 

Train crew’ - ---~ 



Information Provided by RSPO, Shippers. 


Gov*m men * 


Agencies 

No specific information concerning this lint 
videtl at the hearings conducted by th* xal 
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fuming Office ns reflected in their reports entitled “The 
Public Respond to the Secretary of Transportation's 
Riul Service Report/' 

Information for Line Retention Decision 

gtnwK p^rlviHl by lVnn 1%-ntrul - $1,402 

XffTw iwune ikt carload- $234 

YirfeNt un'oidible) cost <»f continued 

wrvio*. 

Ot Incurred «>n the branch _ l>7,587 

Cost »«f uinfnuHnjC branch line to FRA 
rliv* I 1 1 10 of total ungriiditig iwt). 80, 528 
Cost incurrvd beyond the branch line _ 872 


Total rarinble (avoidable) cost____ 128,082 


Vff focitrilmtion (hi**): Total_ (127, 580) 

inn** per carload_.._(21, 203) 

This line would require upgrading to meet the re- 
qnirvilifnLs of the Federal Railroad Administrations 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Rased on 
•mlahle information, this upgrading would include 
the replacement of a total of 5,145 crossties (an average 
of 350 crossties ])er mile). 

NJiminory Recommendation 

It is not recommended that this portion of the Water¬ 
loo Branch lie included in the ConRail System. Con- 
operation of this line would require a rail serv- 
** continuation subsidy. Under 1973 traffic, revenue 
^•1 cost levels, this line generates an annual excess 
frmnrial burden amounting to $127,580 or $21^263 per 
f^rlaad. Recovery of costs would require approximately 
• tvo hundred and forty-fold increase in traffic or a 
WIT percent nite increase over the 1973 levels. 


OAKMAN SPUR AT DEARBORN 
USRA Line No. 436 
Penn Central 

Oalcmjin Spur, formerly part of the Peiuisyl- 
1111 Kit. extends lit miles at Dearborn. Mich, in 
JMie < ounty, Mich. This line runs from the GAO 
r ‘approximately one and one-half miles until it 
n){j 1 ,e l^troit Fermi nil Ry. Then* are no physical 
fortiori* "* , ‘ l ot * u>r PC-controlled lines. This line 
l(l , Ju j H f ormer l‘RR connection with the Detroit Ter- 
niv * rcii-kage rights from Lincoln Yard via Dol- 
IKJT* ( 1 his line was not shown in the U.S. 

($ee Zone 155). 


Detroit Terminal RR 

C&O to Grand Rapids 

i OAKMAN SPUR / 

.AT DEARBORN .* 

\ V. _ 

1.5 miles 


PC to Jackson V 

_^ / \ PC to Detroit 


CA0 to Delray and Detroit (PC has 
Trackage Rights to Lincoln Yard) 


Information Provided by RSPO, Shippers, Government 
Agoncies 


Xo specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Flamming Oflice ns reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion^ Rail Service Report." 

Information for Line Retention Decision 

All of the industries on this branch could be served by 
the Detroit Terminal RR. 

Preliminary Recommendation 

It is not recommended that the Oakman Spur be in¬ 
cluded in the ConRail System. 


PORTION OF CARO BRANCH 
USRA Line No. 438 
Penn Central 


^►COLLING 

8.4 miles 

r« — PORTION OF 
CARO y PC CARO BRANCH 


/♦- PC to Vassar 


This portion of the Caro Branch, formerly part of 
the Xcw York Central RR. extends from Caro (Mile¬ 
post 13.8), to ('oiling. Mich. (Milepost 22.2), a distance 
of 8.4 miles , in Tuscola County, Mich. This is the north¬ 
ern portion of the Caro Branch; the southern extension 
to Vassar is also under study in this report. This line 
was described as potentially excess in the U.S. DOT 
Report (seeZone 157). 
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Traffic and Operating Information 

Station* (with their 1073 carload*) served by this 
line: Colliuff —------ 


Total carload* generated by the line—. 

Average car loads per week--- 

Average carloads |>er mile—-—— 

Average carloads per train- 

1973 operating Information: 

No, of round trl|* per year- 

Estimated time per round trip <hours!— 

Locomotive horsepower- 

Train crew size----— 


_ 85 

_ 1.0 

... 10.1 
2 . 8 

_30 

3 

— 2.000 

4 


Informotion Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office ns reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report*' indicated that 
the Burroughs Company in Colling has approved capi¬ 
tal expenditures of $150,000 which should increase its 
farm equipment shipments by 30 percent. 

Information for line Retention Decision 

Revenue received by PC-- 836 

Average revenue per carload —-- $057 

Variable (avoidable) ceat of continued 
service: 

Cost Incurred on the branch line- 59. 337 

Coat of upgrading branch line to FRA Class 

I ( 1/10 of total upgrading cost)--— 21 .R 20 

Cost incurred beyond the branch line- 25,366 


Total variable (avoidable) cost.—-. 106,523 


Net contribution (loss) : Total---(50,887) 

Average |>er carload_-_ (596) 

This line would require upgrading to meet fhe re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class T truck, which has a 
maximum safe operating speed of 10 m.p.h.). Based 
on available information, this upgrading would include 
the replacement of a total of 5,040 crossties (an average 
of fiOOcrosstics j>er mile). 

Preliminary Recommendation 

Tt is not recommended that this portion of the Caro 
Branch l>e included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial 
burden amounting to $50,867 or $596 |>er carload. Re¬ 
covery of costs would require approximately a 170 per 
cent increase in traffic or a 90 |>er cent rate increase over 
the 1973 levels. 


PORTION OF THE CARO BRANCH 
USRA Line No. 438a 
Penn Central 



PC to Colling 

PC to Mungcr \/ 

X PORTION OF PC / 

PC to Saginaw S \ CARO BRANCH J 

i—\/ 

Denmark Junction N f 

.... CA0 to Port Hurts 

.. 

CA0 to Saginaw VASSAR \ . 

\ 

PC to Detroit 


This (Ku tiou of the Caro Branch, formerly pari of 
the New York Central HR, extends from Vanwr (Mile¬ 
post 0.4) to Caro , Mir A. (Milepost 13.8). u distance of 
134 mile.H) in Tuscola County, Mich. This line h 
the lower portion of the PC's Caro Branch. A continua¬ 
tion of this line from Caro to Colling is ftfeo under 
study in this Report. At Vassal*, this line connects will' 
the PC lino to Iletroit going south and nortlnvard to 
Denmark Junction. Both of these line segments are also 
under study. Also at Vassar this line connects with tin* 
Chesapeake & Ohio's Port Huron-to-Saginaw line. Thi» 
line was not described as potentially excess in the l & 
DOT Report (see Zone 157). 


Traffic and Operating Information 


Stations (with their 1973 carloads) serv 

Ihinksatid —-— -*-—- 

Wahjamegn--— 

Caro-—-- 


•edby this line: 


o 

0 


8X4 


Total carload* generated by the line.. ^ 

Average carload* per week-— ^ 2 

Average carload* per mile---' ^ ^ 

Average carloads* i>er -- 

1973 ulcerating Information: l90 

Number of round trip* jht year- - 

Estimated time j»er round trip (honrs)-" 

Locomotive horsepower- 4 

Train crew size_ 

Information Provided by RSPO, Shippers, Gove 
Agencies 

Information provided at the hearings «cn<lu<^ * 
the Rail Services Planning Office ns rcfle - t(H ^ 
reports entitled “The Public Response to* * ( 
of Transportation's Rail Service Repot t m* ^ 
local farmers stand to lose 28 cents in n v< " l 
bushel of beans or grain move<l by truck. 
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Information for Une Retention Decision 

** 00 * received by PC. $354.958 

ArrnMP revenue per carload- $406 

Vtriable (avoidable) coat of continued 
service: 

^ogt incurred on the branch line-174,021 

OoK of upgrading branch line to FRA 
Claw 1: 11/10 of total upgrading 

coat)-—- 37/954 

Coat incnmtl beyond the branch line- 201,047 

Total variable (avoidable) coat_ 473,622 


Xftcoatribation (loan) total - (118,644) 

Awige p»T carload-.—...- (136) 

This line would require upgrading to meet the re- 
fairemeots of the Federal Railroad Administration 8 
minimum safety standards (Class I track, which has 
i maximum safe operating speed of 10 m.p.h.). Rased 
on available information, this upgrading would include 
the replacement of a total of 8,040 crossties (an average 
of800crossties per mile). 

Preliminary Recommendation 

It is hot recommended that this portion of the Caro 
Bnifhbe included in the ConRail System. Continued 
•prration of this line would require a rail sendee con¬ 
tinuation subsidy. Under 1973 traffic, re venue and cost 
tfvels, this line generates an annual excess financial 
burden amounting to $118,044 or $136 per carload. Re- 
<wry of costs would require approximately a 100 per- 
°?at increase in t raffic or a 33 percent rate increase over 
tl* 19*3 levels. Casts may also In* lowered by reducing 

frequency, although this alone will not make the line 
tiable. 


PORTION OF MACKINAW BRANCH 
USRA Line No. 440 


Penn Central 

\ PC to Cheboygan 


>GAYLORD 


115.4 miles 

t L 

P«n conning) 
^PiBcoanmg 

Lin wood I 


Detroit & Mackinac Ry 

PORTION OF 
PC MACKINAW 
BRANCH 


__ _rBAY CITY 


p C to Midi and -t 


I 


Pc C&O to Saginaw 
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Tliis portion of the Mackinaw Branch, formerly part 
of the New York Central UR, extends from Bay City 
(Milepost 5.0) to tiaylord . Mich. (Milepost 120.4), a 
distance of 1154 mile* in Bay, Arenac, Ogemaw, Ros¬ 
common, Crawford and Otsego Counties, Mich. All con¬ 
necting Penn Central trackage north to Cheboygan, 
south to Saginaw, und the line to Midland are also 
under study. The Detroit & Mackinac Ry, from Bay 
City to Alpena parallels this route between Bay City 
and Pinconning, before angling in towards Aljiena. A 
connection is made with the Chesapeake A Ohio at Bay 
City, Mich. This line was descrilicd as potentially excess 
in the U.S. DOT Report (see Zones 158, 162 and 165). 


Traffic and Operating Information 


Stations (with their 197.1 carloads) served by this line: 

Kawkawlin _____ 

Lin wood _______ 

I'inconning *___ 

Standish _ 

We* Branch __ 

St, Helena __ ( __ 

Hoftcommon ______ 

Grayling _ 

Frederick __ 

Gaylord _ 


10 

4 

35 

1<G 

285 

230 

51 

262 

1 

2,247 


Total carload* generated by the line......._ 3,237 

Average carload* p«»r week ___....._ 62.3 

Average carload* j>er mile _____ og j 

Average carload* per train _ 10.8 

1973 Operating information ; 

Number of round trip* j»er year. _ 300 

Estimated time per round trip, (hour*) _ __ jj 

Locomotive horsepower. __ _ _ 2.000 

Train crew alasc* _ 4 


1 Inrludr* only traffic on argmeot. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Rei^it" indicated that 
Wendell Flynn, President of SEMCO, Inc. at West 
Branch noted that this firm is able to compete for gov¬ 
ernment contracts because it has mil service. The firm’s 
traffic alone does not justify mil service; however, the 
Ix)wer Peninsula is developing and mil service is essen¬ 
tial to this growth* 


Information for Lino Rotontion Decision 

Revenue received by PC _____ $1. 339, 274 


Average revenue per carload 


*432 


531 
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Variable (avoidable) coat of continued 
service: 

Cost incurred on the branch line_ 1,063, 630 

Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

cost) .. 79.588 

Cost Incurred beyond the branch 
line_ 678,445 


3.1 mites 


BAY CITY 
(WATER STREET) 



r* : 

C&0 to Saginaw 

BAY CITY BELT BRANCH. PC 


WATER STREET 

JUNCTION 


Total variable (avoidable) cost_-_ 1.821,663 

Net contribution (low) total_ (482.38®) 

Average per carload_ (149) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 2,000 crossties (an average of 
17 crossties per mile). A major oil find was made in the 
area in recent years. Oil wells and two gas wells were 
in production and exploration is still in progress. Be¬ 
cause it is located in a somewhat isolated corridor, ade¬ 
quate transportation is vital to Gaylord. Champion In¬ 
ternational Corporation, the principal freight user of 
rail freight service in Gaylord, has recently begun a 
multimillion dollar plant expansion program. The 
firm's projected carload figure for 1974 is 5,324. Gay¬ 
lord has received a $734,000 grant from the Economic 
Development Administration to aid in the develop¬ 
ment of an industrial complex. The town has also re¬ 
ceived Federal funds for construction of a storm sower 
and hospital. Grayling City Manager, Jerry Morford, 
stated that new industry is expected to locate in 
Grayling. 

Pralimiftory Recommendation 

Although the preliminary recommendation is that 
this portion of the Mackinaw Branch not lie included 
in the ConRail System, the possibility of immediately 
increasing revenue must be explored before a final rec¬ 
ommendation can be made. Without immediately in¬ 
creasing revenue, continued operation of this line would 
require a rail sendee continuation subsidy. Under 1973 
traffic, revenue and cost levels, this line generates an 
annual excess financial burden amounting to $482,389 
or $149 per carload. Service continuation to Gaylord 
from the north by D&M will be considered. 


BAY CITY BELT BRANCH 
USRA Lina No. 440a 
Penn Central 

The Bay City Belt Branch, formerly part of the New 
York Central RR, extends from Water Street Junction 


(Milepost 0.0) to Bay City. MicK (Milepost 3.1), a dis¬ 
tance of 3.1 miles, in Bay County, Mich. This track 
connects parts of the City of Bay City with the Penn 
Central through routes—north to Mackinaw and south 
to Saginaw, both of which are also under study in this 
Report. Another local track to the north of this line 
connects Penn Central with the Detroit & Mackinaw 
Ity. and the C&O. Also, the Chesapeake <£ Ohio crosses 
this line between Michigan and Garfield St reef a This 
line was not described as potentially excess in the F.S, 
DOT Report (see Zone 158). 

Traffic and Operating Information 

Station* (with their 1973 carloads) served by this line: 

Bay City *_.. «0 


Total carloads generated by the line 

Average carloads per week __ 

Average carloads per mile _ 

Average carloads per train _— 

1973 operating information: 

Number of round trips per year-. _ 

Estimated time per round trip (hours )_, 

Locomotive horsepower _ 

Train crew size _ 


mo 

us 

222.6 

4.4 

1M 

n 

m 

4 


1 Include* only traffic on epnrnt. 


Information Provided by RSPO, Shipper*, Governs**"! 

Agofidos 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Iranspoiti* 
tion's Rail Service Report.” 


Information for Lino Rotontion Decision 


Revenue received by PC —«... 
Average revenue per carload 


$ 450 


<310.® 


Variable (h voidable) coat of continued 


service: 

Coat incurred on the branch line 


67.775 


Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

Cost Incurred beyond the branch line.. 


15.677 

195.402 


Total variable (avoidable) cost --- 


278, 


31 ,*$ 

Net contribution (loss) : total- ^ 

Average per carload-—--- 

This line would require upgrading to mee ^ 
quirernents of the Federal Railroad A<ln i 1 
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minimum safety standards (< 'law- I track, which has a 
aiiximunt tnf<* operating speed of 10 mph). Based on 
a<nilalil'- information, this tipgcading would include 
It*nj>l*wmcnt of a total of 1.530 crossties <an average 
ifWOrrossties p<*r mile). 

lK«tnia*ndatioo 

It is rtvmmended that the Bay City Belt Branch be 
wlmM in the Con Hail System. Attempts will Ik* made 
loti-quin* trackage rights into the Saginaw/Bay City/ 
Midland area (sec line435). 


GLADWIN BRANCH 
USRA Line No. 440b 
Penn Central 


PINCONNING |4 _ PC t0 *, #eki iuw City 

Cano or 1 




PINCONNING 


0.6 miles 

U-pc Mackinaw 
Brandi to B 'sty City 


Information for Line Retention Decision 

Revenue received by P( % .. . _ $ 25 , 39 # 

A rerage revenue per ntrloatf.. _ $533 

Variable (avoidable) coat of continued scrv 
ice: 

Cost Incurred on the branch line _ 8,139 

Cost of upgrading branch Une to FRA Clan* 

I: (1/10 of total upgrading cost)_ 4, *100 

Coat Incurred beyond the branch line_ 14.887 


Total variable (avoidable) coat_ 27,516 


Net contribution (loss) : total- (1,920) 

Average per carload_ (40) 


This line would require upgrading to meet the require¬ 
ments of the Federal Railroad Administration's mini¬ 
mum safety standards (Class I track, which lias a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 600 cross ties (an average 
of 1,000 crossties per mile). 

Although service to the entire line generates a loss, an 
18 percent growth in traffic or an 8 j>creent increase 
in rates would make this portion of the line financially 
self-sufficient. 

Service to this line must be provided via USRA 
segment 440 which generated a loss amounting to 
$482,389. 


Tlie Gladwin Branch, formerly part of the New 
^ork Central RR, extends a distance of 0f> mile* at 
ft *wnuiurj in Bay County, Mich. This line is a short. 

off the Penn Central's Mackinaw Branch which 
^ ibo under study in this Report. This line was not 
Strain the 1\S. DOT Re|x>rt (see Zone 158). 


Recommendation 

It is not recommended that the Gladwin Branch 
l>e included in the ConRail System. 


PORTION OF MACKINAW BRANCH 


and Operating Information 

(win* their 1973 carload*) served by thin line: 
l*lAaWUllllg 1 __ _ 


T °t*l carloads generated by the line _ 48 

tna *‘ <*rtoadn jH»r week __._... 0.9 

***** 11 dead* |*»r in lie _ K0. 0 

Ctfioadx ,* r train ____ 1,0 

. f ** r *6ng Information: 

y UI * l * r '’ f irliw por year _ 60 

j-*t nmfud rime i**r round trip (hours) _ 0.5 

'‘ixitoativt. horM*jH)\ver_...._ _ _ __ o igX) 

crew .7,__I-IIIIZII 4 

*>nlj traffic on Moment. 


00 Prov >ded by RSPO, Shippers, Government 

information concerning this line was 
k* p| V *** hearings conducted by the Rail Scrv- 
() ® ce reflected in their reports en- 
\ Response to the Secretary of Trans- 
° ns RttiI Service Report ” 


USRA Line No. 441 


Penn Central 
I 

|*—PC Ferry to 



This portion of the Mackinaw Branch, formerly part 
of the New York Central RR. extends from Gaylord 
(Milepost 120.4) to Mackinaw City , Mich, (Mile|>ost 
182.7), a distance of 62 J mile*, in Otsego, Cheboygan 
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and Emmet Counties, Mich. This segment is the 
northern end of Penn Central’s Mackinaw Branch. The 
southern extension of this line from Gaylord to Bay 
City, and the PC’s line to Cadillac and Grand 
Ivapids are also under study in this Report. The Detroit 
& Mackinac Ry’s Main Line connects at Cheboygan, 
Penn Central has filed a petition to abandon this line, 
ICC Docket No, AB-5, Sub. 175. This line was not 
described ns potentially excess in the IT.S. DOT Report 
(see Zone 105), 


Traffic and Operating Information 

Stations (with their 1073 carloads) served by this line: 

Mackinaw City_ 75 

Vanderbilt ___-_____ 9 

Indian River-— 35 

Topi na bee_- 0 

Cheboygan ___ 232 


Total carloads generated by the line- 351 

Average carloads per week- 6. 8 

Average carloads per mile----_ 5.6 

Average carloads per train- 2. 3 

1973 operating information: 

Number of round trips per year- 150 

Estimated time per round trip (hours)_ 10.0 

Locomotive horsepower—___—- Z 000 

Train crew glee- 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation s Rail Service Report” was centered 
on the potential impact to Gaylord. Both the Detroit & 
Mackinac Railway and a traffic analyst for Champion 
International Corp., the largest, shipper on the line, 
indicated a willingness to route traffic on the D&M for 
southbound movement assuming the D&M could op¬ 
erate over this line under the Rail Reorganization Act. 

Information for Line Retention Decision 


Revenue received by PC___-_— $91.974 

Average revenue per carload_ $262 

Variable (avoidable* coat of continued 
service: 

Coat incurred on the Branch line_ 501.368 

Coet of upgrading branch line to FRA 
Claw* I: (1/10 of total upgrading 

coet)_ 76,424 

Coat incurred beyond the branch line- 75.338 


Total variable (avoidable) coet__ 653. 130 


Net contribution (low?) : total_ (561,156) 

Average per carload_ (1,599) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 


available information, this upgrading would include 
the replacement of a total of 12 % 000 crossties (an aver¬ 
age of 193 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of tin Mucfc 
naw Branch be included in the Con Rail System. Con 
tinued operation of this line would require a rail sender 
continuation subsidy. I'nder 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $561,156 or $1,599 per carload. 
Recovery of costs would require approximately a thirty 
four-fold increase in traffic or a 610 per cent rate in¬ 
crease over the 1973 levels. 


MACKINAC TRANSPORTATION CO. 
U5RA Line No. 442 
Penn Central 


SooLine/* 

To Trout Lake 


8.7 miles 


. IGNACE 

MACKINAC 

TRANSPORTATION CO¬ 
CAR FERRY 


.MACKINAW CITY 
jf PC to Bay City 

/v \ 

PC to Grand Rapids 

The Mackinac Transportation Company operates 
railroad car-ferry service extending from VrcfoMtf 
City to St. Ignore, a distance of 8.7 mile*, in Mackinaw. 
Emmett, and Cheybogan Counties, Mich. 1 his line jo*" 
nectsat Mackinaw City with the GK&I Branch o 0RR 
Central extending south to Grand Rapids and wit 
Mackinaw Branch of Penn Central extending to 
City, both of which are under study in this Rep° - 
St.. Ignacc the line connects with the Soo line oxtf " 
ing north to Trout I^ikc. Mackinac ^ f 1 • rt . . r 

Company applied to abandon this line " '' 
state Commerce Commission on August 11. 1 

Finance Docket No. 26303. Public hearings 
commencing January 25,1971. in 

This line was not described as potent mil. 
the U.S. DOT Report (see Zone 165). 

Preliminary Recommendation 

It is not recommended that the Marking | ^ 
ear ferry service be included in the ( ‘ 1 ^ tv 

Both of the Penn Central lines into Mar 
are also not recommended for inclusion 11 rpyp 

System, although Detroit and Markin *' 
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iu expressed interest in acquiring the Penn Central 
tiae from Cheboygan to Mackinaw City (see coordina¬ 
tion projects, Appendix 1)). The DM has not expressed 
inr interest in the car ferry service. 


MIDLAND BRANCH 
USRA Line No. 443 


Penn Central 


CSO to 
Lfldinfton 



HIDLANDf 


PC to 

Mackinaw Cityv^ j 

I 
I 
I 


PC MIDLAND 
tRANCH 


D&M to Alpena 

i 


18.2 miles 


<CBAY CITY 


CXO to ^ • 

$i|inaw 


PC to Saginaw 


C&O to Saginaw 


TV Midland Branch, formerly part of the Xcw York 
Central RH, extends from Bay City (Milepost 0.0), to 
J l^lahi^SIirtu (Milepost 18.2), a distance of 18.2 miles, 
31 Bay and Midland Counties, Michigan. This line 
bnnehes oft the Penn Central's Mackinaw line just 
corth of Bay City, The Mackinaw line is also under 
sudy between Saginaw and Bay City, and Bay City 
u«l Mackinaw City. At Bay City, this line connects 
Chesapeake & Ohio and the Detroit & Mack* 
mw Rvs., also, at Midland, the line connects with the 
tVsipeake & Ohio. This line was described as poten¬ 
cy excess in the U.S. DOT Report (see Zones 158 
tad 162). 


ond Operating Information 


^tlocw (with ibelr 1973 
AJibqrn_ 

Finland_‘[J]] 


carload*) served by this line: 


258 

3.251 


Total earl finds generated by the line ___ 3,500 

^rlfltds |*er week _ 07. 5 

' cariotidn tier mile _.__ jfto. 8 

»n»fn .. 15.3 

Information: 

,?^ ml " i|W I>Pr • v, - ar .-. 230 

,/r ™ n,m ' Pn roniKi trip (hour*) _ 7 

‘ r*** 1 '* ^power.... 2 000 

"**» Ww n| fc ... . A ^ 


6 A9«n"J r ° Vid * d by RSPO ' Shi PP er *' Government 

t| k . Jtjf. Provided at the hearings conducted by 
V*?*” ^ ftnn > n J? Office as reflected in their 
of T ra . n * ,t ’’'I I Public Hesponse to the Secretary' 
’k'nujo**'' l, '° n 8 Service Report” indicates that 
' m P tc * 8 w l'i«’h could result from the 
widoninent nix*: increased storage and trnns- 


portation c^osts: plant closings: loss of investments; 
community growth retardation; highway system in¬ 
adequacies; preservation of rail competition; ecology 
and energy considerations; and the dangers of trucking 
hazardous chemicals were nlso of concern. 

Dow Chemical is served by PC and C&O/BAO and 
employs over 8000 people in the manufacture of silicone 
chemicals. If forced to re-convert to coal it would want 
PC service which it had prior to 1068. Auburn Bean 
and Grain Company estimates business drop of $5 mil¬ 
lion annually if rail service were discontinued. Midland 
Chandler of Commerce reports present business and 
industrial expansion would be seriously affected. Dow 
Chemical, employing 8,000 plus associated industry 
employees, is in a hazardous business which “would 
necessitate keeping more trackage in service than DOT 
recommended, but would speed up service, result in 
bettor equipment turnaround time and lessen yard 
congestions in the cities.” 

Fisher Sand and Gravel of Midland has facilities 
depending on freight only by rail. Abandonment would 
force the company to extensively alter or discontinue 
plant operations. 

Information for Lino Retention Decision 


Revenue received by PC’_..._ $2,37*1,1173 

Average revenue per carload_ $877 


Variable (avoidable) cost of continued 
service: 

font incurred on the branch line_ 275,919 

Cost of u isr rad lug branch line to FRA 
Hass I: (1/10 of total upgrading 

coat ) - 0 

Coot Incurred beyond the branch line, 1.177. 427 


Total variable (avoidable) cost.. 1,453.348 

Net contribution (loss) : total_ 921,627 

Average |>er carload___ ^63 


This lino would require no upgrading to meet the re- 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I truck, which has a 
maximum safe operating speed of 10 mph). 

Recommendation 

It is recommended that the Midland Branch be in¬ 
cluded in the ConRail System. Attempts will be made to 
acquire trackage rights into the Saginaw/Bay City/ 
Midland area (see line 455). 


DENMARK JUNCTION BRANCH 
USRA Line No. 444 
Penn Central 

The Denmark Junction Branch, formerly part of the. 
New York Central RI{, extends from Denmark June- 
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9.8 miles 
C40 


~v 

. \ Reese v -“ u 

to Saginaw \ 

1 DENMARK 

_\ JUNCTION 

. ~J~ \ t .. 


PC DENMARK 
JUNCTION BRANCH 

C&O to Bay Port 


PC to Saginaw \ PC to Colling 

.>/ 

/* VassarA 

C&O to Saginaw ^ C&O to Port Huron 
PC to Detroit 


tian (Milepost 91.1) to Munger, Michigan (Milepost 
100.9). a distance of 9.8 mile*, in Tuscola, Bay and 
Saginaw Counties, Michigan. This line is a branch of 
the Saginaw-Vitssar segment of the PC's Mackinaw 
line. The Mackinaw line is also under study in this Re¬ 
port. The C&O line from Saginaw to Bay Port crosses 
at Reese. The portion of this line between Reese and 
Munger was described as potentially excess in the U.S. 
DOT Report (see Zones 157 and 158). 

Traffic and Operating Information 


Stations (with their 1973 carloads) «tvp d by this line: 

Munger «..._-— - 121 


Total carloads generated by the line- 206 

Average carloads per week---- 4. 0 

Average carloads per mile- 21.0 

Average carloads per train_ 2.1 

1973 operating Information: 

Number of round trips per year___ 100 

Estimated time per round trip (hours)-— 4.0 

Locomotive horsepower_____-_ 2, 000 

Train crew sixe___ 4 


Information for Line Retention Decision 

Revenue received by PC -$88,023 

Average revenue per carload - $427 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line --89, 545 

Cost of upgrading branch line to FRA class 

I (1/10 of total upgrading cost)- 0 

Cost incurred beyond the branch line -51, 710 


Total variable (avoidable) cost-141.261 


Net contribution (loss): total-(53,2381 

Average per carload-—_—_ (258) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which hast 
maximum safe operating speed of 10 mph). 

Preliminary Recommendation 

It is not recommended that the Denmark Junction 
Branch be included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue aiui cot* 
levels, this line generates an annual excess financial bur¬ 
den amount ing to $53,238 or $258 per carload. Recovery 
of costs would require approximately a 150 j>crcont in¬ 
crease in traffic or a 00 percent rate increase over the 
1973 levels. Costs may also be lowered by reducing fre¬ 
quency, although this alone will not make the lin* 
viable. 


PORTION OF MACKINAW BRANCH 
USRA Line No. 444a 
Penn Central 


Information Provided by RSPO, Shipper*, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
in 1973, Gollin Brick and Supply received 80 cars of 
brick and building materials front Michigan, Ohio, 
Pennsylvania and Texas. It is impossible to receive these 
materials from any other transportation mode. Aban¬ 
donment would cut off its competitive advantage and 
force its shutdown. 

Burroughs and Sons shipped 3,350 tons of beans in 
1972 and 2,500 tons in 1973. During 1973 it could have 
shipped 4,500 tons if 45 freight cars were available. It 
expected to ship 4,500 tons in 1974. Shutdown could 
affect. 420 farm customers and cost each farmer 28 cents 
per bushel to move by motor t ruck. 


1 ^ 


PC lo Hunger 


DENMARK JUNCTIONj^ pQRjm 0 p MACKINAW 
BRANCH. PC 
4.9 milts 

'—PC to Collmj 

I 

I C30 to Port Huron 

PC to Detroit 



This portion of the Mackinaw Branch. , ® rmerl ^ 
of the New York Central RR. extends y""' ^ . 

(Milepost 86.2) to Denmark Junction, Mich. (• 

91.1), a distance of miles, in Tuscola Ooun' ^ ^ 
The Mackinaw branch continues west r< ’ -S ''^ Brandt 
south to Oxford and Detroit. The Penn * n r * , ^ 
to Munger comes in at Denmark .limit. 
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Snitfh to (oiling meets nt Vassar; all Penn Central 
fem this area are also under study in this Report. 
Tlif CAO line to Port Huron crosses at Vassal*. This 
| rne xvas not described as potentially excess in the C.»S. 
DOT Report (sec Zone 157). 

Traffic ond Operating Information 

ictiltow (with their 1073 carloads) served by this iino: 

Itotuork J<*f —---- ^ 

Tofil t-irload.H generated by the line- 84 

Affner carload# per week------- 1.0 

Ampr carload* i>er mile- 17.1 

Acrmv carload* per train-- 1.0 

193operating Information: 

N'wDl>er of round trip# per year- 52 

Estimated time per round trip (hours)- 1 

bweraotivt* 1 rsepower_—_— 2.000 

Train crew size- 4 

Information Provided by RSPO, Shippers, Government 
Agencies 

Xospecific information concerning this line was pro- 
rided at the hearings conducted by the Rail Services 
Planning Office as reflected iu their rejxirts entitled 
•The Public Response to the Secretary of Transports- 
tionsRail Service Report”. 

Wormotion for Line Retention Decision 

Hwwiar received hy 1*0_ $23. 943 

revenm- i*er carload___ $285 

7arliabie »avoldnMe) rout of continued »erv- 
ice: 

<’«** Incurred on the branch line. 37,304 

of upgrading branch line to FRA 

flasss l (1/10 of total upgrading cost)_ 0 

Co * Incurred beyond the branch line. 15.825 


Total rarlaide (aroidiible) cost... 53.129 

M raolrtbatlon <!•«.); Tntnl.. ( 2». 18Cl 

p«T enri.^d_ (347) 


^ line would require no upgrading to meet the re- 
Vitvniciiu of the Federal Railroad Administration’s 
* 1 lnn,m ** { *y standards (Class 1 track, which has a 
lum sa fe o|h? rating speed of 10 m.p.h.). 

winery Recommendation 

r«H n f ' 0{ rooon,,n *‘nded that this portion of the Macki- 
included in the ConRail System. Con- 
,Y JUt " > ** rat * on this line would require a rail service 

I i!^k° 11 lTiu,er ,9w revenue and 

8,11,8 '' l,p generates an annual excess financial 
j covttv ^ f mmintin « to $29,186 or $347 per carload. Re- 
qg i tir[ ° >tS require approximately a .’$60 per- 

-J? * n 1111 ^' 1C or a 120 percent rate increase 
“***73 levels. 


PORTION OF PC MACKINAW BRANCH 
USRA Line No. 445 
Penn Central 


PC to Sa(inaw 7 / 

* /*-PC to Hunger 


Denmark Junction ^ 

*:••• "'—pc to 

C&O to Saginaw —* '••g, 

vassar r 


✓ 
y\-x 


I / * 

I —C40 to 
,j CH 14-6.6 mile. 


PORTION OF PC 
MACKINAW BRANCH 

[MILLINGTON 

Presently out of service 

south to Lapeer Junction C t0 9etro,t 


Colling 
Port Huron 


This portion of the Mackinaw’ Branch, formerly part 
of the New York Central RR, extends from Millington 
(Milepost 79.6) to Vassar ,, MicK (Milepost 86.2). a dis¬ 
tance of 6M miles, in Tuscola County. Mich. This seg¬ 
ment formed part of the through I>etroit-to-Saginaw 
Idne. At Vassar, Penn Central Lines from Denmark 
Junction and Colling converge. Both these line segments 
are under study as is the line segment south of Milling¬ 
ton to Lapeer Junction. At Vassar this line connects 
with the Chesapeake & Ohio’s Port IIuron-t 4 vSaginaw 
Line. This line was described as potentially excess in the 
l\S. DOT Report (see Zone 157). 


Traffic and Operating Information 


Stations (with their 1973 carloads) served by this line: 

Millington _ 34 

Vassar _ 695 


Total carloads generated by the line _ 729 

Average carloads per week... __ 14.0 

Average carloads per mile _ 110.5 

Average carloads per train ___ 7.3 

1973 operating information: 

Number of round trips per year ___ 100 

Estimated time per round trip (hours) _ 4.0 

Locomotive horsepower _ 2.000 

Train crew size _ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this lino was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tions Rail Services Report”. 
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Information for Line Retention Decision 

Revenue received by PC__ $150. H3T 

Average revenue |wr cnrbmd - $207 


Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line- 83.001 

Coat of upgrading brunch line to FRA 
class 1 (1/10 of total upgrading cost) - 12, (138 

Cost Incurred beyond the branch line— 131, 103 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pm 
vided at the hearings conducted by the Rail Service 
Planning Office as reflected in their report* entitled 
“The Public Response to the Secretary of Transport,v 
tion’s Rail Service Report.” 

Information for Line Retention Decision 


Total varinble (avoidable) coat—- 220,852 

Net contribution (Ion) : Total_ (70.258) 

Average per carload- (105) 

This line would require upgrading to meet the re¬ 


quirement of the Federal Railroad Administration’s 
minimum safety standards (Class I track* which has u 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include the 
replacement of a total of 3*195 crossties (an average of 
*184 croBBt ies |>cr mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Mack¬ 
inaw Branch lx* included in the ConRail System. Con¬ 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic revenue and 
cost levels* this line generates an annual excess finan¬ 
cial burden amounting to $70*258 or $105 per carload. 
Recovery of costs would require approximately a four¬ 
fold increase, in traffic or a 50 per cent rate increase 
over the 1973 levels. 


This line does not directly serve any patrons but a 
occasionally used as an overhead line. 

Preliminary Recommendation 

It is not recommended that this portion of the Mad 
imiw Branch be included in the ConRail System. 


PORTION OF MACKINAW BRANCH 
USRA Line No. 445b 
Penn Central 


PC to 

Saginaw—» 

LAPEER 

JUNCTION 


presently out of 
service north of 
Lapeer Junction 

GTW to Port Huron 

/ 


r 

GTW to Flint 


e—16.2 miles 


PORTION OF MACKINAW BRANCH 
USRA Line No. 445a 
Penn Central 
\ 

PC to Vatsar 

and Saginaw ' 

< MILLINGTON 


19.8 mile* 


PORTION OF 
MACKINAW 
BRANCH. PC 


GTW to Chicago 

1 


LA PEER JUNCTION 


PC to Detroit 


\ 


T 

GTW to Port Huron 


This portion of the Mackinaw Branch, formerly part 
of the New' York Central RR, extends from Milling¬ 
ton (Milepost 79.6) to Laptev Jot ., Mich. (Milepost 
59.8), a distance of 19J8 miles, in Lapeer and Tuscola 
Counties* Mich.). This line was described as potentially 
excess in the U.S. DOT Report (see Zone 156). 


PORTION OF-► 

PC MACKINAW 
BRANCH 


4-GTW to 
Imlay City 


OXFORD 


*7 

GTW to Pontiac 


i 

i 


PC to Detroit 


This portion of the .Mackinaw' Branch, formerly r art 
of the New York Central RR. extends from 0*1o" 
(Milepost 43.6) to Lapeer Junction. Mich. (Milq^ 
59.8), a distance of U>2 miles , in Lapeer and OftkUn 
Counties. Mich. This line is part of Penn Centra « 
Detroit-to-Mackinaw City Mackinaw Branch* * ^ 

only receives local service. It connects at Lapeer un 
tion with the Grand Trunk Western s Main ' in ® ^ 
Port Huron and at Oxford with their line to 00 
This line was descril>ed as potentially excess in 111 
DOT Report (see Zones 155 and 156). 


Traffic and Operating Information 

Stations (with their 1073 earlootls) servisl l»y « w * 1,1 ' ;i 

Metiimora-——-- # J7§ 

Lapeer 

Total carloads generated by the Une-" 
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irrnuse l»r week- T. 7 

i.w«r rtrtoads per mile-- 24. 6 

Amur carload!* per train- 4.0 

#3 operating Information: 

Ntnniier of round trips per year.-4- 100 

Estimated time per round trip (hours)- 3. 0 

I/ieomotire horsepower-2, 000 

Train crew sixe- * 


Information Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
the Riil Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportations Rail Service Report’* centered 
iromd PCs service to and from firms located in and 
around Lapeer. Church’s Lumber Co. receives 95 per¬ 
cent rail shipments. Transportation costs would in¬ 
ert*!* between 15 and 20 percent if abandonments were 
approved and its Oxford lumber yard would be closed. 


^formation for Lina Retention Decision 


formoi* received by PC_$126, 504 

revenue per carload___ $317 

Jiitibfe iavoidable) coat of continued 
•enriec: 

tot Incurred on the branch line_120,168 

tot of upgrading brunch line to FRA 
tow I: (l/io of total upgrading 

«*)- 35. 735 

' *** tocurred beyond the brunch line_ 81,544 


Total variable (avoidable) coat. 246, 447 


*Kceotriboikm (too*); Total_(119,853) 

per carload_ (300) 


line would require upgrading to meet the re- 
PfcmtoU of the Federal Railroad Administration’s 
minium safety standards (Class I track, which has a 
Minium safe operating speed of 10 mph). Rased on 
information, this upgrading would include 
* ^placement of a total of 8,094 crossties (an average 

of Wcroasties per mile). 


Mtninory *ecommenda»ion 

jj* ' " ot Pe ®ommcnded that this portion of the Mark- 
tin* j r ** C k 1k? Eluded in the ConRail System. Con- 
^ operation of this line would require a rail serv- 

'*5ST 10 " 8U Coder 1973 traffic, revenue and 
< ‘ u 5. this line generates an annual excess financial 
•mounting to $119,853 or $300 per carload. Rc- 
r^, jj^ 0 0asts "nuld require approximately a *200 per 
,ra ^ c or a 95 percent rate increase over 


PORTION OF MACKINAW BRANCH 
USRA Line No. 446 
Penn Central 



C&0 to Ludington 

* PORTION OF PC 

MACKINAW BRANCH 


HARGER *-PC to Denir.aifc 
TRACK junction and Detroit 


£-C3r0 to Port Huron 
4-C&0 to Flfht and Toledo 


This portion of the Mackinaw Branch, formerly part 
of the New’ York Central RR, extends from Tlarger 
Track (Milepost 17.7) to Saginaw, Mich. (Milepost 
20.7), a distance of S.O mile*, in Saginaw County, Mich. 
This line is in Zone 159 in the U.S. Department 
of Transportation Report, “Rail Service in the Mid¬ 
west and Northeast Region,” dated February 1, 1974. 
At Saginaw this line connects wdth Penn Central line® 
to Jackson and Mackinaw (via Ray City) and the C&O 
to Ludington and Port Huron. The Grand Trunk West¬ 
ern crosses at MX Tower, just east of Saginaw and 
utilizes PC Trackage to operate from MX to Mershon 
(north of Saginaw) before going onto their own track¬ 
age to operate into Bav City. A third C&O line, running 
from Saginaw’ south to Flint and Detroit, crosses at 
I loyt. The Mackinaw Branch continues east to Denmark 
Junction and Detroit. All Penn Central lines in this 
region are also under study in this Report (see Zone 
159). 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this Une: 
Saginaw 1 .. 332 


Total carloads generated by the line_ 332 

Average carloads per week_ 6. 4 

Average carloads |ier mile_110. 7 

Average carloads per train- 3. 3 

1973 operating information: 

Number of round trips per year_ 100 

Estimated time per round trip (hours)_ 2.0 

Locomotive horsepower_2,000 

Train crew slxe__-__—_ 4 


1 Include* only traffic on «#gmcnt. 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
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Planning Office as reflected in their reports entitled, 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report/’ 

Information for line Retention Decision 

Revenue received by PC _—- $96,416 

Average revenue per carload - $290 


Variable (avoidable) coat of continued 
service: 

Coat incurred on the branch Une-44,804 

Cost of upgrading branch line to FRA 
Class I (1/10 of total upgrading cost)- 0 
Coat incurred beyond the branch line-58.511 


Total variable (avoidable) coat -- 103,875 


Net contribution (loss): total -— (0,959) 

Average per carload- (21) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). 

Recommendation 

It is recommended that this portion of the Mackinaw 
Branch be included in the ConRail System. Attempts 
will be made to acquire trackage rights into the Sagi¬ 
naw Bay City /Midland area (see Line 455). 


PORTION OF MACKINAW BRANCH 
USRA Line No. 446a 
Penn Central 


HARGER 


PC to Munger 

v 


r>— 


DENMARK JUNCTION 


PC to Saginaw K 12.8 miles \*i ^ 

\«-PC to Vassar, Detroit 

PORTION OF \ 

PC MACKINAW BRANCH 


This portion of the Mackinaw Branch, formerly part 
of the New York Central RR, extends from Denmark 
Junction (Milepost 5.0), to Harger, Mich. (Milepost 
17.7), a distance of 12.7 miles, in Tuscola and Saginaw 
Counties, Mich. This line is a segment of the Penn 
Central’s Detroit to Mackinaw City line which is under 
study in-its entirety. This segment is just east of Sag¬ 


inaw. The Denmark Junction branch, from Denmark! 
Junction, north to Munger is also under study in this 
Report. This line except for the portion in Tuscola j 
County was described as potentially excess in the CS. 
DOT Report (see Zones 157 and 159). 

Traffic and Operating Information 

Stations (with their 1973 carloads) served by this tine: 

Saginaw 1 ---857 


Total carloads generated by the llne._ 

Average carloads per week - 

Average carloads per mile ______ 

Average carloads per train.. 

1973 operating information: 

Number of round trips per year - 

Estimated time per round trip (hours) _ 
Locomotive horsepower. 

Train crew sire. 

‘ Include* only traffic on neginfiit. 


Information Provided by RSPO, Shippers. Govemmtnt 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
u The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report/’ 


Information for Line Retention Decision 

Revenue received by PC - 

Average revenue per carload - 


$ 373 , 5 $ 


$312 


Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch line-^ 13S 

Cost of upgrading branch line to FRA 

Class I (1/10 of total upgrading coat)-. 0 

Cost Incurred beyond the branch line-246. 700 

Total variable (avoidable) cost- 


372 . 8 * 


Net contribution (loss) total- 
Average per carload..-- 

This line would require no upgrading ^ ] 

requirements of the Federal Railroad Administf* 1 
minimum safety standards (Class I track, vvhic * 
maximum safe operating speed of 10 mph). 


Recommendation 

It is recommended that this portion of the 
Branch be included in the ConRail System. - 1 ^ ■ 
will be made to acquire trackage rights into i 
naw/ Bay City/Midland area (See Line 455). 
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PORTION OF MACKINAW BRANCH 

USRA Line No. 447/447a/447b 
Penn Central 


PC 19 City 

/ 


PCioH.sMmd 

BAY CITY' 
13 7 mil** 
PORTION OF PC — 
MACKINAW BRANCH 


CIO to Ltfdinfton 

j 

. 

SAGINAW 
/ 

PC to Jackson*-*/ »• 
/ 

GTW to Durand * 



DAM to Alpena 

V 

• 4-A—GTW to Bo/ Oty 

: : 

• »f CAO to Bay C*ty 

I 
I 

tVCAO to Bay Port 


a^-PCto 
“"^Dtwnai 
*• Juncbc 

»• . •• rtn , 


DenntaHt 
Junction 
r CAO to 
* Port Huron 

CAO to Detroit 


This port ion of the Mackinaw Branch, formerly part 
of tin* New York Central HR, extends from Saginaw 
iMikpost 101.fi) to Bag City, Mich . (Milepost 0.7), a 
distance of 13.7 mile*, in Saginaw and Ray Counties, 
Midi. The continuations of this line, to Jackson, Detroit 
ifid Mackinaw City are also under study in this Report. 
At Bay City this line connects with the Chesapeake & 
Ohio By., the GTW and the Detroit & Mackinaw Ry. at 
toginaw there are connections with the C&O and the 
Grand Trunk Western Ry. The GTW utilizes trackage 
njrhts over this line near Saginaw (from MX to Mer¬ 
ton) to reach Buy City from Durand. The C&O crosses 
d^line at Mershon. This line was described as poten- 

fallyoxces i Jj DOT Report (seeZones 158 *nd 

150). 


^oflk and Operating Information 


(ttit h their 1973 carload*) served by this line: 

kdimw* . . 

Oty 1 _ .. 

Carrollton __ ai 

_ 


- 5,158 
• 1, 881 

- rt54 

- 268 


T"ial rwrlo/ub* generated by the line_7.959 

?f raifr carlomU i>or week _153, 1 

/**** carload# per mile___581. 0 

carloads per train____ *22 7 

^^raring Information: 

of ^UMl trips per year_ 850 

*»tn| time per round trip (houno. 8 

^comMive horsepower__4.0(H) 

Ir u« crew - 


Urt * to * •*>» eo v-Bini-nl. 

luj^ 

^9«ncie$ r0V ^ e ^ ^ RSPO, Shippers. Government 

| ' Kq tlLi r* 

r dhj !*' ^ ' n ^ 0r tnntion concerning this line was pro- 
p. r ^ r ^ u ‘ hearings conducted by the Rail Services 
^ p\r^7* ai? * n their reports entitled 

’"i n i R^ponse to the Secretary of Transporta- 

Service Report/- 


Information for tine Retention Decision 


Revenue received by PC.._$2,765,088 

Average revenue per carload_ 8347 


Variable (avoidable) coat of continued 
service: 

Cost Incurred on the branch line_ 418,322 

Coat of upgrading branch Une to FRA 
Class I: (1/10 of total upgrading 


Cost incurred beyond the brand) Hne.. 1.938.175 


Total variable (avoidable) cost__ 2.354.497 


Net contribution (loss): Total___ 401. 591 

Average per carload_ 52 


This line would require no upgrading to meet the re 
quirements of the Federal Railroad Administrations 
minimum safety standards ((Mass I truck, which has a 
maximum safe operating speed of 10 mph). 

Recommendation 

It is recommended that this |>ortion of the Mackinaw 
Branch be included in the ConRail System, Attempts 
will lie made to acquire trackage rights into the Sagi- 
naw/Bay City/Midland area (see Line 455a). 


PORTION OF GRAND RAPIDS BRANCH 
USRA Line No. 451/452/453 
Penn Central 


PC to 

Grand Rapids 
(HP 94.5) 

GRAND RAPIDSV ^ PORTION OF GRAND 

(HP 90.0) X \ RAPIDS BRANCH. PC 


^ k --GTW to Lansing 

PC Saginaw Branch 
to Lansing and 
Saginaw 

v> 

RIVES JUNCTION 



GTW to -V 
Battle Creek 


PC Spur at 
Eaton Rapids 


PC to Jackson 


This portion of the Grand Rapids Branch, formerly 
part of the New York Central RR. extends from Rive* 
Junction (Milepost 10.6) to Gvand Rapid*. Mich. (Mile¬ 
post 88.1), a distance of 77 Jj wife*, in Kent, Barry, 
Eaton, Ingham and Jackson Counties. Mich. This line 
runs from the Jackson Branch at Rives Junction, to 
Grand Rapids; the branch continues for an additional 
four and one-half miles past the end of this line seg- 
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ment, all within the city of Grand Rapids. The Saginaw 
Branch and an industrial spur at Eaton Rapids are also 
under study in this Report. The Main Line of the Grand 
Trunk Western crosses at Charlotte. The Penn Central 
has filed a petition to abandon the portion of this line 
between Charlotte and Hastings, ICC Docket No. AB- 
5-Sub. 150. This line was described as potentially excess 
in the U.S. DOT Ke|>ort (see Zones 149, 152, 161, and 
163). 

Traffic and Operating Information 


Stations (with their 1973 carloads) served by this line: 

Onondaga-—- 0 

Eaton Rapids--— 689 

Charlotte- 453 

Chester_-_ 2 

Vermontville_-_—- 80 

Nashville_ 14 

Hastings_ 204 

Mlddlevllle_ 8 

Caledonia- 9* 

Dutton_— 9 


Total carloads generated by the line*-1,553 

Average carloads per week- 28. 9 

Average carloads per mile_—_ 20.0 

Average carloads per train__ 15.5 

1973 operating information: 

Number of round trips per year_ 100 

Estimated time per round trip (hours)_ 11.5 

Locomotive horsepower_4,000 

Train crew Rise___.._ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Sendees 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” 

Information for Line Retention Decision 

Revenue received by PCL™_$000,220 

Average revenue per carload- _ $390 

Variable (avoidable) cost of continued service: 

Cost Incurred on the branch Une... 677. 758 

Cost of upgrading branch line to FRA 
Claw I -(1/10 of total upgrading cost). 0 . 

Cost incurred beyond the branch line.. 303.841 


Total variable (avoidable) cost_ 961,509 


Net contribution (loss): total..._(375,379) 

Average per carload_ (242) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I truck, which lias a 
maximum safe operating speed of 10 m.p.h.) 


Preliminary Recommendation 

It is 7i of recommended that this portion of the Grind 
Rapids Branch be included in theConRai) System.Con¬ 
tinued operation of this line would require a rail »rv- 
iee cont inuat ion subsidy. Under 1973 traffic, u venue and 
cost levels, this line generates an annual excess dm- 
rial burden amounting to $375,37° or $242 per carload. 
Recovery of costs would require approximately a 125 
percent increase in traffic or a 60 percent rats increase 
over the 1973 levels. 


PORTION OF THE GR&I BRANCH 
USRA Line No. 454 
Penn Central 

H*dki**c Transfix.a* O 
f+frf m k (pi*, 

r' 

i 

i 



This j)ortion of the GRAI Branch, formerly part 
of the Pennsylvania RR, extends from Cadillac (Mile 
post 331.8) to Mackinaw City , Mich. (Milepost 459.8), 
a distance of I&8.Q miles, in Wexford, Kalkaska, Grand 
Traverse, Antrim, Emmet, Charlevoix and Cheboypo 
Counties, Mich. This line is the northern portion 
of Penn Central’s GR&I brunch. Its southern exten- 
sion (to Grand Rapids), its northern connection, the 
Mackinaw Branch, a branch from Walton Junction to 
Traverse City, and the Ann Arbor line which crosses 
at Cadillac are all also under study elsewhere in th.; 
Report. The CAO’s line through northern Michigan 
connects at Petoskey. The Penn (ventral has M f <l l* 11 
tions to abandon this line, ICC Docket No. AB-3-St*k, 
159, USRA Docket No. 75-57. This line was describe* 
as potentially excess in the DOT Report (Zone 

Traffic and Operating Information 

Stations (with their 1OT3 carloads) served by this ^ 

Missaukee Junction—---- ;o 

Manton_——----- - a—-— - 5 

Walton Junction-—-- 2 

Fife Lake-- - —-* ft 

South Board man---- 541 

Kalkaska _____—*- tf 

Mancelona__ 
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Alba- 1 

Elmira -- 29 

Bqjrn* Full*-——*---- 53 

Petorte?-- 235 

Tatal carloads generated by the line _ 1.340 

Ann** carloads per week ___ _ 25.9 

Anrig* carload? per mile - 10. 5 

Amis* carl 0 *nl* per train _ __ 13 5 

U9 Optra tin* information: 

Number of round tripe per year _ 100 

Estimated time per round trip (hours)_ 12 

Lowmotirr horsepower______ 4, CKX) 

Train crow *!».•___....____ 4 

Wormolion Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
i» Rail Services Planning Office as reflected in their 
iqwts entitled “The Public Res(M>nse to the Secretary 
of Transportation’s Rail Service Report” indicated 
tlui the majority of shippers who testified at the hear- 

Wfr '' 1 hiny traffic data for the Cadillac area. Only 
two of the firms at Cadillac cited traffic growth for 
future years: Red Mill Lumber projected nn increase 
ft"»n2>carloads * n 1W3 to between 39 and 42 carloads 
; u future years: Brooks nnd Perkins projected an in- 
'"** from 7|) carloads in 1973 to 94 carloads in future 
,'ors. A team track at Kalkaska (milepost 371.5) is 
. a,e w h pn ' nineteen compnnics are currently receiv- 
®2»Uut 286 carloads of drilling pipe. The testimony 
® nnc, ‘‘ ar as to the expected time frame of this 
|*uw traffic (for construction &, exploration pur- 

ln< ^ detail as to whether rail or pipelines 
■i! haul any crude oil to market. 

opposition to abandonment came from the 
Mil'* *' * ^''tubers of Commerce whose members 
'f , ° ar?i - Manufacturing and wholesaling nc- 

plirt ° r of ,iw econ 9 n, y of the Cadillac Area. 

terms of industrial growth are: ( 1 ) Cadillac 
l»i ( °* is Planning an addition: ( 2 ) a lum- 

*lie T ,rei r ln f , ' rrn * s expected to enter the area; (3) 
n 1 ,S ' er ' ‘ ocs *°- i s going to load and unload 
a ,,*, 1 US * mrt °f n warehousing operation: (4) a 
brim, ,N ° verv of oil and gas wells in the area will 
of 3n :/? *** for n,orp cars; (5) the development 
imr; (( ', 1L riu| '' ar k which has received EDA financ¬ 
ial ,l10 'cnient of industry from the city to rural 

Lu ^ ° f 8 304 (9 abandonment notice, USRA 
if leonb * r ,>ITes Pondence from a wide cross-section 
lags «ii| i "' ,1 ' rn<>r Millikon stated that public hear- 
»M tiy, / lx>, h for USRA’s preliminary plan 
‘*^onin,.,*i °" n Preliminary plan, and that no 
'••■fiml. riplace until Michigan's plan 
ar,!01 ' "'HI preserve the State’s option to 


seek Title Four rail subsidy funds. The Michigan Asso¬ 
ciation of Railroad Passengers objected to the aban¬ 
donment and expressed the hope that the State’s Rail 
Bond Issue could he used to restore passenger service 
on the Grand Rapids to Mackinaw City line. Inco 
Services, Northern Propane Gas (Cadillac) and the 
Northwest Michigan Planning Commission also filed 
letters of objection. Inco Services said that they Imd 
2 years to run on a contract fora warehouse- at Kalkaska 
where delivery pipe is received. 

Information for Line Retention Decision 

Revenue received by PC_$520,098 

Average revenue per carload __ $391 

Variable (avoidable) coat of continued 
service: 

Cost Incurred on the braneh line_ 

Cost of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

Cost incurred beyond the branch line_ 


Total variable (avoidable) coat_ 1.427.234 

Net contribution (loss): total_ (901.13(1» 

Average per carload.....__ (009) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available informat ion, this upgrading would include the 
replacement of a total of 38,846 crossties (an nverage of 
303 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Glt&I 
Branch be included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial 
burden amounting to $901,136 or $669 per carload. Re¬ 
covery of costs would require approximately a 350 per 
cent increase in traffic or a 170 per cent rate increase 
over the 1973 levels. 


PORTION OF GR & I BRANCH 
USRA Line No. 454a 
Penn Central 

This portion of the GR&I Branch, formerly part of 
the Pennsylvania RR, extends from Cedar Springs 
(Milepost 257.9) to Cadillac, Mich. (Milepost 331.8), a 
distance of 73J) miles, in Mecosta, Kent, Montcalm, 
Osceola, nnd Wexford Counties, Mich. This line is 
a segment of the Penn Central’s Grand Rapids A In¬ 
diana Branch; both its northern and southern exten- 


932.390 

225. 423 
200.421 


543 




















9884 


/ PC to Traverse City 
AA to Frankfort ^ and Mackinaw City 


•••« 



CADILLAC 


r -■ 

AA to Toledo 


.. 

C&O to Ludingcon 

73.9 m*l*f - PORTION OF PC 

CEDAR SPRING 4 GR4I BRANCH 


Reed City 

"f . 

C&O to Saginaw 


PC to Grand Rapids 


sions art* also under study in this Report. At Reed City, 
the C&O Ludington-Saginaw line crosses and at Cad¬ 
illac the Ann Arbor Railroad (also under study in this 
report) crosses en mute from Toledo and Owosso to 
Frankfort. Penn Central has filed to abandon the en¬ 
tire GR<&1 branch nortli of Cedar Springs. ICC Docket 
No. AB-5, Sub. 159 und CSRA Docket No. 75-57. This 
line was described as potentially excess in the U.S. DOT 
Report (see Zones 163,164, and 165), 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Sand Lake _ 6 

Howard City -—-—--—--— 3 

Big Rapids _ 109 

Reed City _ *2 

Tustin . 2 


Total carloads generated by the line - 233 

Average carloads per week _—- 4. 5 

Average carload* per mile ___ 3.2 

Average carloads per train _ 2.3 

1973 operating information : 

Number of round trips per year __— 100 

Estimated time per round trip (hours) _ 6.0 

Locomotive horsepower ..._ 2, 000 

Train crew sixe ____ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their re¬ 
ports entitled <4 The Public Response to the Secretary 
of Transportation's Rail Service Report” indicated that 
most of the specific testimony came from shippers lo¬ 
cated in the outskirts of Grand Rapids, Cedar Springs, 
Big Rapids and Reed City. Michigan-Wisconsin Pipe¬ 
line Company expressed a need for this line in order to 
complete a pipeline construction project. The project, of 


short term, would generate 332 carloads over seven) I 
years. Traffic data was supplied for 1973 carloads for I 
Central Concrete Company, Big Rapids Box C ompany I 
and Michigan Cigar Company. No projections of fa. I 
ture business growth were noted other than another I 
short term projection for a second pipeline project. I 
The Farm Bureau of Stan wood and Consumers Pow ] 
Company (light poles, wire, etc.) presented no tra& 
data. USRA received correspondence from the Shell Oil I 
Company, which stated that the firm is exploring forod ] 
in Michigan and will be bringing in 1,600 tons of pipe I 
in 1974, and 2,500 tons of pipe in 1975 and again in 1976.1 
Based on an estimate of 8% tons per car, Shell Oil pro- ] 
jects 450 carloads in 1974 and 715 carloads in both 1 
1975 and 1976. A Big Rapids shipper wrote and «-1 
plained how the abandonment of this line would leave 
shippers at the mercy of the ‘‘Teamsters Union monojv 
oly.” The Council of Reed City forwarded a resolution j 
stating amongst other factors that since there appemj 
to be a future possibility for subsidy assistance, tbit j 
this line should not be abandoned. 

Information for Line Retention Oecision 


Revenue received by PC-—-$70,20* 

Average revenue per carload- 

Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch line- 516.196 


Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

coat)_—-*20.451 

Cost incurred beyond the branch line— 45.405 


Total variable (avoidable) coat - 

Net contribution (loss): total - -<617. >41' 

Average per carload -—- (2,<W2) 

This lino would require upgrading to meet the 
quireinents of the Federal Railroad Adinini^ rat!0n ' 
minimum safety standards (Class l track, which h^ a^ 
maximum safe operating speed of 10 mph). b*sed <* 
available information, this upgrading would iw j 
the replacement of a total of 20,118 crossties (*n 
age of 272 crossties per mile), 

Preliminary Recommendation 

It is not recommended that this portion of th* GB 
Branch l>e included in lhe ConRail System, < ontlI ^J 
operation of this line would require a rail ^' n,a 
tinuation subsidy. Under 1973 traffic, revenue an* ^ 
levels, this line generates an annual excess lm ^ 
burden amounting to $617,843 or §2,692 I H ' r ^ § 
Recovery of costs would require app |uXim • 
25-fold increase, in traffic or an 895 I* ,! ' 01lf 
crease over the 1973 levels. 
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PORTION OF THE SAGINAW BRANCH 
USRA Line No. 455 
Penn Central 


(map not available) 


This portion of the Saginaw Branch, formerly part 
U: the Now York Central HR, extends from Jackson 
Repost 0.0) to Lansing^ Mick. (Milepost 40.0), a dis- 
Uncfcof $J) miles y in Jackson, Ingliam, Clinton, Shia- 
us* and Saginaw Counties, Mich. At Jackson, Penn 
lines to Kalamazoo, Detroit, Elkhart and Van 
meet - with the latter also under study in this Re- 
pin. Another < onnection under study is the PC line to 
Rapids at Rives Junction. Additional connec- 
|h*i3 irt the GTW’a Jackson-Pontiac line at Jackson, 
UOs Grand Rapids-Detroit line and the GTW 
Rani imp at Lansing. This line except for short portions 
|I?, r was described as potentially excess in the 

* DOT Report (see Zones 152 and 161). 

potion Provided by RSPO, Shippers, Government 
1 *9*ncies 

I J-^mation provided at the hearings conducted by 
L 1 ,Sery ices Planning Office as reflected in their 
LA ' I he Public Response to the Secretary 

pltho r ^ rtat ’ on ^ Service Report” indicated that 
lodtur? 4 ** heavily dependent upon both agri- 

IWk *>f o 1 man, ‘facturing for its economic base, the 
[lku*i 1 , s J Rt einents -came from agricultural sources 
■of t , lf Jutr hanging. One reason could be that only six 
Kirouh} 23 grain elevators in the area 

muB to ^*rive rail service is DOT’S rccom- 
Coiuw L p T implemented. ^ representative of the 
' “gional Planning Commission (Clinton, 


Eaton and Ingham) noted that several firms consider¬ 
ing location have listed rail service as a prerequisite. 
DOT would eliminate PC at Lansing but retain the 
GTW and the Chessie system; however, the Lansing 
Metropolitan Development Authority pointed out that 
the bulk of the Ionising traffic originates on PC. 

Information for Line Retention Decision 

This line is required as a primary feeder line to 
Lansing, therefore local rail service will be provided 
to all shippers on the line. 

Recommendation 

It is recommended that this portion of Saginaw 
Branch be included in the OonRail System 


PORTION OF THE SAGINAW BRANCH 
USRA Line No. 455a 
Penn Central 



This portion of the Saginaw Branch, formerly part 
of the New York Central RR, extends from Lansing 
(Milepost 40.0), to Saginaw (Milepost 101.5) a dis¬ 
tance of 61 j 5 mi/esi in Clinton, Sciawasee, and Saginaw 
Counties, Mich. At Lansing, this line connects with the 
southern portion of the Saginaw Branch, also under 
study in this Report. At Saginaw, this line connects 
with the PC lines to Bay City and to Vassar, both 
of which are also l>cing studied in this Report. The 
Grand Trunk Western and the Ann Arbor cross this 
branch at Owosso. The Ann Arbor line is also under 
study in this Report. Solvent carriers with which the 
PC branch connects include: the C&O and GTW at 
both Lansing and Saginaw. This line was, except for 
short portions near Lansing and Own 860 , described 
as potentially excess in the US DOT Report (see Zones 
19,160,and 161). 
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Traffic and Operating Information 


Stations ( with their 1973 carloads ) served by this line: 

LalngHhurg -—--- 

Bennington ----- 

Menderson ------ 

Chesaolng --- 

Fergus ----- 


5 

1 

214 

91 

24 

246 

7 

29 

801 


Total carloads generated by the line - 

Average carloads per week - 

Average carloads per mile - 

Averuge carloads per train -—- 

1973 operating information: 

Number of round trips per year - 

Estimated time per round trip (hours) - 

Locomotive horsepower ----— 

Train crew wise ----- 

1 Include* only traffic on thl* segment. 


1.418 
27.3 
23.1 

4.1 

350 

7 

2.500 

4 


Information Provided by RSPO, Shippers. Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report'’ indicates that 
Consumers Power Company lias a power plant at Essex- 
ville to which 1.4 million tons of coal moves each year 
from Sunny Hill, Ohio via an interchange at Owosso. 
The power company expects its Essexville plant to be 
the site of a coal gassification plant sometime in the 
future, which would increase Saginaw Branch traffic be¬ 
tween Owosso and Saginaw. The Ohesaning Farm Co¬ 
operative felt that it could increase its rail business by 
20 to 40 cars, if the cars were available. The McDonald 
Cooperative Dairy stated that they need rail service in 
order to move both bulk and liquid products at com¬ 
petitive prices. A mobile home builder at Ohesaning 
needs mil service in order to move its over-sized Chessie 
frames via rail. 


Information for Line Retention Decision 


Revenue mvlvt*d by PC . ___ $732. 787 

Average revenue per carload -- _. $517 

Variable (avoidable! cost of continued 
service : 

Cost incurred on the branch line _ 615.370 

Coat of upgrading branch line to FHA 

Class I : (1/10 of total upgrading cost > . 0 

Cost incurred 1>eyoiul the branch line. ... 361.353 


Total variable (avoidable) cost ___ 970.723 


Net contribution i lo**> : total .... (243, 936) 

Average per carload_ (172) 


This line would require no upgrading to meet th« 
requirements of the Federal Railroad Administration 
minimum safety standards (Class 1 track, winch luui l 
maximum safe operating speed of 10 mph). A major 
tipgrading is required, however, to bring the line up | 
to a reasonable level of operating efficiency for the 
handling of Saginaw traffic. 

Preliminary Recommendation 

It is not recommended that this portion of the Sap ] 
naw II ranch be included in t he Con Rail System. Con¬ 
tinued operation of this line would require a railservw 
continuation subsidy. Under 1973 traffic. revenue and 
cost levels, this line generates an annual excess finan¬ 
cial bunion amounting to §2-13.936 or §172 per carload. 
Recovery of costs would require approximately a 65 per 
cent increase in traffic or a 3$ percent rate increase over 
the 1973 levels. This line may be retained if trackage 
rights cannot be obtained to handle the Saginaw traffic. 


PORTION OF GR&t BRANCH 
USRA Line No. 456/457/458 
Penn Central 

PC to Kalamazoo / 

VICKSBURG 
,<MP 171.9) 

PORTION 
GRSrl 



PC to Three 
Rivers and 

Elkhart y - - 

PC to White — 

Pigeon and \ INDIANA 

Elkhart J STATE LINE 

PC to Fort Wayne 

This portion of the GR&T Branch, formerly 
the Pennsylvania RR, extends from Std* ‘ 

ililepost 146.4) to Vicksburg. Mich. (»«£» 
1.9), a distance of 2,5.5 miles, in St. Joseph 
07.00 Counties, Mich. This line is a >egnwn 
e Penn Central’s GR&I Brandi which is under- . 
this Report. At Wnsepi. the Penn Centrals ^ 
i vers- J aokson-Elkhart Brunch, also mu 1 ' • • 

is Report. crosses and nt Sturgis the In •- 
irt to H illsdale intersects the GR&I Branch, 
g at WnMpi has been removed and the no EJflmfc 
on of this line has been connected to th* 
nckson line to allow through moM'nuut a 

ivers-Wasepi• Kalamazoo. Venn Centm ^ ^ 
?tit ion to abandon this line. rCC 4 r l tb? 

ub. 172 and USRA Docket No. ^ 
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stretch of the GR&I track from Kendallville, Ind., to 
Wtaepi, which includes the portion of this line between 
Wasepi and State Line. Tins lino was described as 
potentially excess in the US. DOT Report (see Zones 
150 ami 151). 

Traffic and Operating Information 


SttttoM (with their 1073 carloads) served by this line: 

Sturgis' --1,473 


Tot ill carloads generated by the line_ 1,571 

Arens* carloads per week_ 30. 3 

Arenjre carloads per mile___ 61.8 

Arens* carloads per train_._ 6, 3 

WTSoperating Information: 

Number of round trips per year_ 250 

Eitlmnted time per round trip (hours)_ 6.0 

Locomotive horsepower_1 # 750 

Train crew alae_._.____ 5 

’IieMts only traffic on segment. 


tons per hour” and this capacity would require 12 gon¬ 
dolas per day; that is, inbound and outbound, at 70 tons 
per car (840 tons per day). The company is considering 
further expansion, but no decision can be made without 
a firm commitment from the railroad. 

Preliminary Recommendation 

Although the preliminary recommendation is that 
this portion of the GRAI not be included in the ConRail 
System, the possibility of immediately increasing reve¬ 
nue must be explored before a final recommendation 
can be made. Without immediately increasing revenue, 
continued operation of this line would require a rail 
service continuation subsidy. Under 1973 traffic, reve¬ 
nue and cost levels, this line generates an annual 
excess financial burden amounting to $97,806 or $62 
per carload. Recovery of costs would require approxi¬ 
mately a 40 percent increase in traffic or an 18 percent 
rate increase over the 1973 levels. 


Informotion Provided by RSPO, Shippers, Government 
Agencies 


PORTION OF KALAMAZOO BRANCH 


No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
Tie Public Response to the Secretary of Transporta¬ 
tions Rail Service Report.” 

Information for Line Retention Decision 


kre&n* pecci^j by p onn o ntni ]__$544. 425 

•Iretif* remim? per carload_ $347 


(avoidable) coat of continued 
•mice: 


to* of upgrading branch line to FRA 
( ’ ias * 1 «>f total upgrading cost). 42, 476 

* beyond the branch line... 301,976 

Total vnrinble (avoidable) cost_ 642,231 


W* Wbtttl0n total - (97,806) 

***** J*r carload__ (62) 


mart* rc< l u * rG upgradingto meet the require- 

' n * ^ ie federal Railroad Administration’s mini- 
nji I Sa /^' s * an dnrds (Class I track, which has a maxi- 
tkji su e operating speed of 10 mph). Rased on avail- 
n ormation, this upgrading would include the re- 
Cft _ ^ n t a total of 7000 crossties (an average of 275 
fofcxil r lnilc )‘ Sturgis Iron and Metal Co. decided 

ce 0t to ti °r 4 nR ' V 55acre site south of Sturgis adja- 
Branch. The site was picked mainly 

**11 ne< ° access t0 GRAI. The company has bought 
md' 1 J^. a . I ?, ra ** !X)a( l tracks, ties, spikes and switches” 
11 . tt switch engine, a huge scale and a 
Ie new roill “is capable of putting out 80 


USRA Line No. 458a 


Penn Central 


PC to Grand Rapids J 
^1 

I 

PC to Chicago - 


PC to Jackson 


2°^ jKalamaxoo^ 
? Kalamazoo 
KALAMAZOO ^ 6 * b *» n ^ 


Huron 


PORTION OF 
KALAMAZOO 
BRANCH. PC 


PC Elkhart Branch 
to White Pigeon 
and Elkhart 



GTW to Chicago 


THREE RIVERS 


This portion of the Kalamazoo Branch, formerly part 
of the New York Central SB, extends from Three Riv¬ 
er* (Milepost 9.5) to Kalamazoo (South Yard), Mirk. 
(Milepost 34.1), a distance of 24.0 mile «, in Kalamazoo 
and St. Joseph Counties, Mich. This line’s northern 
extension through Kalamazoo to Grand Rapids is also 
under study in this Report. Connections to the GRAI 
branch and the Chicago-Dctroit PC line can be made 
several miles north of South Yard, Kalamazoo. At 
Schoolcraft the GTW Main Line crosses and at Three 
Rivers the PC Elkhart Branch connects the cast end 
of the Elkhart Branch (from Three Rivers to Jackson), 
which is also under study in this Report. This line was 
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not described as potentially excess in the U.S. DOT 
Report (see Zones 150 and 151). 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Res|H>nso to the Secretary' 
of Transportation's Kail Service Report’’ indicated that 
several businesses on this line have made investments 
which will most likely increase the use of rail service. 

Information for Line Retention Decision 

This line is required for through freight, service, 
therefore local rail service will be provided to all ship¬ 
pers located on the line. 

Recommendation 

It is recommended that this portion of the Kalama¬ 
zoo Branch be included in the. Con Rail System. 


PORTION OF GR&I BRANCH 
USRA Line No. 459/459a 
Penn Central 


|^-PC » Grand Rapids 
I PC to Detroit 


Kalamazool I 

PC to / '♦^1 KALAMAZOO 
Chicago 



KALAMAZOO 
(GIBSON ST.) 


-PORTION OF GR * I 
BRANCH.PC 


Upjohn GT |, p or t Huron 


School craft I 

/ . 

-•f'T 

GTWto 


.. 

VICKSBURG 


Chicago | 


r 


-PC to Wasopi 


PC Kalamazoo Branch to 
Three Rivers and Elkhart 


This portion of the GR&I Branch, formerly part of 
the Pennsylvania RR, extends from Vicksburg (Mile- 
post 177.9) to Kalamazoo, Mich. (Milepost 186.4), a 
distance of IS £ mile*, in Kalamazoo County, Michigan. 
The continuations of the GR&l Branch, north to Grand 
Rapids and south to Wasepi, and the Kalamazoo 
Branch which connects at Kalamazoo (Gibson Street) 
are also under study in this rej>ort. The GTW Main 
Line crosses at Vicksburg. Connections to the PC Chi- 
cago-Detroit line are made north of Kalamazoo (Gibson 
Street). The portion of this line between Upjohn and 
Vicksburg was described as potentially excess in the 
U.S. DOT Report (see Zone 151). 


Traffic and Operating Information 

Station* (with tlielr 1073 carloads) served by th!« line: 


Vicksburg--- $51 

IndLanficld - 1,498 

Kalamazoo 1 ----2,715 

Total carloads generated by the line- 4 , 5*0 

Average carloads per week- . .— --- 9&9 

Average carloads per mile---- 380,( 

Average carloads per train--—--- 216 

1973 operating Information: 

Numlier of round trips per year—-- 250 

Estimated time per round trip (hours)- 0 

Locomotive horsepower___L730 

Train crew size_-_-_ 5 

1 Includes only tmfflr on Murncnt, 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report’* indicated that 
Union Camp Corp. at Indianfield, generated 4fi0 car¬ 
loads in 1972 and 518 carloads in 1973. It claimed that 
this traffic together with Upjohn’s 195.8 annual carloads 
is sufficient to require service on the Vicksburg to Kala¬ 
mazoo segment of the line. The Kalamazoo Chamber 
stated that the Simpson-Lee Paper Co. generates WO 
annual carloads. 


Information for Line Retention Decision 

Revenue received by PC --- -- $1,570.^ 

Average revenue per carload --- $315 

Variable (avoidable) coat of continued 
service: 

Coat Incurred on the branch line -285.008 

Coat of upgrading branch line to ERA 
class I: (1/10 of total upgrading 

coat) -———-—- 

Cost incurred beyond the branch line.-.- 888.Ola 


Total variable (avoidable) cost 


1.177, $3 


Net contribution (loss) : total -—- 

-a 

Average per carload —-- * —-— 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Adininistr* 
minimum safety standards (Class I track. w 
a maximum safe operating speed of 10 m.p.h. ) • * 
available information, this upgrading w0U 1 
the replacement of a total of 3,400 croasties ( an kl 
of 252 crossties per mile). 


Recommendation ^ 

It is recommended that this portion of 
Branch be included in the ConRail ^ m * 
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PORTION OF GR&I BRANCH 
USRA Line No. 460 
Penn Central 


PC to Grand Rapid* (HP 234.0) 
and Mackinaw City 

i 


GRAND RAPIDS (FISHER BLOCK LIMIT STATION) 


PORTION.GR&I BRANCH. PC 


KlUanaiM (PLAINWELL 

SnKfc to Allegan | 

|*“PC to Kalamazoo 



This portion of the GR&I Branch, formerly part of 
the Pennsylvania RR, extends from Plainwell (Mile¬ 
post 196.7) to Fishey {Grand Rapid *), Mich. (Mile¬ 
post 227*5), a distance of 30Ji miles, in Kent, Allegan, 
iiA Kalamazoo Counties, Mich. This line is a seg¬ 
ment of the Penn Central's GR&I Branch, its northern 
ind southern extensions and the Kalamazoo Branch 
which connects at Plainwell are also under study in this 
Report, This line was described as potentially excess 
in the C.S. DOT Report (see Zones 149 and 163). 

hotfK and Operating Information 

Kittot* (with their 1973 carloads) served by this Une: 

~ ' o 

- 0 

_____ <392 

_ • __ __ 2 

^ m 

_______,, _ ^99 

Oracd Rapids 1 _______ 240 


Total carloads generated by the line_1, 545 

A:pri * f fwrloada per week_ 29. 7 

k ' 9n ** carload* per mile,__ 50. 2 

JI*** carloads per train_ 5. 6 

^"prrattn* information: 

^»ber of round trips per year____ 275 

time per round trip (hours)_ 8. 0 

^comotive horsepower_ 2.000 

rr *is crew size. ____ 5 

***** QlU * ,r »®c on lenient 


•Ration Provided by RSPO, Shippers, Government 

*8*nci©i 


^ion provided at the hearings conducted by 
n ' ^ emoes Planning Office hs reflected in their 
u The Public Response to the Secretary 

p^rXrp ’ tati ° n?S ‘^° rv ^ ce indicates the 

(Grand Rapids to Kalamazoo) serves 
iiY|L U, ^^ e8 ^ etween Grand Rapids and Plainwell. 
VmJi" f n ^ S80c ^ R ^ on °f Railroad Passengers ro- 
at *^e b‘ne be preserved in order that it might 


be used as the connecting line to the east-west passenger 
service presently being provided at Kalamazoo. 

Information for Line Retention Decision 


Revenue received by PC - $ 407 ,020 

Average revenue per carload _ $303 

Variable (avoidable) coat of continued 
service : 

Cost incurred on the branch line _ 380, 460 

Coat of upgrading branch Une to FRA 
Class I : (y l0 of total upgrading cost). 0 

Cost Incurred beyond the branch line _ 235.066 


Total variable (avoidable) coat-..615.532 


Net contribution (loss); total_(147,000) 

Average per carload___ (96) 


This lino would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards. A number of business 
dependent rail service described investment in plant 
or equipment, e.g„ the Plainwell Paper Co. plans to 
increase its rail use over the next 5 years as a result of 
its $15 million investment in new machinery'. Pet, Inc., 
plans to increase its plant by an additional 40.000 square 
feet, thus increasing future car needs. 

This line is the best link between the Grand Rapids 
market proper and the ConRail through route system 
at Kalamazoo. It requires no rehabilitation to FRA 
Class I and has greater on-line traffic than alternate 
routes. 

Recommendation 

It is recommended that this portion of the GR-I be 
included in the ConRail System. In addition, all ship¬ 
pers within the yard limits of Grand Rapids as well 
as those on line461a will be served. 


PORTION OF GR&I BRANCH 
USRA Line No. 461 
Penn Central 

PC GR&I Branch to 
Mackinaw City 

f 

CEDAR SPRING 


C&0 to LiKfcnfton 

J 

PC to Mo ike jon \ 


PORTION OF PC 
|<-GR&I BRANCH 

— IB.5 milei 


COMSTOCK PARK 

GTW to Durand 


J~ 

To Grand Rapid* 

This portion of the G.R. & I Branch, formerly part 
of the Pennsylvania RR, extends from Comstock Park 
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(Milepost 239.4) to Cedar Spring *, Mich. (Milepost 
*257.9), a distance of 18.5 miles, in Kent County, Mich. 
This line is a segment of the Penn Central’s Grand 
Rapids & Indiana Branch; both its northern and South¬ 
ern extensions are also under study in this Report. I his 
line was described as potentially excess in the l T .S. DOT 
Report (sex'Zone 163). 

Traffic and Operating Information 

Stations (with their 1973 carload*) senreci by thiw line: 

8. Rockford _ 74 

Rockford - 760 

Cedar Spring* - 337 


Total carload* gent-rated by the line- 

Average carloads per week--— 

Average carload* per mile--—----— 

Average carload* per train----- 

1973 operating Information: 

Number of round trip# per year--- 

Estimated time per round trip (hour*)- 

Locomotive horsepower- 

Train crew sl*e-——-- 


r>so 
11 . 2 
31.4 
5.8 

100 

3.0 

2,000 

4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report” indicated that 
Rockford Paper Mill had diverted 18,000 tons of coal 
from the Penn Centrul because of car shortages and in¬ 
efficient service. Martin Marietta and Wolverine World¬ 
wide both projected traffic increases. 


Information for Line Retention Decision 

Revenue received by PC: —--—- $131,258 

Average revenue per carload- $228 

Variable (avoidable) cost of continued 
service: 

Coat iricurnd on the branch line- 153, 017 

Cost of upgrading branch line to FRA 

Class I : (1/10 of total upgrading cost) 28, 953 

Coat Incurred beyond the branch line— 105, 070 


Total variable (avoidable) coat _ 287,840 

Net contribution does): Total. --— (156,3821 

Average per carload - (270) 


This line would require upgrading to meet the require¬ 
ments of the Federal Railroad Administration s mini¬ 
mum safety standards (Class 1 track, which has a max¬ 
imum safe operating speed of 10 m.p.h.). Based on avail¬ 
able information, this upgrading would include the re¬ 
placement of a total of 5,036 crossties (an average of 
27*2 crossties per mile). Martin Marietta at Cedar 
Springs projected 364 carloads of limestone and mag¬ 


nesium at the RSPO heaings. Wolverine Worldwide of 
Rockford projected traffic growth from 157 cars in 1973 
to 223 carloads. 

Preliminary Recommendation 

It is not recommended that this portion of the GR&I 
Branch be included in the ConRail System. Continued 
operation of this line would require a rail service con- 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial bur¬ 
den amounting to $156,382 or $270 per carload. Recov¬ 
ery of costs would require approximately a 600-fold in¬ 
crease in traffic or a 120 percent rate increase over the 
1973 levels. 


PORTION OF THE GR&I BRANCH 
USRA Line No. 46 J a 


Penn Central 

This portion of the GR&I Branch, formerly part of 
the Pennsylvania RR, extends from Grand Rapids 
(Milepost 234.0) to Comstoak Park , Michigan, (Mile¬ 
post 239.4), a distance of 54 miles , in Kent County, 
Mich. This line is a portion of the Grand Rapids & In¬ 
diana Branch. Its northern ami southern extensions, 
and connecting PC lines to Muskegon. Jackson and a 
second line to Kalamazoo (parallel to the GR&I branch) 
are also under study in the Report. At Comstock Tark 
the C&O line to 'Traverse City crosses. At Grand Rap¬ 
ids the Grand Trunk Western’s Muskegon to-Owosso 
line and C&O lines to Holland, Traverse City, and Lan* 
ing cross. This line was not described as potential!) 
excess in the U.S. DOT Report (see Zone 165 h The map 
illustrating this segment shows 11.9 miles of line un er 


C&O to Ludington 

GTW to Muskegon (PC has 
Trackage Rights) 


C&0 to Chicago 



PC »M»cfcin»w City 


PC to Plamwell 


M< . PORTION OF CM’ 
BRANCH. PC 

PI«m«i» St 

.. 

*—pc tt 

FISHER 
W-pC » 

a 


study. Only the northern 5.4 miles 1 

Park and Grand Rapids is discussed here. 
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Infocmotion Provided by RSPO, Shippers, Government 

Agencies 

So specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Pluming Office as reflected in their reports entitled 
-The Pubh Response to the Secretary of Transporta¬ 
tions Rail Service Report/' 

Inloonotion for Line Retention Decision 

This line serves the majority of Grand Rapids traffic 
($12million in revenues). This traffic is profitable. 

hcofflmcndaTion 

It it recommended that this portion of the GR&I be 
adoded in the ConRail System. 


PORTION OF KALAMAZOO BRANCH 
USRA Line No. 463 
Penn Central 

GRAI Branch to 
Grand Rapids . PC -— 

PC to Grand Rapids / 

/ / 

OTSEGO i I 

PORTION OF THE \ / 

KALAMAZOO - l\ / 

BRANCH. PC \ / 

4.4 miles ' V 

J PLAIHWELL 

PC to Kalamazoo- 

This portion of the Kalamazoo Branch, formerly part 
jif New ^ ork Central RR, extends from Plain well 
'/l** 4S1 >. to Otsego. Mich. (Milepost 52.5). a 
‘s'uicc of J..i miles, in Allegan County. Mich. A 
otinuttion of this line extends northward from 
which s»rtor is also under studv in this Report, 
connects with the PC GR&I Branch at Plain- 
• |* l< ^‘ runs parallel to the Kalamazoo Branch and 
I* * ud y * n this Report. This line was not 

, *• Potentially excess in the l T .S. DOT Report 

**Zon» 149). ' 

ond Operoting Information 

| ^ th «lr 1918 carloads) served by this lino: 

I tonJ^JI**^*** Kwienited by the line - 3, -43ft 

SSSrs?.. 

- - - - ™; 

j^** tln * information : 

tri| * Kr yenr - 250 

, n lM?r n,uni * trip (hours) - o 

c^ »— .—— 1» 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion s Rail Service Report/’ 

Information for Lint Retention Decision 


Revenue received by PC _ _ _ $1,005,863 

Average revenue per carload _ $292 

Variable (avoidable) coat of continued 
f**rvice : 

Coat incurred on the branch line _ 190,974 

Co*t of upgrading branch line to FRA 
claa* I ( 1/10 of total upgrading coat) « 7,355 


Co* incurred U\vond the branch line— 591, 879 

Tbtal variable (avoidable) coat___ 790,208 

Net contribution (loan): total___ 215.655 

Average per carload_ 03 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 142 crossties (an average 
of 32 crosst ies per mile). 

Recommendation 

It is recommended that this portion of the Kalama¬ 
zoo Branch be included in the ConRail System. 

PORTION OF THE KALAMAZOO BRANCH 
USRA Line No. 463a 
Penn Central 


(Map not available) 
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This portion of the Kalamazoo Branch, formerly part 
of the New York Central RR, extends f 1*0111 Otsego 
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(Milepost 52.5) to Don. Michigan (Milepost 77.0). a 
distance of miles , in Kalamazoo and Allegan Conn- 
ties, Michigan. Continuation of this line extends north¬ 
ward from Dorr and southeastward from Otsego; these 
are also under study in this Report. This line connects 
with the Chesapeake & Ohio line to Muskegon at 
Allegan. PC has filed petitions to abandon this line be¬ 
tween Otsego and Lamar ( ICC Docket No. AB-5, 
USRA Docket No. 75-450). This line was described as 
potentially excess in the l\S. DOT Report (see Zone 


149). 

Traffic and Operating Information 

Statlonn (with their 1973 carloads) served by this line: 

Allegan ___ ^ 

Dorr____— 155 

Total carloads generated by the line-----—-—— 204 


Average carloads per week---- 

Average carloads per mile- 

Average carloads per train- 

1973 operating Information: 

Number of round trip* per year- 


Estimated time per round trip (hours) -— 8 

Locomotive horsepower --- t T50 

Train crew size - 3 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report." A letter received from the 
Village Clerk of Hopkins. Mich, indicates that local 
farmers are concerned about the possible effects of aban¬ 
donment. Highway bridges in the area are inadequate 
tofneet the traffic demands. 

Information for Line Retention Decision 


Revenue received by PC-.- $54. 026 

Average revenue per carload-- $265 


Variable (avoidable) coat of continued service: 

Cost Incurred on the branch line-179,158 

Cost of upgrading branch line to FRA 

dans I: (1/10 of total upgrading coat). 0 

Coat Incurred beyond the branch line.... 33, 764 


Total variable (avoidable) coat- 212, 922 

Net contribution (low*): total- (158, N*6) 

Average per carload- (778) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration 1 } 
minimum safety standards (Class I track, which lias a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
tip* replacement of a total of 792 crossties (an average 
of 32 crossties per mile). 

Preliminory Recommendation 

It is not recommended that this portion of the Kala¬ 
mazoo Branch be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess finan- j 
cial burden amounting to $158,896 or $778 per carload. I 
Recovery of costs would require approximately in 
eight-fold increase in traffic or a 295 percent rate in¬ 
crease over the 1973 levels. 


PORTION OF THE KALAMAZOO BRANCH 
USRA Line No. 463b 
Penn Central 


I PC to Grand Rapids 


BYRON CENTER 
5 6 miles 

PORTION OF THE 

\k y KALAMAZOO BRANCH PC 

00RR 

PC to Kalamazoo 



This portion of the Kalamazoo Branch, fanned? 
part of the New York Central RR. extends 
(Milepost 77.0) to Byron Center. Mich. (M‘>cpc*l 
82.6), a distance of 5.6 miles , in Allegan and K* 
Counties, Michigan. Continuation of this line . 
southward from Dorr and northward from ' 
Center. Both of these continuations are also un **r . 

in this Report. PC has filed petitions to :d>m< on 
line between Otsego and Lamar, IC( Locket ■ 
USRA Docket No. 75-60. This line was desrn *• 
potentially excess in the U.S. DOT Report 
Hi) and 163). 
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t-dPk ond Operating Information 

(with their 1973 carloads) served by this line: 

Xdmi carload* generated by the line - 41 

Awn* carloads per week - 0.8 

Awn* carloads per mile- 7 .8 

Awn* carload* per train -- & 8 

unoperutiiu: information: 

Nsabw of round trip* per year - 8 

gstioated time per round trip (hours)------ 1.0 

bxoaotivr -rsepower -—--....--— 1,750 

Thin ere* alxc——- 3 

Momotion Provided by RSPO, Shippers, Government 

Agencies 

No information was provided at the hearings con¬ 
tacted by the Rail Services Planning Office as reflected 
s their reports entit led “The Public Response to the 
Mreury of Transportation’s Rail Service Report’’. 

kfprmotion for Line Retention Decision 

trrw received by PC __ $8, 735 

revenue per carload __ $213 

TiriibJf (avoidable 1 cost of continued service : 

Oat Incurred on the branch line _ 37,5&> 

Cod of upgrading branch line to FRA Cias* 

I ( 1,10 of total upgrading cost) _ 1 _ 3 , 848 

0 <w incurred U yond the branch line _ 5 , 417 


Total variable (avoidable) cost _ 46. 847 

^contribution (lews) : total __ (38,112) 


per carload______ (930) 

Tliij line would require upgrading to meet the re- 
laments of the Federal Railroad Administration’s 
*^nmun safety standards (Class I track, which has a 
* Kmum operating sj>eed of 10 mph). Based on 
^salable information, this upgrading would include 
^placement of a total of 181 crossties (an average of 
«<n)88tiesper mile). 

^mlaory Recommendation 

h is r,ot recommended that t his portion of the K&la- 
* ^ nUl ^ ^ * n< ^ u ded i n the ConRai] System. 

Ration of this line would requin 4 a rail 
r^contmuation subsidy. Under 1973 traffic, reve¬ 
ls* 1 i ^ no generates an annual excess 

2 p burden amounting to $38,112 or $930 per car- 
i^4\, ° ^ ^ wou ^ approximately 

° ^ * ncrea6e ut traffic or a 437 percent rate 
^ov Prt he 1973 levels. 


PORTION OF THE KALAMAZOO BRANCH 
USRA Line No. 463d 


Penn Central 



This portion of the Kulamazoo Branch, formerly 
of the New \ork Central RR, extends from Lamar 
(Milepost 89.8) to Grand Rapid*, Mich . (Milepost 
94.5), a distance of 4.7 mile*, in Kent County, Mich. A 
continuation of this line extends southward from I*- 
mar; which is also under study in this Report. This 
line connects with the Waverly to Grand Rapids line 
of the Chesapeake & Ohio at Lamar. In addition, this 
line connects with the PC GR&I Branch and the PC 
line to Jackson at Grand Rapids; which are also under 
study in this Report. This line wuis described as poten¬ 
tially excess in the U.S. DOT Report (see Zone 163). 


Traffic and Operating Information 

Station* (with their 1973 carloads) served by this line: 

Wyoming - 12 3 

Wentworth _ 3 

Eagle Mill* .. ~ 40 


Total carloads generated by the line _ i<56 

Average carloads per week... ___ & 2 

Average carload* per mile _ 35.3 

Average carloads per train _ 3,2 

1973 operating information : 

Number of round trips per year ______ 50 

Estimated time per round trip (hour*) _ _ 2.0 

Locomotive horsepower _____ ^ 200 

Train crew size ___ 4 
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Informotion Provided by RSPO, Shipping, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided nt the hearings conducted by the Rail Sen ices 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report/’ 

Information for Line Retention Decision 

Revenue received by PC ---- $42,37r» 

Average revenue i>er ear load - $255 

Variable (avoidable) cost of continued serv¬ 
ice: 

Cost Incurred on the branch line - 47, 90S 

Coat of upgrading branch line* to FRA 

class I (1/10 of total ui*gradlng coat) . 0 

Cost Incurred beyond the branch line - 28, 404 

Total variable (avoidable! coat- 76,462 


Net contribution (loss); Total - (54,087) 

Average per carload ---.. -- (205) 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class l track, which has a 
maximum safe operating speed of 10 mph). 

Preliminary Recommendation 

It is not recommended that this portion of the Kala¬ 
mazoo branch be included in the Con Rail System. Con¬ 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
co9t levels, this line generates an annual excess financial 
burden amounting to $34,087 or $205 per carload. Re¬ 
covery of costs would require approximately a 240 per¬ 
cent increase in traffic or an 80 percent rate increase 
over the 1973 levels. 


CHICAGO, KALAMAZOO AND SAGINAW 
BRANCH 

USRA Line No. 464/465 
Penn Central 


D0STER 



The Chicago, Kalamazoo and Saginaw Rrtneh, 
formerly part of the New \ r ork Central RR, cxtmdt 
from Richland Junction (Milepost 30.0) to P/trch 
went (Milepost 42.3) and from Richland Junction I 
(Milepost 0.0) to Doster , Mich. (Milepost H.l), * toul 
distance of 144 miles, in Kalamazoo Countv, Mirh I 
igan. This line continues from Parchment to K&J 
a mu zoo where it connects with diverging lines; also I 
from Richland Junction to Richland. Penn Central I 
has filed a |>etition to abandon the CK&S Branch from 
Parchment to Richland Junction and from Poster to 
Richland, ICC Docket Number 26706. The ICC ap 
proved abandonment but then stayed their approvtl 
This line was not shown in the U.S. DOT Report (see 
Zone 151), 

Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Highland Park ... 9 

Richland __ _ ICO j 


Total carloads generated by the line ..— 

Average carloads per week ____ 

Average carloads per mile - 

Average carloads per train __— 

1973 operating Information : 

Number of round trip* per year ____ 

Estimated time per round trip (hours) - 

Locomotive horsepower --— 

Train crew size _ 

Information Provided by RSPO, Shippers, Government j 
Agencies 

Information provided at the hearings conducted by I 
the Rail Services Planning Office as reflected in their I 
reports entitled “The Public Response to the Secre-1 
tary of Transportation’s Rail Service Report i» 1 
catod that the Richland Farm Service Com pan) I 

erated 66 and 67 carloads of freight in I9f2 and l-'-il 
respectively. The Doeter Lumber Co. received M L ^J 
loads of lumber in 1973. The former complained o l**y 
rail . causing it to ship goods vis truckresmWB 

in higher shipping costs. The latter stated that tmj 
freight service is not economically feasible 
nature of their shipments. Testimony receiv* 
l>eo Filipowicz of the Richland I arm Son on _ j 
indicated that his firm shipped carload* m ^ 
and had service been adequate they xsovU 1,1 
more. He also noted the potential hazards to 
munity of shipping by t ruck. 
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Information for Line Retention Decision 

jkTTfiu** received by ^ - $56,480 

revenue per carload-..- - —- $372 

TirlnWe (avoidable) cost of continued 
serTlce: 

Incurred on the branch line _ 103, *M0 

Cost of upgrading branch line to FRA 
Hawt I: (1/10 of total upgrading cost). 0 

Cost incurred beyond the branch line - 36,977 


This portion of the GR&I Branch, formerly part of 
the Pennsylvania RR, extends from Kalamazoo (Mile¬ 
post 187.1) to PlaimccU, Michigan (MilejKxst 196.7), a 
distance of 9.6 mites, in Allegan and Kalamazoo Coun¬ 
ties, Michigan. The northern and southern extensions 
of this line and the PC Kalamazoo Branch, which 
crosses at Plain well, are also under study in this Re¬ 
port. This line was not described as potentially excess 
in the U.S. DOT Report (sec Zones 149 and 151). 


Total variable (avoidable) cost- 140,417 

X# contribution (loss); total.....—................ (83,937) 

Await* l*r carload- (552) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). 

Preliminary Recommendation 

It is not recommended that the Chicago, Kalamazoo 
tad Saginaw Branch 1 j© included in the ConRail Sys¬ 
tem Continued operation of this line would require a 
nil service continuation subsidy. Under 1973 traffic, 
menne and cost levels, this line generates an annual 
excess financial burden amounting to $83,937 or $552 
f*f carload. Recovery of costs would require approxi- 
mitely a four fold increase in traffic or a 150 percent 
nteincrease over the 1973 levels. 


PORTION OF GR&I BRANCH 
USRA Line No. 464a 


Penn Central 

PC Kalamazoo Brandi 
to Grand Rapids 

N | PC GR&I Brandi 

^ 1 4—to Grand Rapids 

V i 


PLAINWELL 




PORTION OF GR&I 
BRANCH. PC-♦ 


\ 


-9.6 miles 


KALAMAZOO(DOCK 
BLOCK LIMIT STATION) 
/ 

PC to Ooster 


PC to South Haven 

„ y 

V ^4—PC.oOo, 

a*c*to— — » l f 

Kalamazoo Jv * — 

J \ PC to Detroit 

? 

p C to Elkhart-4^ \4- C TW to Pavilion 


/ & 

GR.il Branch to Sasepi 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 


Plain well_2, 061 

Kalamazoo 1 __ 757 


Total carloads generated by the line _ 2,818 

Average carloads i>er week _____ 54.2 

Average carloads per mile ___ 293.5 

Average carloads per train ___ 9.4 

1973 operating information : 

Number of round trips per year _ 300 

Estimated time per round trip (hours) _ 3. 0 

Locomotive horsepower _____ 2,000 

Train crew gise _ 5 

1 Include* only traffic on segment. 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was 
provided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report.'’ 

Information for Line Retention Decision 


Revenue received by PC - $804,179 

Average revenue per carload _......_ $285 


Variable (avoidable) coat of continued 
service: 

Cost incurred on the branch line-170,151 

Cost of upgrading branch line to FRA 
Class I: (1/10 of total upgrading cost)— 0 

Cost Incurred beyond the branch line- 445,957 

Total variable (avoidable) cost- 616,108 

Net contribution (loss) : total-—- 188, 071 

Average per carload_ 67 

This line would require no upgrading to meet, the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph.) 

Recommendation 

It is recommended that this portion of the GR&I 
Branch be included in the ConRail System. 


555 






























9896 


PORTION OF CHICAGO-DETROIT MAIN LINE 
USRA Line No. 466 
Penn Central 


ciation of Railroad Passengers, reported that the Michi¬ 
gan Pure till of Urban and Mass Transportation is pi*, 
paring a master plan for future rail passenger service. 
Sir. I)elx>ra suggested that no abandonments should 
take place until the Bureau has completed its plan. 


PC to Grand Rapids p£ Qostcr 
PC to South H»ven ^ 

PORTION OF PC CHICAGO- \ \ / 

DETROIT LINE ^ \ Wgal amazoo 

-PC to 


"t KALAMAZOO ^ Detroit 

. 'OOWAGIAC \ (ASYLUM SWITCH) l\\ S N 

s' \ I " 

' \ 33.6 mile* J \ *• . 

I-—*1 V 10 

PC to Niles I ' ^ p avi |i 0n 

and Chicago PC to Elkhart ' 




This portion of the Chicago*Detroit Line, formerly 
part of the New York Central RR. extends from Kala¬ 
mazoo (Milepost 145.0), to Dowagiac* Mich. (Milepost 
178.6), a distance of .13.6 milos, in Kalamazoo, Van 
Buren, and Cass Counties, Mich. This line is part of the 
old Michigan Central Main Line between Chicago and 
Detroit. The line continues westward from Dowagiac to 
Niles (also under study in this report) and eastward 
from Kalamazoo to Detroit. Amtrak currently operates 
passenger sendee over this route. This line was not de¬ 
scribed as potentially excess in the U.S. DOT Rei>ort 
(sec Zones 149 and 151). 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Mat tn wan-—- 3 

Lawton__ 128 

Decatur--- 173 


Total carloads generated by the line--- 

Average carloads per week- 

Average carloads per mile-- 

Average carloads per train- 

1973 operating Information: 

Number of round trips per year--- 

Estimated time per round trip (hours)- 

IxK'oniotive horsepower_ 

Train crew rise_ 


304 

5.8 

9.0 

1.3 


240 

4 

2,000 

4 


Information for Line Retention Decision 


Revenue received by PO ---$102,444 

Average revenue per carload -—-— $337 


Variable (avoidable) coat of continued 
service: 

Ooat Incurred on the branch line-205,029 

Cost of upgrading branch line to FRA 

Class I: (1/10 of total upgrading coat). 0 

Coat Incurred beyond the brunch line- 44,514 

Total variable (avoidable) cost-—- 310,143 

Net contribution (loss): total-—-(207.000) 

Average per carload-—- (073) 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which his 
a maximum safe operating speed of 10 mph). USRA 
staff have “discussed' 1 with both the State of Michigan 
and Amtrak the options available for preserving inter¬ 
city passenger routes should a few routes no longer 
justify continued freight service. At the present time, 
this line segment is used as part- of the through route 
for Chicago-Detroit trains and Chicago-Port Huron 
trains. It has been suggested in previous meetings that 
both the State of Michigan and Amtrak will be evalu¬ 
ating this route so that a decision can lx? made at a 
date on whether or not either party will wish to desig 
nate this line to be purchased, leased or otherwise ac¬ 
quired in their account. 

Preliminary Recommendation 

It is not recommended that this portion of the Phi 
rago-Detroit Line be included in the Con hail Systctn- 
Continued operation of this line would require a rai 
service continuation subsidy. Under 1973 traffic, re\en 
and cost levels, this line generates an annuaj 
nancial burden amounting to $207,699 or 
load. Recovery of costs would require tpproxim . 
a four-fold increase in traffic or a 200 -percent ra «- 
crease over the 1973 levels. 


Information Provided by RSPO, Shippers, Government 
Agencies 


TRAVERSE CITY SECONDARY TRACK 


Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated 
there was a good deal of general public comment on the 
need for more and improved intercity passenger serv¬ 
ice. John Del»ra t Chairman of the Michigan Asso- 


USRA Line No. 470 
Penn Central 

Traverse City Secondary Track. f ° r "'\ ‘j unr . 

Pennsylvania RK, extends from 1 wj| e no4 
Milepost 0.0) to Traverse City, ***• (M ^ 
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a distance of 25 Jj miles, in Grand Traverse 
County. Mich. This line connects with the GRAI 
branch of the PC at Walton Junction. The GRAI 
branch extending north and south of Wnlton Junction 
is also under study in this Report. At Traverse City 
C&O to Northport 


CAO to Manistee J 


y 4—C&O to Pctoskey 
'TRAVERSE CITY 



25.5 miles / 

/4—PC to Mackinaw City 
/ GR & I Branch 

PC TRAVERSE CITY X / 

SECONDARY TRACK 

'WALTON 

PC GR A I Brandi—»/ JUNCTI0N 

• to Grand Rapids / 


the line connects with the CAO lines to Northport, 
Petoskey und Manistee. Tile Penn Central has filed a 
petition to abandon this line, ICC Docket No. AB-5, 
Sub. +8. This line was described as potentially excess 
m the I'.S. DOT Report (see Zone 165). 


Troffic and Operating Information 


•‘■Utica* (with their 1073 carloads) served by this line. - 

fimnmit City_ , ,, _ , . 0 

Kktfrtey_ 12 

MitfWd _ i 

Tutmbp city_ KM 


Total carloadx generated by the line_ 179 

car!ondx per week_ 3.4 

ATer ®** «rloatlx per mile_ 7.0 

Arrfa <* carload* per train_ 2,0 

^operating information: 

jailer of round trip* per year___ 90 

flatted time per round trip (hour*)___ 8 

k*** w rtl T * horsepower__ 2,000 

^ crew size_ _ _ # a 


'"iormolion Provided by RSPO, Shippers, Government 

Agencies 

provided at the hearings conducted by 
Sendees Planning Office as reflected in their 
entitled ‘The Public Response to the Secretary 
Rations Rail Service Report," Information 
^ • ; ^ ia * Kingsley, located 7 miles from 

11 * n Pining a 40 acre industrial park, 

ir! ^ Building Supply Co, estimated 52 

l^t ™ And projected 52 carloads. Brown 
trijp f ° mated 14 carloads in 1973. Cherry Cen- 

e8tunate< ^ 29 carloads in 1973 (none of these 
Foam)USRA patron list). Michigan 
lfrfy p llpply < wap metal) estimated 48 carloads in 
of Traverse City Chamber of 
>,earin ^ in City stated the 

% *** f :y’ ! rnu " or ^ 8 u* in the process of building 
111 J in the Airport Industrial Park and use 


15 cars per month, estimating an increase of 10% in 
2 years. He also stated that Traverse City Industrial 
Fund has purchased 160 acres in the Gawn area to be 
developed as an industrial park and are in need of rail 
service. He states a freeway network in northwest 
Michigan will not be completed until 1980 and the 
2-lane highway system now in the area is inadequate 
to handle any additional traffic. 

Information for Line Retention Decision 

Revenue received by PC_ $66, 539 

Average revenue per carload_ $372 

Variable (avoidable) coat of continued 
service: 

Coat incurred on the branch line_214,672 

Coat of upgrading branch line to FRA 
Claaa I: (1/10 of total upgrading 

coat)- 30.256 

Coat Incurred beyond the branch Une_ 42,650 

Total Variable (avoidable) coat_ 296,587 

Net contribution (loss): total_ (230,048) 

Average per carload_ (1,285) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 7,000 crossties (an average of 
275 crossties per mile). 

The reported potential traffic is completely inade¬ 
quate to offset the loss generated by this line. 

Preliminary Recommendation 

It is not recommended that the Traverse City Sec¬ 
ondary Track be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $230,587 or $1,285 per carload. 
Recovery of costs would require approximately a ten¬ 
fold increase in traffic or a 340 percent rate increase 
over the 1973 levels. 

MUSKEGON SECONDARY TRACK 
USRA Une No. 472 
Penn Central 

The Muskegon Secondary Track, formerly part of 
the Pennsylvania RR, extends from Futhr (Milepost 
2.8) to Mv*k<gon^ Mich* (Milepost 39.2), a distance of 
384 mitar, in Muskegon, Ottawa and Kent Counties, 
Mich. This line uses Grand Trunk Western Ry track 
age from Fuller to Walker (Milepost 10.0) and Penn 
Central trackage (over which Grand Trunk Western 
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Ry. has trackage rights) from Walker to Musgekon. 
At Kinney, Grand Trunk Western’s branch to Grand 


C40 to Hi/I 

MUSKEGON 

Muskegon 
Heights 

CAO to Holland 


GTN to Muskegon 
.k 


CAO to Ludtngtoci 1 



r 

36.4 miles 


FULLER 

• # K* 

CTW to Grand Haven 

MUSKEGON / 

SECONDARY TRACK. PC pc Qngtd Rapids 


/ 

/* 

*J PC to Hackman City 

GTW to Durand 

s., k' 

: . 

• f CAO to Grand Rapids 


Haven diverges. At Muskegon, C&O's lines to Ilart and 
Holland connect as does a Penn Central industrial line 
to Muskegon Heights, also under study in this Report. 
This line was descried as potentially excess in the 
U.S. DOT Report (see Zones 163 and 164). 

TroflRc and Operating Information 

Station* (with their 1973 carload*) .served by this line: 

Grand Rapids*——-——— ^ 

Conklin -—- ^ 




Total airloads aeuerated by the line-- 732 

Average carloads per week--- M. 1 

Average carloads per mile- 25.1 

Average carload* per train——--- 4.9 

1973 operating Information: 

Number of round tri|w< per year----- 150 

Estimated time per round trip (hours)- 6.0 

Locomotive horsepower.---- 1,750 

Train crew xiie- 4 

1 Include* only truffle on segment. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportations Rail Service Report” indicated 
that the Dykistra Elevator Company and the Bruns¬ 
wick Corporation stressed their reliance on rail sendee 
and they criticized the present inadequate service. The 
former linn is served only once a week by the PC and 
this causes delays in their shipments. Consequently, the 
firm has decreased its rail use. Dykistra estimates that 
its rail usage would expand if sendee was increased. 
The latter firm continues to use the track even though 
sendee over the line is inadequate. Part of the inade¬ 
quate service is attributable to .the poor condition of 
the track. Still, Brunswick Corporation ships via this 
line Krause other shipping alternatives would entail 


significant cost increases and transit time increases. The 
firm also voiced opposition to the curtailment of the 
Grand Trunk Western’s car-ferry service between Mil¬ 
waukee and Muskegon. The Industrial Expansion Com¬ 
mission in Muskegon testified that eleven firms 
presently using the line are planning to expand neces¬ 
sitating increased rail service. 

Information for Line Retention Decision 


Revenue received by PC-$244,024 

Average revenue per carload_ 1333 


Variable (avoidable) coat of continued 
service: 

Coat Incurred on the branch line - 265,900 

Coat of upgrading branch line to FRA 

Class I : (1/10of total upgrading coat). 0 

Coat incurred beyond the branch line -126,953 

Total variable (avoidable) coat -- 392,853 


Net contribution (loss) : total_4146.629) 

Average per carload- (203) 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which haa» 
maximum safe operat ing speed of 10 m.p.h.). 

Preliminary Recommendation 

It is not recommended that the Muskegon Secondary 
Track be included in the ConRail System. ('ontinned 
oj>eration of this line would require a rail service con* 
tinuation subsidy. Under 1973 traffic, revenue and co?t 
levels, this line generates an annual excess financial 
burden amounting to $148,829 or $203 |#r carload. 
Recovery of costs would require approximately a 1-^ 
percent increase in traffic or a 60 percent rate increase 
over the 1973 levels. 


MUSKEGON HEIGHTS SIDING 
USRA Line No. 472a 


Penn Central 

C&0 to Hart 


^7 GTW to Muskegon 

Muskegon / . / PC » Grand Rip:ds 

X **. (GTW has Track*!* P'* hul 
1.3 miles ^ ^ 

CiO to Chicago ^ _ 

• Miiciremu PC*U$ - 


The Muskegon Heights Siding, fonmi } f , \filepos* 
Pennsylvania RR, extends from Mv'k'Vf"' jj, , 
0.0 to .1 t'ukrgon Hright*. Mu'-h. I * **' . , this 
distance of 1J ntilf*. in Muskegon CowO), 
line is a short spur off the Penn ( , n '' 11 ' 
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Secondly Track which runs to Grand Rapids. (The 
M^egon secondary track is also under study in this 
Report,) The Muskegon Heights Siding connects with 
tlie CAO. This line was not described as potentially 
uci^ in the U.S. IX)T Report (see Zone 164). 

Twfflc and Operating Information 

ftitinn* (with their 1973 carloads) aerved by this line: 
Moakegoa Heights- e - 387 

Total carloads generated by the line___ 387 

lrrrip* carloads per week-- 7 

carloads per mile- 298 

Amts* carloads per train- 3 

C973 canning Information: 

Number of round trips per year_ 150 

Estimated time per round trip (hoars)_ 2 

Locomotive Horsepower_ 1,750 

Train crew size-----_- 4 

Inlormotion Provided by RSPO, Shippers, Government 

Agencies 

No information concerning this line was provided 
dthc hearings conducted by the Hail Services Plan¬ 
ning Office as reflected in their reports entitled “The 
Public Response to the Secretary of Transportation’s 
1U0 Service Report*” 

Inlormotion for Lino Retention Decision 


received by VC _ $133,311 

revenue per carload _ $344 


'ulihlr (avoidable) cost of continued aerv- 

k»: 

1 incurred on the brunch line__ 32, 786 

r «t of upgrading branch line to FRA Clnaa 

h (Ho of total iij( grading cost)_5.849 

(o * beyond the branch Une_ 85, 581 


total vnriaIdo (avoidable) coat___ 124,216 


^ ^tribalJon <la») : total_ 0,095 

I'rr carload... . ■■■■■■■.■■ , * 24 


line would require upgrading to meet the re- 
IwiRnents of the Federal Railroad Administration’s 
^tuoum safety standards (Class I track* which has 
^uitimni safe operating speed of 10 m.p.h.). Based 
^ - ailahle information, this upgrading would include 
^I'Wment of a total of 500 croesties (an average of 

A]tT^ iw ^ rm *k)’ 

this line generates a net. contribution, it is 
of 4 s c ^ 472 which generated a loss 

r *., i f* contribution from this line dot's not 
U * l °* on segment 472. 

^°^ornmandoflon 

r U(i '' n ' 4, °nimended that the Muskegon Heights 
r included in the Con Rail System. 


PORTION OF ELKHART BRANCH 
USRA Line No. 473 
Penn Central 

Tliis portion of the Elkhart Branch, formerly part 
of the New York Central RR, extends from Ilaires 



(Milepost 4.0) to Three Rivers Junction (Milepost 
09.9), a distance of 65J? mi7?g, in Jackson, Branch, St. 
Joseph and Calhoun Counties, Mich. A continuation of 
this line extends northward from Haines to Jackson and 
southward from Three Rivers Junction to Elkhart. This 
line connects with tlie PC Kalamazoo Branch at Three 
Rivers Junction, also under study in this Report. At 
Wasepi, this line connects with the GR&I Branch of 
the Penn Central which is also under study in this 
report. This line was described as jotentially excess in 
the U.S. DOT Report (see Zones 150 and 152). 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their re- 
|>orts entitled “The Public Response to the Secretary of 
Transportation's Rail Service Report” indicated that 
the Homer Fertilizer and Feed Company, which has a 
capital investment of $250,000 is concerned about the 
increased cost of moving fertilizer by truck. Further, 
Homer Fertilizer reported that it would have shipped 
more goods had additional cars been available. Joers 
Farm Center, also reported that rail cars were unavail¬ 
able. The Calhoun County Metropolitan Planning 
Commission is worried about the effects of abandon¬ 
ment, especially in regard to potential unemployment 
and retardation of community growth. Tlie Commis¬ 
sion also noted that Calhoun County has been classified 
as an economically depressed area by tlie Economic De¬ 
velopment Administration. 

Paul Treska, of the United Transportation Union, 
feels that, abandonment of this line is unwarranted since 
hundreds of thousands of dollars have been spent reha¬ 
bilitating the track over the last decade. 
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Information for Line Retention Decision 

This line is required for through freight service, 
therefore local rail service will be provided to all 
shippers located on the line. 

Recommendation 

It is recommended that the Elkhart Branch be in¬ 
cluded in the ConRail System. 

PORTION OF NORTHERN BRANCH 

USRA Line No. 530a 

Penn Central 

| PC to Jackson 

1 CEMENT CITY 
16.4 miles 

^ NORTHERN BRANCH 
PORTION OF PC 

l ‘ PC to Bryan 

I 

This portion of the Northern Branch, formerly part 
of the New York Central RR, extends from Cement 
City (Milepost 13.5) to Hudson , Mich. (Milepost 29.9), 
a distance of 164 miles , in Lenawee County, Mich. This 
line continues northward to Jackson and southward to 
Van Wert. Both are also under study in this Report. 
Penn Central has filed a petition to abandon this line, 
USRA Docket No. 75-33. This line was described as 
potentially excess in the U.S. DOT Report (see Zone 
150). 

Traffic and Operating Information 

Station* (with their 1973 carloads) nerved by thla line: 

Cement City- 10 

AddlBon Junction- 1 

Maniton Beach_ 2 

Total carloads generated by the line__—.- 13 

Average carloads per week-- 0. 3 

Average carload* per mile- 0. 8 

Average carloads per train...----- 0.5 

1973 operating information: 

Number of round trip* per year- 26 

Estimated time per round trip (hoars)-- 1.5 

Locomotive horsepower_._—---1, 750 

Train crew gi*e_.....— --— 5 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this lino was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 


“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” 

Information for Line Retention Decision 


Revenue received by PC- $ 5 , $2 

Average revenue per carload- $438 

Variable (avoidable) cost of continued 
service; 

Coat incurred on the branch line_ 106,786 


• Coat of upgrading branch line to FRA 

Class I: ( 1/10 of total upgrading cost) 13, S67 

Coat incurred beyond the branch line- 3,025 

Total variable (avoidable) cost___ 123078 

Net contribution (loss): total._ f 117.086) 

Average per carload_ (9,0761 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class 1 track, which has 
a maximum safe operating speed of 10 m.p.h.). Baaed 
on available information, this upgrading would include 
the replacement of a total of 1,770 crossties (an average 
of 108 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the North¬ 
ern Branch be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail serv¬ 
ice continuation subsidy. Under 1973 traffic, revenue 
and cost levels, this line generates an annual excess fi¬ 
nancial burden amounting to $117,986 to $9,076 per car¬ 
load. Recovery of costa would require approximately a 
44-fold increase in traffic or a 2,070 percent rate in¬ 
crease over the 1973 levels. 


BENTON SECONDARY TRACK 
USRA Line No. 635 
Penn Central 

C&O to Gr»nd ft«p<ds 

V/ 

BENTON HARBOR /* PC BENTON 

SECONDARY TRACK 


A V A 

C&O to Chicago / 


PC to Chicago 



/ PC to Octroi 

NILES 


PC to South BcnJ 


The Benton Secondary Track, former) !’ ^ 

New York Central RR, extends from Btmi. 
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i Milepost 0.0) to A'iZe*, Mirk, (Milepost 38.0), a dis- 
tuire of tSD miles, in Berrien County, Midi. This 
line connects at Niles with Penn Central's South Bend 
Stfondan Track and the Chicago-Detroit line l>oth of 
which arc also under study in this Report. At Benton 
Harbor, connection .is made with the OSOIb Chicago 
Cinnd Rapids line. This line was not described as po¬ 
tentially excess in the U.S. DOT Report (see Zone 149). 

Traffic and Operating Information 


Stilton* «witli their 1D73 carloads) served by this line : 

Bmtoo Harbor- 225 

St. Joiepti_ 904 

Eiu Clairi' —-- 237 

Berrien Outre___ 12 


ToUl carloads generated by the line _ 2,167 

Awijr* carload* jier week ____ 41.7 

Awru* carloads per mile _ 77.4 

Amur carload* per train _ 8. 7 

Uftoptrating information: 

Number of round trips per year _ 250 

EWlmatcd time |)er round trip (hour*) _____ 0 

UiwmortTe horsepower...._ 2.000 

Tnln crew _ _ _ . .. 5 

'brlvdr** noly traffic on «ejrm*Dt. 


Information Provided by RSPO, Shippers, Government 

Agoncies 

Information provided at the hearings conducted by 
: * Hail Services Planning Office a.s reflected in their 
'’■portaentitled “The'Public Response to the Secretary 
"1 Transportation's Kail Service Report” indicated 
’’at Michigan Consolidated Gas reported it will receive 
-f"carloads of 11 ' inch steel at St. .Joseph this year. 

Wcnnotion for Line Retention Decision 

fcrwiu, received b y PC- 1755.975 

rfvtnuc per carload_ $349 

***** (amidable) coat of 
c °otlntK‘d service: 

iactffied .«u the branch line_ 331. 80S 

"f upgrading branch line to KRA 
a **«: (1/10 of total 

- 33.860 

»c«rrwl beyond the branch line_ 356,100 

^**1 variable I avoidable) oo«t__ 721,588 

Moms) : total--- 34,407 

> *' m w °uld require upgrading to meet the re- 
«nts of the Federal Railroad Administration's 
Sai] tIU ' ! " aifc *y standards (Class I track, which has a 
°P Pra, ing speed of 10 m.p.h.). Rased on 
/ ln ^ onnil, ' on « this upgrading would include 
I .iieiit of a total of 2,000 crossties (an average 
*‘ T **m*tiesper mile). 


Recommendotion 

It is recommended that the Benton Secondary Track 
l»e included in the ConRuil System. 

PORTION OF LINCOLN BRANCH 

USRA Line No. 636 

Penn Central 


DETROIT 

HAW to Fort Wayne 134 g 

\ y*!j 


0TAI to Dearborn 


Coohdgo 


CARLETON: 


1 




Lincoln Yard 


PORTION OF LINCOLN 

BRANCH. PC ; PORTION OF LINCOLN 

,_ , . Pwforrf*’^ BRANCH. PC 

CA0 to Saginaw 

V: 


•4'Detroit Toledo A 
• I ronton RR 
to Flat Rock 


20.S miles 


• CA0 to Toledo 

(PC has Trackage Rights) 
0TAI to Springfield, Ohio 


This portion of the Lincoln Branch, formerly part 
of the Pennsylvania RR, extends from Carleton (Mile- 
post 116.3) to Detroit , Mich. (Milepost 136.8), a dis¬ 
tance of 20/j miles , in Monroe and Wayne Counties, 
Mich. This line formed part of the old Pennsylvania 
RR route from Toledo, Ohio to Detroit. South of 
Carleton, PC (ex-PRR) has trackage rights over the 
CAO Ry. This trackage rights agreement is also under 
study in this Rej>ort. At Carleton, and Penford (Mile¬ 
post 129.4) the Detroit, Toledo & Ironton RR crosses 
and at Coolidge (Milepost 135.6) the NAW connects. 
This line was not described as potentially excess in the 
U.S. DOT Report (See Zones 113 and 155). 


Traffic and Operating Information 

Station* (with their 1973 carload*) served by this line: 

Brown*town __ 7,018 

Allen Park__ 1 

Lincoln Park____—- 711 

Mel viu dale..— 14,380 


Total carloads generated by the line- 23,959 

Average carloads per week_ 401 

Average carloads per mile---1,168. 7 

Average carloads per train- 79.9 

1973 operating Information: 

Number of round trips per year- 300 

Estimated time per round trip (hours)-—- 10 

Locomotive horsepow er_- 1. 500 

Train crew size- 4 
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Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line provided 
at the hearings conducted by the Rail Services Plan¬ 
ning Office as reflected in their reports entitled “The 
Public Response to the Secretary of Transportation’s 
Rail Service Report.” 

Information for Lino Retention Decision 

Revenue received by PC_$7,631. 314 

Average revenue per carload____ $319 

Variable (avoidable) coat of continued 
servlet*: 

Cost Incurred on the branch line.—— 1,098,069 


Cost of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

cost)-- 0 

Coat incurred beyond the branch line— 4, 661, 847 

Total variable (avoidable) coat- 6,600,516 


and the PC Benton and South Bend Secondary Tracks 
which intersect at Niles, arc also under study in this Re> 
port. This line was not described as potentially waaa 
in the U.S. DOT Report (sec zone 149). 

Traffic and Operating Information 


Station* (with their 1973 carloads) served by this line: 

Buchanan 1 _-— 102 

Niles 1 _ W1 

Total carloads generated by the line.. .. 743 

Average carload* per week - 14.3 

Average carloads per mile- —- 35.0 

Average carload* per train - 3L1 

1973 operation information: 

Number of round trips per year -— 240 

Estimated time per round trip (hours) - 4.0 

Locomotive horsepower -- 2.000 

Train crew Mae - 0 

1 In clod** only traffic on aegment 


Net contribution (loss): total-1-—— 1,970, 798 

Average per carload- 82 

This line would require, no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 mph). 

Recommendation 

It is recommended that this portion of the Lincoln 
Branch be included in the ConRail System. 


PORTION OF CHICAGO-DETROIT LINE 
U5RA Line No. 680 
Penn Central 


PC Benton 
Secondary Track 



PORTION OF CHICAGO- 
DETROIT LINE. PC 


BUCHANAN 


PC South Bend 
Secondary Track 


This portion of the Chicago-Detroit line, formerly 
part of the New York Central RR, extends from Do - 
wagiac (Milepost 178.6) to Buchanan, Mich . (Milepost 
199.5), a distance of tOS mile*) in Cass and Berrien 
Counties, Mich. The eastern and western extensions of 
this line to Kalamazoo and Michigan City respectively. 


Information Provided by RSPO, Shipping, Governmtnf 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report” 


Information for Line Retention Decision 

Revenue received by PC-—-$252,649 

Average revenue per carload- $^ 

Variable (avoidable) coet of continued 
service: 

Coat incurred on the branch line- 208,962 

Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading coat) 

Coat incurred beyond the branch line— 100,887 

«V\A 

Total variable (avoidable) coat—-- 

_ (57. l»l 

Net contribution (lorn): Total---* 

Average per carload_-—-—- 1 

This line would require no upgrading to meet the re 
quirements of the Federal Railroad Admin utraoo ^ 
minimum safety standards (Class I track, "hu 
maximum safe operating speed of 10 mph). 


reliminary Recommendation 

It is not recommended that this portion ofthe^ 

»go to Detroit line lie included in the 0 f 

veept for that traffic at Niles which a 
tie 637. Continued operation of this hnc 
rail service continuation subsidy. Cn er ' ‘ 

?>vonue and cost levels, this line generates- an 
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as financial burden amounting to $57,190 or $77 per 
arload. Recovery of costs would require approximately 
t 38 percent increase in traffic or a 23 jx'rcent rate 
increase over the 1973 levels. 

MACKINAW BRANCH 
USRA Line No. 688 
Penn Central 


PC to Saginaw 
GTW to Catevilla 

' l..****’ PORTION OF 

‘oxford MACKINAW BRANCH. PC 

GTW to Port Huron 

S.♦" 

CTN to Pontiac ..•*\Rochest.r 



\ PC to Detroit 

\ 


This portion of the Mackinaw Branch, formerly part 
of the New York Central RR, extends from Utica 
(Milepost 20.7) to Oxford , Mick. (Milepost 43.6), a 
4oa*nce of 223 miles, in Oakland and Macomb Coun¬ 
ties, Mich. This line’s northern extension to Lapeer 
Junction and Saginaw is also understudy in this Re¬ 
port. Southward from Utica, the line continues into 
Detroit It intersects two Grand Trunk Western Lines— 
•he line from Pontiac to Caseville at Oxford and the 
Pontiac to Port Huron Line at Rochester. This line was 
M described as potentially excess in the U.S. DOT 
kport (see Zone 155). 


Tr o(fc and Operating Information 

^catU'a* (with their 1973 carloads) served by this line: 

welwter ___ , l6 

Orion_._ _ _ 29 

-__ 10 3 


ToUl carloads generated by the Une_ 168 

.***** carload* per week_ S. 2 

<*r\o%ds per mile_ 7 .3 

l * u * carloads per train_ & 4 

operating Information: 

° f r ° und Per year__ 50 

time per round trip (hours)_ 8 

oeiotiv* horsepower- 2 . 000 

^cmraiae,... 4 

'"X::Jr' td%d by RSPO ' Shipp,r *' Go**nim«nt 

^nfortuation provided at the hearings conducted by 
^ U1 Planning Office as reflected in their 

entitled “The Public Response to the Secretary 
portation’s Rail Service Report” indicated that 


Church Lumber Company generated 44 carloads in 1973 
from Oxford and 238 carloads in 1973 from their Utica 
plant. This company receives 95% of its shipments from 
British Columbia and elimination of rail service would 
close their Oxford lumber yard. 

Information for Line Retention Decision 


Revenue received by PC_$ 33 ,019 

Average revenue per carload_ $197 

Variable (avoidable) coat of continued 
service: 

Coat incurred on the branch Une_ 178,814 

Coat of upgrading branch line to KRA 

Class I (1/10 of total upgrading coat)_ 0 

Coat incurred beyond the branch line_ 20. 001 


Total variable (avoidable) coat_ 207. 405 


Net contribution (loaa): total__ (174.886) 

Average per carload- (1,038) 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). 

Preliminary Recommendation 

It is not recommended that this portion of the Macki¬ 
naw Branch be included in the ConRail System* Con¬ 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $174,386 or $1,038 per carload. 
Recovery' of costs would require approximately a forty- 
four-fold increase in traffic or a 527 percent rate in¬ 
crease over the 1973 levels. 

PORTION OF THE WHITE PIGEON JUNCTION- 
HILLSDALE BRANCH 

USRA Line No. 692a/639a 

Penn Central 


1 Map not available) 


This portion of the Penn Central, formerly part of 
the New York Central RR, extends from Uilhdole 
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(Milepost 360.6) to White Pigeon Jet. (Milepost 4 19.0), 
a distance of oSJ^ milet, in St. Joseph, Branch, and 
Hillsdale Counties, Mich. This line was not described as 
potentially excess in the U.S. DOT Report (sec Zone 
150). 

Traffic and Operating Information 

Station* (with their 1973 carloads) served by thle line: 


Hillsdale_ 6 * 087 

Joneaville - ^ 

Cold water- 

Burr Oak- 44 


Total carloads generated by the line - 8,211 


Average carloads per week--- 9 

Average carloads per mile- -— 140* 6 

Average carloads per train--- 27*4 

1073 operating Information: 

N urn Iter of round trip* per year- 300 

Estimated time per round trip (hours)- 15.0 

Locomotive horsepower- h 500 

Train crew size_—-—- 5 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Sendees Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report” indicates that 
Coldwater Public Utilities generated 582 carloads of 
coal traffic in 1973. The City Manager of Coldwater 
cited this line as an area for future population growth. 
The Coldwater Chamber of Commerce reported that 
the area is the fastest growing industrial area in south 
central Michigan, with nine Anns having bought land 
during 1973 in a 500 acre industrial park. 

Information for Line Retention Decision 


Revenue received by PC_-__ $2, 026, 473 

Average revenue per carload—- $247 


Variable (avoidable) coat of continued 
service: 

Cost Incurred on the branch line- 814, 829 

Cost of upgrading branch line to FRA 
Class 1: (1/10 of total upgrading 

cost)_-_-_- 0 

Cost Incurred beyond the branch 
line_1_ 1,670,086 

Total variable (avoidable) cost,. 2.434,914 


Net contribution (losa) : total_ (408,441) 

Average per carload- (50) 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). 


Preliminary Recommendation 

It is not recommended that the White Pigeon Junc¬ 
tion to Hillsdale Line be included in the Con Rail Sys¬ 
tem. Continued operation of this line would requite t 
rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual ex¬ 
cess financial burden amounting to $408,441 or $50 per 
carload. Recovery of costs would require appn».\unately 
a 100 percent increase in traffic or a 20 percent rate in¬ 
crease over the 1973 levels. 

D&M TRACKAGE RIGHTS 
USRA Line No. 698 
Penn Central 


< Map not available) 


This portion of the Detroit and Mackimu Railway is 
located in Cheboygan* in Cheboygan County, Midi. This 
line was not described as potentially excess in the l > 
DOT Report (sec Zone 165). 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entity 
“The Public Response to the Secretary of I mnsporta 
tioifs Rail Service Report.” 

Information for Line Retention Decision 

Continued ConRail trackage rights over this line are 
not recommended. 

PORTION OF TOLEDO-TO-FRANKFORT LINE 
USRA line No. 1300 
Ann Arbor 

This portion of the Toledo- Frankfort 

from Dundee (Milepost 22.8), to Om**o, M*** ^ 
post 106.0) a distance of 83£ mile*, in Monroe* ^ 
naw, Livingston and Shiaw f assee Counties. ^ 
study segment connects with the Penn < * Tlt !t 
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Itanoit line at Ann Arbor, the Saginaw Branch 
itOwosso, and the Ida Branch at Federaian. The Sagi- 
M w branch and the Ida Brunch are also under study 


PC Saginaw Brandi 

AA to Frankfort ^ / 

/ 

GTW to - 

Grind Rapids - 

_ . '- j? 


GTW Chicago 
to Port Huron 

owosso 

** GTW to Detroit 


PC to Lansing-*/ Durand^J.^ 

GTW to Chicago 1 CAO to Detroit 

CAO to Grand Rapids V ^ 

^•.| Annpere 

GTW to Jackson 

. 

PORTION OF TOLEDO 
FRANKFORT LINE- 

PC to Chicago 


R? Miles 


GTW to Pontiac 
Whitmore Lake 


^ /.Ann Arbor 

PC to Detroit 
1 Pittsfield 


-t 

N&W to Fort Wayne 


N*W to Detroit 

|Milan 

DUNDEE 
|f- AA to Toledo 


m this report. The Grand Trunk Western crosses 
u Ovro^o, Durand and Lakeland; the Norfolk & 
Western crosses at Milan, and the Chesapeake & Ohio 
at Howell. The portions of this line north of 
Whitmore Like and south of Pittsfield were described 
potentially excess in the l\S, DOT Report (see Zones 
UMWand 160 ). 


hoffi< ond Operating Information 

4fl t^ith their 1973 carload*) nerved by thin 
Iter: 

Milan____ 

fnmift .. 

Wttafleld . ~ 

Saline_™.L™. 

‘tkJ Arbor_ ZI_IIZI 

^hitBHire lake__ 

Mamtitir^ ,_ 

Ann|^ ni .. 

HoweU 

6wk (irote _ i 

ftfotali 

B Jron___ 

Durand_ 

'Vruon__ 

L'^roiitui_ 

kttoj?* 1 * Rvnernted by the line. 

far,na0 ' 1 l *' r ww?k __ 

£?***“* l*r mile___I 

* Ctr,0ad *' 1 per train... 


116 

1 

32 

3.806 

1.363 

1.227 

2 

5 

340 

16 

87 

13 

2 

218 

112 

7.339 
141.1 
88.2 
2*2 
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1973 operating information: 

N urn tier of round trips per year___ 260 

Estimated time per trip (hours)___ 12,0 

Locomotive horsepower_______ 2 r 500 

Train crew siie.__.______ 3 

Information Provided by RSPO, Shippers, Government 
Agencies 


Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their re¬ 
ports entitled “The Public Response to the Secretary’ of 
Transportations Rail Service Report" indicated that 
Ford Motor Co. at Saline shipped 4,000 carloads of 
autos in 19(3. Lx>tt Elevator indicated a great- reliance 
on mil sendee. 

Information for Line Retention Decision 

Revenue received by A A_ $921,400 

Average revenue per carload_ $125 

Variable (avoidable) cost of continued 
service: 

Coat incurred ou the branch line_1.105.160 

Cost of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

cost) - 0 

Cost Incurred beyond the branch line.. 432, 639 


Total variable (avoidable) cost_ 1.537,799 

Net contribution (loss): total_ (616.399) 

Average tier carload___, K 4 ) 

This line would require no upgrading to meet re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). 

Preliminary Recommendation 

It is iwt recommended that this portion of the Toledo- 
to-Frankfort Line be included in the ConRail System. 
Continued operation of this line would require a rail 
service continuation subsidy. Under 1973 traffic revenue 
and cost levels, this line generates an annual excess finan¬ 
cial bufden amounting to 610,399 or $84 per carload. 
Recovery of costs would require approximately a 125- 
per cent increase in traffic or a 65-percent rate increase 
over the 1973 levels. 

PORTION OF TOLEDO-FRANKFORT LINE 
USRA Line No. 1301 
Ann Arbor 

This portion of the Ann Arbor Railroad extends from 
Owo&so (Milepost 106.0) to Thompeonville, Mich. 
(Milepost 270.3), a distance of 10^.5 mile a, in Shiaw'as* 
see, Clinton, Gratiot, Isabollu, (’lare, Missaukee, Wex¬ 
ford, Manistee, and Benzie Counties, Mich. The 
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Ann Arbor linr continues north to Frankfort and south 
to Toledo with both extensions also under study in this 
Report. This line connects with two Penn Central lines, 

AA to Frankfort 


\/ 

\ .4 PctoUtr 

THOMPSON VILLE^'^. * 


I 


CAO to :^PC to *K*iaa» City 

> oto aha* ' 


CIO to Horn i tee 

PC to Grand — 
Rapids 


OF TOLEDO- 
FRANK FORT LINE. AA 

to Saginaw 


V' 

• ** Cadillac 

/\ \ y PORTION 
/ Y FRANKFO 

►/ \ CAO u 

\\.i- 

rty? 

\ 

\ 

'.. - 7 ^ 

"**’<>» \ A 

>.-V~ 


CIO to Ludmgton 

Mount PlMaant 

CAO to Grand Raptdi 

"a •„ 


CAO to CoJomao 


ZrVK 


\CAO to Satina* 

GTN to Groonvtllt \ \ 

^.^A«M«r; 

A 

GT*» to Grand Rapids \ / * PC to S«s»oa« 
ONOSSO 


PC to Jackson 


/ 


- GTW to Durand 
(AA has Tracks** Rtgfcta) 


the .Saginaw Branch at Owosso and the GR&I Branch 
at Cadillac, both of which are also under study. The 
Grand Trunk Western operates over the Aim Arbor 
between Owosso and Ashley where it regains its own 
trackage for movement to/from Greenville. The GTW 
utilizes its own trackage from Owosso to Durand. Con¬ 
nections are made with the Chesapeake and Ohio at 
Alma (the Lakcview-to-Saginaw line), Mt. Pleasant 
(the Branch from Mt. Pleasant to Coleman), Clare 
(the Saginaw-Ludiiigton line), and Thom peon vi lie 
(where the Petoskey-Grand Rapids line crosses). This 
line was described as potentially excess in the U.S. DOT 
Report (see Zones 160,161,162and 165). 


Traffic and Operating Information 

Stations (with their 1973 carload*) nerved by this lino: 


Ow anno_______,_1,688 

Car land_ 1 

Ei*le_ 16 

Aahley_ 407 

North Star __—- 91 

Itham_-—------— 387 

Shepherd_ 201 

Mt. Pleasant_ 196 

Rosebush_-_ SO 

Clare_ 00 

MeBain_ 63 

Q*dm*C _ 967 

Yuma_'_1,338 

Thom p«onvi He_ 20 


Total carloads generated by the line_6,227 


Average carload* per week--- __ 

Average carload* per mile-_- 

Average carloads per train-- 35 .1 

1973 Opcrmtlng Informutiou: 

Number of round trips per year————- 200 

Kali mated time per round trip (hours)- i&g 

IxKomotive horsepower___ 2 , ^ 

Train crew siae-.-- 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicates thai 
Mr. Nasli of DT&I said that AA has little or no on* 
line business between Frankfort and Owom A new 
sand operation at Yuma, Michigan (Sargent Sand Co.) 
has spent $700,000 developing sand resources. In 197fl 
Sargent Sand Co. shipped 1,400 cars of foundary and 
and expects to reach 10,000 carloads per year und hopes 
to develop methods of bringing “used” or ‘‘spent” and 
back to Yuma, meaning another 5,000-10,000 i-arlo»ds 
a year. Sargent also is developing sand facilities at 
Harlan, also on A A. 

Cadillac Malleable Iron Co. said lack of rail could 
boost their costs by $150,000. Mt Pleasant Michigan 
generates 1,000 carloads annually. Cadillac operate 
about 3,000 carloads. 


Informotion for Line Retention Decision 

Revenue received by AA._—- ft 


Average revenue per carload 


1214 


Variable (avoidable) cost of continued 
nervice: 

Coat incurred on the branch line- 1,606,938 

Coat of upgrading branch line to FRA 
clam I (1/10 of total upgrading 

coat)_ _— - 

Gcpt Incurred beyond the branch line. 403,938 


Total variable (avoidable) coat-. 


2.01A«1 


< <60,98b 

Net contribution (Ions) total—---- ' 

Average per carload-—- (170» 

This line would require no upgrading to meet tta 
requirements of the Federal Railroad AdminisUa^K 
minimum safety standards (Class I track, " 1C 
a maximum safe operating speed of 10 niph). 


Preliminary Recommendation 

It is not recommended that this portion of tin 
Frankfort line be included in the ConR* 1 k • .j 
Continued operation of this line wouUl lh ^ ^ 
service continuation subsidy. Under 1 {1 1 ,r | k g. 

and cost levels, this line generates an aml ' ia ^ 
nancial burden amounting to $890,986 <>t 1 
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1^,1. Recover}’ of costs would require approximately 
1 125 pnvvjit increase in traffic or nn 80 percent rate 
airreas? over I he 1973 levels. 

PORTION OF TOLEDO-FRANKFORT LINE 
AND THE CROSS LAKE FERRY 

USRA Line No. 1302/1303 

Ann Arbor Railroad 


JM 

FRANKFORT 

to Ktwaunce 


V 


CAO Traverse City 


4 22.0 miles 


PORTION OF TOLEDO- " 
FRANKFORT LINE. AA 

CAO to Manistee 



THOMPSONVILLE 
AA to Toledo 


This portion of die Ann Arbor Railroad, extends 
j Iran Thomptonvilfa (Milepost 270.5) to Frankfort , 
Jfici (Milepost 202.3), a distance of 21J miles, in lien- 
** County. Mich. Connecting with this segment is 
^ ( mss Like Ferry Sendee between Frankfort, 
Michigan nn»l Kewaunee, Wisconsin. This line is the 
TOrmencl of fhe Ann Arbor line from Toledo. The 
CW Traverse City to Manistee line crosses at Thomp- 
At Frankfort the AA operates Cross I^ake 
Service to Kewaunee, Wis. which is also under 
| in this noport, This line was described as poten- 
Myacess in the U.S. DOT Report (see Zone 165). 

0nc * Operoting Information 

l®^3 carloads) served by this line : 

"^Uh _ _ _ 

ibtiti __ 

biaXfort 


Htnlt, 






. 26 

_ 137 

_ 19,637 

. 7.4K7 


<trio*<U generated by the line* _ 27,31*1 

“?" to ,lwr -—.. 525.3 

iti * I "' r ,r »ln _ 52.4 

Ijr^WCinfomwHoo: 

,ri P* ppr ywir ...1. 521* 

n * •- r r ‘ , und tri|. (hours) _ 3.0* 

Trjii, liorv 't*<nror... 5, 000* 




*iw>_ 


*trU* oaly. 


A 9 «n<,e 5 r ° V RSPO, Shippers, Government 


tiv» mjj ^* 0Ti1 F rov *ded at the hearings conducted by 
rvicos Claiming Office as reflected in their 


reports entitled “The Public Response to the Secretary 
of Transportations Rail Service Report’’ indicated that 
opposition to the abandonment of this segment of line 
was voiced by the Traverse Hay Area AFL-CIO. Aban¬ 
donment would retard future growth and development, 
and would result in employee layoffs. They also stated 
that an estimated 200 Frankfort residents arc employed 
directly or indirectly by the Ann Arl>or. The Benzie 
County Hoard of Commissioners noted that fhe existing 
unemployment rate in the Frank fort-Klbertn is 13.4 
percent. Hence, any increase in this could have severe 
effects on the economy of the area. 

Pet, Inc. who shipped 106 carloads in 1972, stated that 
the area is a particularly poor one for truckers because 
of the distances involved. They are also concerned about 
the increased transportation costs inherent in the switch 
from rail freight to truck freight. 


Information for Line Retention Decision 


Revenue received by AA_$T>, 628. 818 

Average revenue per carload___ $206 


Variable (avoidable) coat of continued 
service: 

Coat Incurred on the branch line_ 670. 330 

Cost of upgrading branch line to 
FRA das* I (1/10 of total up¬ 
grading cost)_ o 

Cost of float operation_-_2,499. 000 

Cost Incurred beyond the branch 
line (rail haul)___ 3.802,977 


Total variable (avoidable) cost_ 6.972,602 


Net contribution (loss); total_ (1,343.689) 

Average per carload- (49) 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). 


Preliminary Recommendation 

It is not recommended that this portion of the Ann 
Arbor be included in the ConRail System. Continued 
oj>eration of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial bur¬ 
den amounting to $1,343,689 or $49 per carload. It is not 
recommended that the A A Ferry be oj>erated. (See 
chapter 18 for discussion.) 

PORTION OF VULCAN-OLD ROAD BRANCH 
USRA Line No. 393 

This portion of the Vulcan-Old Road Brandi* for¬ 
merly part of the New York Central RR. extends from 
Vulcan. Ohio (Milepost 300.2), to AVfTF Crossing E . of 
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Adrian, Mich. (Milepost 328.8), a distance of 28.1 miles , 
in Lucas County, Ohio, and Lenawee and Monroe Coun¬ 
ties, Mich. This line continues west to Adrian, approxi- . 
mately one-half mile west of the end of this segment. 


N&W Main 
Line-► • 


N&tt CROSSING 
EAST OF 

ADRIAN ^-PC to Tecumeeh. 

Adrian 1 Clinton 

I 


PC to Ida 



PC to / 

Morcna / £ 

Detroit. •* ^ 
Toledo A —' 

I ronton RR 

• 

Toledo. —^ 
AngolaA 
Western RR 


PORTION OF 
VULCAN-OLD 
ROAD BRANCH, 
PC 


r— Toledo 
^ Terminal RR 

VULCAN 


which portion is also under study in this report. The 
lines from Clinton and Ida converge at Lenawee Jet. 
and a third branch runs from Grosvenor to 
Morenci; all three are also under study in this Report. 
At Riga the Main Line of the Detroit, Toledo £ Ironton 
RR crosses and at Vulcan, Angola & Western RR. This 
line was described as potentially excess in the US DOT 
Report (see Zones 113 and 150)r. 


Traffic and Operating Information 

Station** (with their 1978 carload*) served by this Une: 

Ottawa Lake _ IS 

Riga _ SIC 

Blia*Aeld . 378 

Palmyra _ *1 

Adrian 1 - 79 


Total carload* generated by the line -—- 910 

Average carloads* per week -—— IS. 1 

Average carloads* per mile -.-—- 83. 5 

Average carloads* per train --—- 3.1 

1973 operating information: 

Number of round trips per year -—- 300 

Estimated time per round trip (hours) -—--- 12 

Locomotive horsepower --- 1. 500 

Train crew site ___ 5 

> Include* only traffic on stgiaeiit. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled u The Public Response to the Secretary 
of Transportation's Rail Sendee Report 5 ' indicated that, 
the total carloads for this line was 4,060. Bird Seeley of 
Michigan Elevator Exchange testified that the DOT 


Report attributed their 3,269 carloads to the ToledosU- 
tion and that he was reassured that the correction would 
be made. 

Information for Line Retention Decision 

Revenue received by PO-$ 294 ,$* 

Average revenue per carload- *314 

Variable (avoidable) coot of continued 
service : 

Cost Incurred on the branch line-412,146 

Coot of upgrading brunch line to FRA 

Claw* I (1/10of total upgrading coat). 79,329 
Cost Incurred beyond the branch line... 174.414 


Total variable (avoidable) cost.. 985,880 


Net contribution (loss) : total ---- (371,008) 

Average per carload-- - (396) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Adrainistration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based oo 
available information, this upgrading would include the 
replacement of a total of 14,050 cross! ies (an average of 
500 cro6sties per mile). In addition to the traffic re¬ 
ported above, PC performs a switch move for approxi¬ 
mately 3,300 cars generated by the Michigan Elevator 
Exchange. The revenue received by PC for these move- j 
ments is $25. At this time, USRA has inadequate infor¬ 
mal ion to analyze this traffic. 

Preliminary Recommendation 

Although the preliminary recommendation is that 
this portion of the Vulcan-Old Road Branch not be 
included in the ConRail System, the costs and revenue*! 
generated by the cars switched for Michigan Elevatorj 
Exchange must be analyzed before a final recommend* | 
tion can be made. Without immediately incifasingj 
revenue, continued operation of this line would 
a rail service continuation subsidy. Under tra j 
revenue and cost levels, this line generates an 
excess financial burden amounting to $371,003 or 
per carload. Recovery of costs would require apP^ | 
mately a three-fold increase in traffic or a 1- > Pp* 
rate increase, over the 1973 levels. Costs may a 80 ^ 
lowered by reducing frequency, although this a oik j 
not make the line viable. 

TRACKAGE RIGHTS OVER C*0 RAILWAY 
USRA Line No. 437 
Penn Central 

Thcee trackage rights over the 
Ohio Ry, extend from AUxi». Ohio (MiIcP 4 * j 
Carletan , Mich. (Milepost 116.0), a 
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in Lucas County, Ohio and Monroe County, 
Mirh. This portion of C&O trackage connected the 
P*mt>ylvania Kail mad’s Detroit lines with the Toledo 


C&O PC to Detroit 

to Flint \/ 

/ Detroit. 


carleton: 


PC TRACKAGE RIGHTS 
OVER C&O Ry- 


\ 

ALEXIS 

PCto>/ 

Toledo 



/ ST ToledoS 
• •• (ronton RR 


4—25.1 miles 


r- PC (t*-NYC) 
r to Detroit 

*•••• Detroit & Toledo 
\ * v — Shore Line RR 
f\ to Detroit 
Ann Arbor RR 


terminal area. At Alexis, the Ann Arbor, PC and C&O 
tints run into Toledo, and the Ann Arbor runs north to 
Ann Arbor and Lake Michigan. Connection is also pos- 
sUe with tl*e PC (former New York Central) and 
Detroit & Toledo Shoreline routes to Detroit. At 
Cirieton the Detroit, Toledo & Ironton RR Main Line 
crows, the C&O continues north to Flint and Bay City 
mdthe PC (ox-PRR) line continues into Detroit. This 
lit* was not described as potentially excess in the U.S. 
DOT Report (see Zone 113). 


Wormotion Provided by RSPO, Shippers, Government 

Agencies 

So specific information concerning this line was pro- 
at the healings conducted by the Rail Sendees 
Office as reflected in their reports entitled 
l\iblir Response to the Secretary of Transporta- 
ton sRail Service Report”. 

•demotion * or Lino Retention Decision 

Trackage rights over this line is used to serve USRA 
P* nt The recommendation is that segment 636 
included in the ConRai 1 system. 

Memory Recommendation 

I ls ^Wnmended that trackage rights over this por- 
I °f the C&() be included in the ConRail System. 

PORTION OF NORTHERN BRANCH 
USRA Line No. 530 


Penn Central 

v°^ 0n ^ or lhem Branch, formerly part 
W \t* W RR* extends from Hudson , 

* , ' e ^ >0St to Ohio (Milepost 58.7), 

^ mi!**) in Lenawee and Hillsdale 

, cfl ; an( l Williams County, Ohio. Con- 
rl / ^ ^ n ° ar< * nort kward ^ rom Hudson and 
™° m Bryan, Both of these continuations are 
h* in this Report, Connections with other 

•t v P( Buffalo-to-Chicago line at Bryan, the 


Norfolk & Western Montpilier-to-Toledo line at West 
Unity and Fort Wayne to Detroit line at Alvordton. An 
abandonment application has been submitted to the ICC 

PC co J action 


Alvondeon / 

/ 


NAN to Chtcafo 


N&N 

29 6 milts 


i HUDSON 

‘•.^Mon<p«li«* J j- Hi* «o 

•• # **o******««. 

to Fort Wayne * £>1* I 

.. 

N«at llmta M * 


Detroit 


PORTION. NORTHERN 
Nest Unit >| 4 .. BRANCH PC 


Nest UnitBRANCH 

I ■*** 

I N AN to Toledo 
^ r._ * TbPYAN 4 P 


PC to Chicago/ 


PC to Toledo 


I 

!♦ PC to Van Nert 


by PC, Docket No. AB-5, Sub. 112-113 and also to 
USRA, Docket No. 75-33. This line was described as 
potentially excess in the U.S. DOT Report (see Zones 
114 and 150). 


Traffic and Operating Information 

Station* (with their 15)73 airloads) served by the line: 

Alvordton_ 0 

West Unity.._ 39 

Pulaski-- 28 

Hudson_-_ 125 

Prattville__ 9 

Wnldron _ 28 


Total carload* generated by the line_ 227 

Average carloads per week_ 4. 4 

Average carloads per mile_ 7. 9 

Average carloads per train__ 4. 5 

1973 operating information: 

Number of round trips per year_ 50 

Estimated time per round trip (hours)_ 9.5 

Locomotive horsepower_1, 750 

Train crew alae...___ 5 

Information Provided by RSPO, Shippers, Government 
Agencies 

No sfiocific information concerning this line was pro¬ 


vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
u The Public Response to the Secretary of Transpor¬ 
tation’s Rail Service Report.” 

Information for Line Retention Decision 

Revenue received by PC___ $90,931 

Average revenue per carload_ $401 

Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch line_218s 283 

Cost of upgrading branch line to FRA 
Class I: (1/10 of total upgrading coat). 29, 085 
Cost incurred beyond the branch line_ 51,411 


Total variable (avoidable) coat- 298.759 


Net contribution (lot*) : total.. (207,828) 

Average per carload__ (916) 
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This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 1,924 crossties (an average 
of 67 crossties per mile). 


Preliminary Recommendation 

It is not recommended that this portion of the North-1 
cm Branch be included in the ConRail System. Con-1 
tinued operation of this line would require a rail service | 
continuation subsidy. Under 1973 traffic, revenue aod 
cost levels, this line generates nn annual excess financial 
burden amounting to $207,828 or $916 per carload. Re¬ 
covery of costs would require approximately a five-fold 
increase in traffic or a 225 percent rate increase over the 
1973 levels. 
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Intrastate 


PC 


NEW JERSEY 

ROCKY HILL RUNNING TRACK, KINGSTON 
BRANCH 


USRA Terminals USRA Line No. 119 

Bat number 


119 

121 

121a 

121b 

121c 

W124/124& 

12V125* 

mm 

127,128 

m 

121 

;<b 


1100 

1101 

1102 

1103 

1104 

1105 

1106 
1HI7 
1106 
110 ) 
1112 


wo 

M 

W2 


m 

Hn 

16% 

16% 

16% 

1607 

1608 


117 


1*1 


Monmouth Junction to Rocky Hill 
Trenton to L&mbertviilc 
L&mbertviUe to Phillipsburg 
Phillipsburg to Martins Creek 
Martins Creek to Bclvidere 
Farmingdale to Jamesburg 
Monmouth Junction to Jamesburg 
flights town to J&mesburg 
Fort Dix to Shrewsbury 
Mount Holly to Medford 
Trenton to Borden town 
Princeton Junction to Princeton 

CNJ 

Jensey Avenue Branch at Jersey City 

West Side Avenue Branch at Jersey City 

Newark Bay Bridge 

Somerville to Royce 

Mata wan to Morgan vilte 

Asbury Park to Bay Head Junction 

Toms River to Oyster Creek 

High Bridge to Lake Junction 

Ukehunt to Bridgeton Junction 

Hampton to Phillipsburg 

South of Three Bridges to Flemington 

RDG 

LiwreneevlUe to East Trenton 
Fan Trenton to Trenton 
West Trenton to Trenton 

PRSL 

Mckee City to Pleasantville 
Unwood to Pleasantville 
V ineland to Glass boro 
Hridgeton to Glass boro 
LlAsaboro to Woodbury 
Ht’llmawr to Glendora 
Haddonfield to Lucaston 
°<**n City to Palermo 

Interstate 

Jersey to New York 

PC 

Greenville to Long Island City (float) 
Uttle Ferry, N.J. to Kingston, N.Y. 

LHR 

divider*, NJ. to Warwick, N.Y. 


Penn Central 


ROCKY HILL 


ROCKY HILL RUNNING 
TRACK. KINGSTON 
BRANCH. PC 

Kingston 


■<Sr 

<! V> 


New York-Philad«lphiji 
Line. PC 


% 

on ' 


HONMOUTH JUNCTION 

\ 

\ 

N 4— Jvncsburg 
N Branch. PC 


The Rocky Hill Running Track-Kingston Branch, 
formerly part of the. Pennsylvania RR, extends from 
Monmouth Junction (Milepost 2.7) to Rocky Hill , AV. 
(Milepost 6.3), a distance of 3jS miles, in Middle¬ 
sex and Somerset Counties, N.J. At Monmouth Junc¬ 
tion, this line connects with the PC line running from 
New York to Philadelphia, and also the PC James- 
burg Branch which is also under study in this Report. 
This line was described as potentially excess in the U.S. 
DOT Report (see Zone 62). 

Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 
Kingston_ u 

Total carloads generated by the line_ n 

Average carloads per week_ 0. 2 

Average carloads per mile_ 3. l 

Average carloads per train_ 0.5 


1973 operating information: 

Number of round trips per year_ 

Estimated time per round trip (hours). 

locomotive horsepower_ 

Train crew slae,__ 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” 

Congressman E. J. Patten recommended that pas¬ 
senger service be restored at Monmouth Junction 
Station. 
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Information for Lino Retention Decision 

Revenue received by PC- 

Average revenue per carload—-- 


$3. 375 


1307 


Variable (avoidable) cost of continued serv¬ 
ice : 

Co#t Incurred on the branch line--**3 

Coat of upgrading branch line to FRA Oa«a 

1: (1/10 of total upgrading coat)-7* 075 

Coat incurred beyond the branch line- 1.540 


Total variable (avoidable) coat- 35.704 


Net contribution (toes) : total- 

Average per cnrh«id- 


__(32.38D) 

.. (2,944) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has n 
maximum safe operating speed of 10 ni.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 1,085 crossties (an average 
of 468 crossties per mile). 

Preliminary Recommendation 

It is not recommended that the Rocky Hill Running 
Track, Kingston Branch, be included in the ConRail 
System. Continued operation of this line would require 
a rail sendee continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $32,389 or $2,944 
per carload. Recovery of costs would require.approxi¬ 
mately an 18-fold increase in traffic or a 960 percent 
rate increase over the 1973 levels. 


PORTION OF BELVIDERE DELAWARE BRANCH 
USRA Line No. 121 
Penn Central 


Trenton Princeton 
Traction Company 
RDG 

* 

\ 


Black River 
& Western 
RR^ 


RDG to 
West Trenton 


RDG to 
East Trenton 


, New York-Chicago 



PC to 
Belvidere 


LAMBERTVILLE 


15 4 miles 

/ 

PORTION OF A V 

BELVIDERE T ™,on 

DELAWARE BRANCH. PC 

PC 


--— 

1 » Secondary 

» Tr.rfc PC 


The Belvidere Delaware Secondary Track and a por¬ 
tion of the Belvidere Delaware Branch, formerly part 


of the Pennsylvania RR. extends from Trenton (Mik- 
|>ost 0.0) to Lambert n'lle, NJ. (Milepost 13.4), a dis¬ 
tance of 154 miles, in Mercer and Hunterdon Count ih, 
New Jersey. This line continues, at Lambertville, north 
to Belvidere. At Trenton, this line connects with the PC 
line running from New York to Chicago, and the PC 
Bordondown Secondary Track. It also connects with the 
Black River & Western RR at Lambertville. The PC 
Bordentown Secondary Track, the northerly continui- 
tion of the Belvidere Delaware and Branch, nr* ak 
under study in this Report. This line, except fora short 
portion near Trenton, was described as potentially ex¬ 
cess in the U.S. DOT Report (see Zones 69 and 63). 

Information Provided by RSPO, Shipper*. Govemmtnl 
Agencies 

Information provided at the hearings conducted by 
the Rail Sendees Planning Office as reflected in their 
reports entitled “The Public Response to the Secretin 
of Transjvortation’s Rail Service Report." indicate! 
that freight rail service is vital to industries and com¬ 
munities located on this line. The following reasons were 
cited for continuance of sendee: (1) the line> poten¬ 
tial as a future link to a New York City hypos*: 
the effects discontinued rail sendee would have on lotal 
tax and property values; (8) the possible restoration 
of passenger sendee; (4) the increased transportation 
costs via other modes; and (5) the large numbers off¬ 
loads generated by firms located on this line. Teftimon} 
from Congressman Frank Tompson (N.J.) indicate 
that if passenger service between Lambert? ilk u < 
Trenton were instituted, traffic congestion on SW* 
Route 29 might be relieved. 

Information for lino Retention DetUion 

This line does not directly serve any ahippeifc I* * 
used to provide access to the shippers locat'd on - 
segment No. 121a. The preliminary ^ommendit^ 
for segment 121a is tlmt it not l>e included m t ^ 
Rail System. Therefore, Segment No. 1-1 "° n ( 
be required. 

Preliminary Recommendation 

It is not recommended that these portion^ Relri- 
Belvidere Delaware Secondary Track an<it 
dere Delaware Branch be included m 1( 

System. 

PORTIONS OF BELVIDERE DELAWARE MANCH 
AND WARREN SECONDARY TRA 

USRA Line No. 121 a 
Penn Central 

Tins portion of the Belvidere Delaware ^ p#in- 
Warren Secondary Track, formerly p* 
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I PC to Belvidore (L&HR 
L4HR Connection f* |, M Tr»dt*je R«|hts) 


PHILLIPSBURG 


l A ,.'£\ 


L¥U Beihtehem 


PORTIONS. BELVIDERE- 
OEUAWARE BRANCH AND — 
WARREN SECONDARY 
TRACK. PC 

35.3 miles 



EL to Port Morris 


. CNJ to Jersey City 

V' 

LV to Jersey City 


Black River A Western 
RR to Flemington 

V/ 


LAMBERTVILLE 


PC to Trenton 


lvanift RR, extends from Lambcrtmlle (Milepost 
1W) to PhiUipnburg, N.J. (Milepost 150.7), a distance 
of 35 -J vuUjt, in Hunterdon and Warren Counties, New 
^p»y. At Lmnbertville the line continues south to 
Trenton, and at Phillipsburg north to Belvidere. At 
Uaibertvillo it also connects with the Black River & 
Wertern RR. At Phillipsburg the line also connects with 
*>Uhigh Valley. The continuations of this line north 
wwl south are also under study in this Report This line, 
ncept for the portion from Milford to Phillipsburg, 
** described as potentially excess in the U.S. DOT 
Report (a* Zones 62 and 69). 


ond Operating Information 

*t*t<*w (with their 1973 carloads) served by this line: 

Ptifllijmtiurx 5 _ _ 

Hullaod __ 2T 

^reochtown .... 

Stockton _ 

iambrrtTtlif _~ . 


16 

382 

1.347 

1,015 

58 

15 

72 


reports entitled “The Public Response to the Secre¬ 
tary of Transportation’s Rail Service Report” indi¬ 
cated that the Northern Propane Gas Company in 
Lainbertville was forced to use supply sources from a 
distance and received 20 carloads in 1978. 

Information for Lino Retention Decision 


Revenue received by PC_ $022,345 

Average revenue per carload__ $318 

Variable {avoidable) coot of continued 
service: 

Coot Incurred on the branch line_ 385, 384 

Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading coat) _ 0 

Coat incurred beyond the branch line... 646,699 


Total variable (avoidable) coat_ 1,032,083 


Net contribution (loan): total_ ($109,738) 

Average per carload__ (38) 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). 

Preliminary Recommendation 

It is not recommended that these portions of the 
Belvidere Delaware Branch and the Warren Second¬ 
ary Track be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $109,7.38 or $38 per carload. Re¬ 
covery of costs would require approximately a 40 per¬ 
cent increase in traffic or a 12 percent rate increase over 
the 1973 levels. 


PORTION OF WARREN SECONDARY TRACK 
USRA Line No. 121b 
Penn Central 


Ati**/ 1 carioada generated by th<» lin< 

i.. per week_ 

mile_ 

''* rioad8 wr train-.. 

^^information: 

lrtp8 P** Tear_ 

"" r ro ’"«l ‘rip (hour*). 

*** 11 <rwr nIx?_ 

'«*'»■» "Wot. 


*9*nciej r ° V **7 RSPO, Shipper*, Government 

^lUi) s ^ l >rov *ded at the hearings conducted by 
Hires Planning Office as reflected in their 


This portion of the Warren Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
PhiUipnburg (Milepost 50.7) to Martin'* Creek, NJ. 
(Milepost 57.6), a distance of 6D mile *, in Warren 
County, N.J. At Phillipsburg, this line continues south 
to Trenton, and at Martin’s Creek it continues to Bcl- 
videre. Also at Phillipsburg, this line connects with the 
Lehigh \ alley. At Martin’s Creek, N.J., there is a spur 
to Martins Creek, Pa. where the line connects with the 
EL The Lehigh & Hudson River Ry operates over this 
PC line under a trackage rights agreement The con¬ 
tinuations of this line 4ire also under study in this 
Report. This line was not described ns potentially excess 
in the U.S. DOT Report (see Zone 69). 
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I 


PC 10 tk-lvidcfc 'L4HR 


PP &L Plant f 


I v IV ■ ■ 

I ha* TrackageRifhu) 

If 


EL to Portland. Pa. V\ /"V**“* 
Martins Crock. Pa. ^ 


LV (LXNEJ ic Bath 

L&HH Connection 
t V to AMer»*>*tt 
(out of Service #est Ea%ton ^ < 
to F rcefTiansburg) / , 


MARTINS CREEK. H I, 

^ PORTION OF BARREN 


SECONDARY TRACK PC 
r 6.9 'nile* 


-- 

L V to Allentown 

PMILLIPSBURG 


* EL to Port Moms 

CNJ to Jersey City 
^ LV to Jersey City 
- pc to Trenton 

\ 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific informal ion concerning this line was pro- 
vidoxi at tin* hearings* conducted by llu* Kail Services 
Planning ()fiice ns reflected in their reports cut it led * fc The 
Public Response to the Secretary of Transportation's 
Kail Service Report." TSUA stulT identified five ship¬ 
pers now Wing served by this line. 

Information for Lino Retention Decision 

This line is required for through freight service, 
therefore local rail service will lie provided to all ship¬ 
pers located on the line. 

Recommendation 

It is recommended that this portion of the Warren 
Secondary Track be included in the CoitKai! System* 


PORTION OF WARREN SECONDARY TRACK 
USRA Line No. 121c 
Penn Central 

This portion of the Warren Secondary Track, former¬ 
ly part of the Pennsylvania RK, extends from Martins 
('reek (Milepost ;*7.C) to Bdiiden. NJ. (Milepost 
64.fi), a distance of 0.7 milt*, in Warren County, N.J. 
At, Martins ("reek, the line continues south to Trenton, 
also under study in this Report. At Belvidere, it con¬ 
nects with the I.chigh & Hudson River Ry. f (the I*£IIR 
also has trackage rights to Phillipsburg). and this line 
is also under study in this Report. This line was not 
descriWd as potentially excess in the l .S. I JOT Re|>ort 
(see zone t>0). 


LAHR Ry to Maybrook , 

V' 


6.7 mile* 


EL to Portland P»- 



aELVIOERc 

PORTION "ARAW 
SECONDARY TRACK. PC 


' ! 

LV (LANE) to B>U» 


Ro*burg 


MARTINS CREEK NJ 
PC to Phtllipatarx 


Information Provided by RSPO, Shipper? GovemntMl 
Agencies 

No siH'i ilie iufornfhtion concerning thi , line was pm- i 
vided af the hearings conducted by the Rail Services 
Planning Office as w.flected in their report- entitled 
ll The Public Response to the Secretary of I rimsporU- 
lion’s Rail Service Report/* USKA stall idenftilled three j 
shippers now Wing serv ed tiy this line. „ 

Information for Line Retention Decision 

This line is rcNjuired for through freight srrvi<Y, 
therefore local mil service will be provided lo *11 ship¬ 
pers located on the line. 

Recommendation 

It is recommended that this portion of the Warren 
Secondary Track be included in I ho ConKail 


FREEHOLD SECONDARY TRACK 
USRA Line No. 123 /124/!24o 
Penn Central 


PC Amboy 
Secondary Track 



CRR H) 
, P.«d B»k- 


c Jarresburg 
ranch /■ 

/ 1 

/\ 

PC Hrghutown 

Secondary Track 


JAMESBURG CRR of NJ / 

Freehold / 

Branch */ N / 

/ V 

/ / 

^Freehold/ 

FARMINCOALE I 


FREEHOLD 
SECONDARY 
TRACK. PC 

Phe Freehold Secondary Track, formerly ® 

unsylvauia UK, extends from h -// 

it 8.:$) to Janiixbiirt/. NJ. (Milc|H>st - • * ^niits, 

us .fc, i„ MHdfcw,* 

»■ A, Juoatarg IM. «» 
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Juncsburg Branch, the Amboy Secondary Track and 
Hightstowu Secondary Track of the PC. It also con- 
with the Centra) Railroad of New Jersey Farm- 
in^dale. The Jamesburg Hrutu'li and the Tlightstowu 
Secondary Track of the PC are under study in this 
Ke|*ort, as well as the Central Railroad of New Jersey 
Hne ut Freehold. This line, except for the portion 1*»- 
tirctn Tenncnt and Freehold was dcscrilied as poten¬ 
tially excels in the C.S. DOT Report (see Zone ( 12 ). 


TrcfRc ond Operating Information 

featinrn t wit It ttieir 1973 carload#) served by thin lino: 
EsallUirouij- 141 

Freehold-_-1,728 

Howvll_ £ 

PimlnplJilf _ £9 



Total carload* generated by the line_ 2.099 

Arro^ carloads jM»r __ 40 4 

Arenifii* carloads per mile___ ni. 1 

Arm*r carlnnds j«er train_,_____ 7.0 

M3 oeeratlnj! information: 

Xmuber of round trip* |jt*r year _*___ 

fWiiaitut) time per round trip (hours 1 
UMHxuotivc lionwpower. 

TraJn nmr si***__ 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted bv 
ti* Rail Services Planning Office as reflected in their 
sports entitled “The Public Response to the Secretary 
9 ! Transportation's Rail Service Report" indicated that 
‘f ight service was vital to industries and communities 
heated on the line. A number of comments directed at¬ 
tention towards the increased transportation costs 
*' 11 I a,l0, her mode, i.e., trucking, be needed. There 
*m* also a number of comments with respect to pas- 
•®<*r service, l n particular, the Institute for Public 
^importation would like to see a portion of the line 
j e " me passenger line running to the 

IfTn ™° n ^ * ,ere was u * so concern expressed by the 
Piv t! X r ' ! ? nmn ff hoard regarding the Raritan 
,r !‘ lgP at f>ortl ' Amboy. Should it become 
<mi * 1 again ^ ien "'hole County would be witli- 

(ihihr t i!t n u ^’. The Brockw »y Company 

on jl- i- '' rp ceived 701 in 1973) is wholly dependent 

fortwi m J; Aecordin fl ‘he Monmouth County Trans¬ 
it,'] o r^iT* ^ 0nUn ‘’ t * 1 ' s m ** e flection generates 
c te*stof.t S ' arS ,)Cr a,uu,m with an estimated in- 
■ per annum due to expected new indust ry. 

°iion for line Retention Decision 

* 5522 :*--~ — 

au< ' ' K ‘ r carload.. ms 

avoidable) ro«t of continued 

: U n r !^‘ "" ,bt * ''ranch line - S45,5!M 

CU M i . , . "l nK , ‘ ninoh "ne to KRA 

i of total upgrading cost). 4-1, 726 


Cowt Incurred bcyoml the branch line_614, S2S 

Total xti rlal.le (avoidable) cost-_:_ 015. <im 

Not contribution (loss) : total____ _ 

Avpmxe per carload_ 28 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which has 
a maximum safe oj>erating speed of 10 m.p.h.). Based 
on available information, this upgrading would in¬ 
clude the replacement of a total of 8,900 rrossties (an 
average of *171 crusstics per mile). 

Although the entire line generates a net contribution, 
that portion from Milepost 8.3 to Milepost 13.9, which 
serves the shippers at Howell and Farmingdale, gen¬ 
erates a loss amounting to $53,734 or $1198 per carload 
generated. 

Recommendation 

It is recommended that the portion of the Free¬ 
hold Secondary Track between Milepost 13.9 and Mile¬ 
post 27.2 be included in the ( onKuil System. 

Preliminary Recommendation 

It is not recommended that the portion of the Free¬ 
hold Secondary Track between Milepost 8.3 and Mile- 
post 13.9 be included in the ConRail System. Continued 
operation of this line would require n rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial 
burden amounting to $53,734 or $398 per carload. Re¬ 
covery of costs would require approximately a five fold 
increase in traffic or a 175 |>ercent rate increase over the 
1973 levels. 


JAMESBURG BRANCH 
USRA Line No. 125 /? 25a 
Penn Central 


Rocky Hill Running 

Track-Kingston- 

Branch, PC 

PC NY- 
Philadelphia-) 
Line y 


r-MONMOUTH 
\ JUNCTION 

A/ 


JAMESBURG 
BRANCH. PC 



y High Is town \ 
H i ghstown Q Secondary 
Track. PC 


/ Amboy Secondary 
/ ^ Track. PC 

/ 

JAMESBURG 

Freehold Secondly 
V* Trade. PC 


The Jamesburg Branch, formerly part of the Penn¬ 
sylvania RR, extends from Mwnnouth Junction (Mile¬ 
post. 0.0) to Jamcsburg , N.J. (Milepost 5 . 0 ), a distance 
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of Smile*, in Middlesex County, KJ. At Monmouth 
Junction this line connects with the PC Lane Tun¬ 
ning from New York to Philadelphia and the PC Kockv 
Ilill Running Track Kingston Branch. It also con¬ 
nects with the. Amboy Secondary Track, the Freehold 
Secondary Track and the Hightstown Secondary 
Track, all PC, at Jtunesburg. The Rocky Hill Running 
Track-Kingston Branch, the Highstown Secondary 
Track and the Freehold Secondary Track are also 
under study in this Report. This line except for the por¬ 
tion from Jamesbiirg to Dayton was described as po¬ 
tentially excess ill the U.S. DOT Report (see Zone 62). 


Traffic ond Operating Information 

Stations (with their 1973 carloads) served by this line: 
S. Brunswick-- 


Total carloads generated by the line- 

Average carloads per woek---—— 

Average carloads per mile- 

Average carloads per train-—- 

1973 operating Information: 

Number of round trips per year-* 

Estimated time per round trip- 

I/iemiiotlve horsepower-—- 

Train crew size- 


900 
17. a 
180.0 
3.0 

300 
2 . ft 
1, 800 
4 


information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
re|K>rts entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report," noted that 
1 uteriuitonal Paper said truck rates would be higher 
as they include the 6 r i fuel surcharge. 

Information for Line Retention Decision 

Revenue received by PC----- $400,248 

Average revenue |ht carload--- $455 

Variable (avoidable) coat of continued ser¬ 
vice : 

Coal incurred on the branch line-— 91.894 

Coat of upgrading branch Une to FRA Class 

I: (1/10 of total upgrading coat |- 6, 993 

Cost Incurred beyond the branch line- 239. 525 

Total variable (avoidable) coat-- 338,412 


Net contribution (loss): total.. - 70.830 

Average per carload- 79 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe ojierating s|>oed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 2,000 croesties (an average of 
400 crossties per mile). 


Penn Central Industrial I>evelopment Ik»pt. \m in¬ 
formed HSR A that a packaging plant is now under 
construction at S. Brunswick and will generate 200 
carloads. Five other plants are also at various sta#»of 
planning or const motion for a total of 700 carloads per 
year. 


Recommendation 

II is recommended that the Jamesburg Branch be in¬ 
cluded in the Con Rail System. 


HIGHTSTOWN SECONDARY TRACK 
USRA Line No. 126/126a 
Penn Central 


J amesburg 
Branch. PC 

\- A 

HIGHTST0WM \ 

SEC0N0ARY 
TRACK. PC 


Amboy 
Secondary 
Track. PC 


>6 


s 

w uirui 


KX" 

\ 

T 


s 

JAMESBURG 


8 3 mil 

Cranbory 
HIGHTSTOWN 


\4- Freehold 
\ Secondary 
yTrack. PC 

\ 


The TTightetown Secondary Track, formerly part °f 
the Pennsylvania RR, extends from Jmne*hwrg ( Mile- 
post 18.4) to Uight*tourn. NJ . (Ifilep^ 21.<)»» 
tancc of 8.3 milts, in Middlesex and Morrcr Counties, 
N.J. At Jamesburg, this line connects with the James- 
burg Branch, the Amboy Secondary Track, ana ' r 
Freehold Secondary Track. All of these connr<tra* 
lines are part, of the PC System. Additional y. * 
Jamesburg Branch and the Freehold Secondary 
are under study in this Report, This line was net ^ 
scrilied as potentially excess in the U.S. I )0 * 
except for the portion between the Middlesex (cun. 
Line and Hightstown (see Zones 62 and 6J)- 


Traffic and Operating Information 

Stations (with their 1973 carloads) served bythifh™'- 
Prosj>ecl Plains — 

Cranbury — 

Hightstown--- 

Total carloads geuerated by the line- 

Average Carloads Per Week-" 

Average* Carloads Per Mile-— 

Average Carloads Per Train--- 

1973 operating informattoa: 

Number of round trips per year- 

Estimated time per round trip (hours). 

J/xHunotlve horsepower- 

Train crew site. 
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biformotion Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
live Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transport at ions Rail Service Report” indicated that 
there was strong disagreement with the conclusions 
resched in the IX)T Report. Reference was made to the 
carloads generated on this line (1,950 in 1973) as well 
istbe large number of carloads moving overhead on the 
line. Then* were also comments directing attention to 
the increased costs and problems associated with chang¬ 
ing from rad to motor carrier service. 


Information for Lino Retention Decision 

Immw received by PC_$ 1 ,026, 600 

Aimge revenue per carload_ $888 

Tillable (avoidable) coat of continued 
•mice: 

Cost Incurred on the branch line. 153. 763 

C«l of upgrading branch line to FRA 
Qiii I: <1/10 of total upgrading 

—-- 17,660 

Cwtlacurrwl beyond the branch line_ 692,194 


Total variable (avoidable) coat_ 863,617 

tot contribution rtocuO : total,...____ 162,988 

Amsge per carload___ 62 


This line would require upgrading to meet the re- 
tpirwiients of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
muimum safe operating speed of 10 m.p.h.). Based on 
wilable information, this upgrading would include 
| ^placement of a total of 3,200 crossties (an average 
°f386crosstie^ per mile). 

Commendation 

It is recommended that the Hightstown Secondary 
| lr| di be included in the Con Rail System. 


PORTION of union transportation 

COMPANY 

USRA Line No. 127/128 


UNION 

transportation 

COMPANY 


Lite to t ^ 

'•w * 

PORT OIX 



SHREWSBURY 

ROAD 


New Egypt 


Cook s town 


The portion of the Union Transportation Company, 
extends from Fort Dir (Milepost 5 . 6 ), to Shrewsbury, 
V.J. (Milepost 18.9), a distance of I3J miles, in Mon¬ 
mouth and Burlington Counties, New Jersey. At Fort 
Dix this line continues to Pemberton. In January 1972, 
an application was filed with the ICC for permission 
to abandon this line (Finance Docket No. AB-38). No 
final action has been taken on this application. This line 
was described as potentially excess in the U.S. DOT 
Report (see Zones 62 and 66 ). 


Information Provided by RSPO, Shippers, Government 
Agendas 

No specific information concerning this line was pro* 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“1 he Public Response to the Secretary of Transporta- 
t ion’s Rail Service Report." 

Information for Lino Retention Decision 

This line is leased from the PC and operated by the 
Cnion Transportation Company. Therefore, it has not 
been subjected to detailed analysis. Current operations 
can be continued by Union Transportation Company. 

Preliminary Recommendation 

It is not recommended that this line be included in 
the ConRail System. 


MEDFORD BRANCH 
USRA Line No. 130 
Penn Central 


Holly 
Secondary 
Track, PC —, 

_ \ MOUHT HOLLY 

BRANCH. PC/*# p « mb « rton 
Secondary 


ME0F0R0 

/ / U 

5.0 miles / Track. PC 


v 

•MEDFORD 


The Medford Branch, formerly part of the Pennsyl¬ 
vania RR. extends from Mount Holly (Milepost 1 . 3 ), 
to Medford , NJ. (Milepost 6.3), a distance of 5.0miles, 
in Burlington County. New Jersey. At Mount IIollv, 
the line connects with the PC Holly Secondary Track 
and the PC Pemberton Secondary T rack. This line was 
described as jmtentially excess in the U.S. DOT Report 
of February 1,1974 (seeZone 66 ). 
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Traffic and Operating Information 


Station* (with tiieir 1973 carload* ) served by thl* line: 


... ISO 


Total carloads generuied by the line 

Average carload* per week--- 

Average carload* per mile- 

Average carload* per train-—- 

1973 o|icratlng infornifttion: 

Number of round trips iter year- 

Kxtlmnted time per round trip (hours) 

Locomotive horsepower- 

Train crew tdxe——---— 


ISO 

2.5 

26.0 

0.9 

150 

2 

2250 

4 


Information Provided by RSPO, Shipper*, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation s Rail Service Report" centered on 
the potential impact of the loss of rail service on area 
employment, business activity and local tax revenues. 


Information for Una Retention Decision 

Revenue received by PC—.--— -—- 

Average revenue per carload- $407 


Variable (avoidable) cost of continued 
service: 

Coat incurred on the branch line--- 54.515 

Cost of upgrading branch line to KRA 
Class I: (1/10 of total upgrading 

cost)_ I 3 * 706 

Cost Incurred beyond the brunch line.. 42,413 


Total variable (avoidable) cost...-...... 110.094 


Net contribution: Total-...-(57, 846) 

Average per carload---(445) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards ((Mass I track which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of *2,600 crossties (an aver¬ 
age of 520 crossties per mile). 

Data supplied at the RSPO hearings indicated that 
the traffic on this line may increase to 450 carloads an¬ 
nually. 

Preliminary Recommendation 

Although the preliminary recommendation is that the 
Medford Branch not be included in the ConRail Sys¬ 
tem, the possibility of immediately increasing revenue 
must be explored before a final recommendation can 1*» 
made. Without immediately increasing revenue, con¬ 
tinued operation of this line would require a rail serv¬ 
ice continuation subsidy. Under 1973 traffic, revenue 
and cost levels, this line generates an annual excess fi¬ 


nancial burden amounting to $57,H46 or $445 per car¬ 
load. Recovery of costs would require approximately 
a five-fold increase in traffic or a 110 per cent rate in¬ 
crease over the 1973 levels. Costs may also be lowered 
by reducing frequency, although this alone, will not 
make the line viable. 


PORTION OF BORDENTOWN SECONDARY 
TRACK 

U5RA Line No. 131 

Penn Central 

RDG to 

Lawrcncevill* 


Bolvidera 

Delaware 


RDG to \ 
West . \ 

►I *• 


Trenton 


Branch. PC — * 

New York - v 

Philadelphia 
Lme. PC 


BORDENTOWN 


i 



TRENTON PORTION. 

-BORDEN fO*N 

miles SECONDARY 
TRACK. PC 

- PC to Robb'imilU 


Traffic and Operating Information 

Station* (with their 1»73 earloodsi served by ,ta * 
Trenton*-" * 

Total carload* generated by tbe line.. — 

Average radon da per week—-- 

Average carload* per mile.,——- 

Average carload* per train-—-~~ 

1973 operating Information: 

Number of round trip* per year.. - ' ^ 

Estimated time per round trip ( hour* l- 

Locomotive horsepower...—-— 

Train crew ---- 

* Inclodr* only traffic «»a ffcetncoi 


Portion. Bor den town 
Secondary Trick. PC 

This |>ortion of the Bordentowii Secondary Trick, 
formerly part, of the Pennsylvania RR. extends from 
Trenton (Milepost 0.0) to Bordentomu .V .J . (Mdepo* 
fi.O), a distance of 6.0 miles, in Burlington and Men* 
Counties, New Jersey. At Trenton this hnc conoe** 
with the PC line from New York to Philadelphia aw 
the PC Belvidere Delaware Branch. At Bmdej'to*i" 
the line continues southwestwnrd. The I’C Be 'i 
Delaware Branch is nlso under study in this Rep> • 
This line, except for the portion between Borden o« 
and the Mercer County Line, was describ* 1 ;lS .. . 

t tally excess in the U.S. DOT Report (see ^° ,us 

fifi). 


US 
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Information Provided by RSPO, Shippers, Government 

Agencies 

No specific information concerning tins line was pro¬ 
vided St the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Trans j>ortA- 
tion’s Rail Service Report." 


New York and Philadelphia. This line was described 
as potentially excess in the U.S. DOT Report (see 
Zone 63). 

Traffic and Operating Information 

Stations (with their 1973 carloada) nerved by this Une: 
Princeton 1 «..._ 15 


Information for Line Retention Decision 

BrrentH* received by PC____ $581,307 

* / _ 

Aren** revenue per carload... $503 

Variable (avoidable) coat of continued serv¬ 
ice: 

Coat Incurred on the branch line_ 

Ccat of upgrading branch line to FRA 
Cla» I < 1/10 of total upgrading coat)_ 

Cwt Incurred beyond the branch line_ 


Total variable (avoidable) coat .. 526.275 

Xd contribution (loss): total _ 55.032 

Awigeper carload__ 47 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
®Mimum safe operating speed of 10 m.p.h.). Rased on 
niiltble information, this upgrading would include the 
replacement of a total of 3,600 crossties (an average of 
600crossties per mile), 

bcommtndalion 

It is recommended that the portion of the Borden- 

town Secondary Track be included in the ConRail 
System. 


186. 766 

16,407 
324.012 


PRINCETON BRANCH 
USRA Line No. 703 
Penn Central 


PRINCETON 


PRINCETON 
BRANCH PC_, 

2.9 mil,*— 


l 


pNew York 
+ Philadelphia 
^Line. PC 


PRINCETON 

JUNCTION 


nlry,- p n /* lon Branch, formerly part of the Penn- 
• extends from Princeton Junction (Mile- 
off^ mi / 0 / r,nceton i N-J. (Milepost 2.9), a distance 

New Jersey. At Prince- 
10,1 * *"• line connects with the PC* line between 


Total carload* generated by the line _ 15 

Average carloads per week .... 0.3 

Average carloads per mile _ 5.1 

Average carload* per train _ 0 . 5 

1973 operating Information: 

Number of round tripe per year ___ 30 

Estimated time per round trip (hours) _ 4.0 

Locomotive horsepower ____ \ % goo 

Train crew size _________ 4 

1 Include* only traffic on fregment. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Trunsportation's Rail Service Report*’ indicated that 
this line is a vital rail passenger link for New York, 
Newark, and Philadelphia commuters. There are an 
estimated 1,000 commuters on this line each day. A 
letter from the Fast Windsor Township of Mercer 
County states that this spur is of vital concern to Mercer 
County. USRA staff has discussed with the state of 
New Jersey the possibility of having the state desig¬ 
nate property which it believes should be purchased or 
leased by the state for passenger services as part of the 
Final Plan. A state inventory of rail passenger facility 
requirements is being made. 


Information for Lino Retention Decision 

Revenue received by PC ___ $1,348 

Average revenue per carload _ $90 


Variable (avoidable) coat of continued service: 

Coat Incurred on the branch Une .. *7.364 

Coet of upgrading branch line to FRA Class I: 


( 1/10 of total upgrading coot) _ 0 

Coet Incurred beyond the branch Une _ 3 , 610 

Total variable (avoidable) coet ___ 10.974 

Net contribution (loss): total _ (9.626) 

Average per carload _ (642) 


* Exclude* maintenance and ownership coats due to the predominant 
existence of passenger service. 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). 

Preliminary Recommendation 

It is /wt recommended that freight *crrice l>e pro¬ 
vided on the Princeton branch by the ConRail System. 
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Continued 0 |>eration of this line would require a rail 
service continuation subsidy. 1 nder 1973 traffic, revenue 
and cost levels, this line generates an annual excea* 
financial burden amounting to $9,626 or $642 |x?r car¬ 
load. Recovery of costs would require both an increase 
in traffic and a rate increase over the 1973 levels. 


JERSEY AVENUE BRANCH 
USRA tine No. 1100 
Central Railroad of New Jersey 


LV to Oak tfland 

_V._ 

COMMUNIPAW AVE. 

/ • 

CNJ to Bayonne 


JERSEY 

AVENUE 

YARD 


TZ 


Johns' 


Johnston Avenue 
0.7 miles — V"“*i 

' 4 


JERSEY AVENUE BRANCH.CNJ \ 


LV Jersey Oty 
Yards and Float 
\ Bridge 


The Jersey Avenue Branch, extends from t'ommuni- 
/hup to Jersey Avenue, A.-/.. 0.7 mile, in Hudson 
County. N.J. This line connects at Communipaw Ave¬ 
nue with the CNJ line to Bayonne. It connects at 
Johnston Avenue with the IA lines to Oak Island 
and to the Jersey City yards and float bridge. This line 
was not described as potentially excess in the I .!>. 1)01 
Report (see Zone 60). 

Information Provided by RSPO. Shipper*. Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports efttitled 
“The Public Response to the .Secretary of Transporta¬ 
tion’s Rail Service Rej)ort.” 


Information for Line Retention Decision 

The traffic generated on this line is billed as Jersey 
City. At this time, specific traffic information cannot 
be identified and no recommendation can be forwarded. 


WEST SIDE BRANCH 
USRA Line No. I?01 


Central RR of New Jersey 


REST SIDE 
AVE 


WEST SIDE \ 

BRANCH. CNJ' \y 

o _ COMMUNIPAW_ 

> City — —t To CNJ J* 


Jersey 
City Teiminal 


CNJ to 
Bayoflfle 


The CNJ West Side Branch (and extension) runs 
front Communipaw to West Side Avenue in Jtreev 
City, a distance of *2.1 miles in Hudson County, New 
Jersey. At Communipaw. this line connects with the 
Central Railroad of New Jersey line running from the 
Jersey City Terminal to Bayonne and beyond. At Com- 
munipaw, this line does not connect but it crosses t 
branch of the Jersey City-Buffalo line of the Lehigh 
Valiev. This line was not described as potentially excess 
in the C.S. DOT Report (sec Zone 60). 

Information Provided by RSPO, Shipper*. Governmtnl 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office. 

Information for Line Retention Decision 

Study of this line was requested by CNJ. Data for 
this line is merged with all Jersey City data, and there¬ 
fore study must be. postponed until data for this lire 
can be segregated and analyzed. Detailed analysis will 
be completed as the data becomes available. 


NEWARK BAY BRIDGE 
USRA tine No. 1102 
Central Railroad of New Jersey 


CNI » 


Jeney 09 


LV N«*»* 

Bay at.dje 

(PC b*f Tf»efc»|« 


■ (rt t »»«•*-*' j \ 

LV w Buffalo I IbfhUJ 1 f \ 1viK 

i | Oak Uland _ *_k_ f-‘~' _* 

/ 

r+-1 / 

C to Ph»Uie*pHia| - f 

1.7 milos / 

, | ^Bayonoa 

El.iak»tN>ort| SNOR E j HOW ✓ 


I © Phillip oburg 


T 


CNJ to 
Poeth Amboy 


NEWARK BAY BRI0CE 
CNJ 


The Newark Bay Bridge extends from Book \ 
ne) (Milepost 7.0) to Shore (FlUahet 
ililepost 8.9), a distance of JJ> miles, m 
nion Counties, New Jersey. At Hook am • / j el *er 
ic continues as the Central Railroad o * ° ^ 

ie. This line was described as potent in > ' *' 

.S. DOT Report (see Zone 60). 

formation Provided by RSPO. Shipps Gov.rntn*"' 
Agencies , | r 

Information provided at the hearings <'^ 
ie Rail Services Planning Office w n ‘ flei " 
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reports entitled w The Public Response to the Secretary 
of Transi*>rt at ion’s Rail Service Report/’ indicated 
that shippers were concerned only that they somehow 
not lose freight service in the Bayonne area. 

Information for Lino Retention Decision 

Bayonne shippers will continue to be served by Con- 
Rail via the existing Lehigh Valley bridge which is 
located 3 miles to the North of the CNJ bridge. Sub¬ 
sequent dismantling of the CNJ bridge will remove a 
serious navigational hazard for ocean shipping moving 
between Newark Bay and New York Harbor. Elimina¬ 
tion of the bridge will, however, sever a lightly patron- 
ized subsurban service. 

Preliminary Recommendation 

It is not recommended that the Newark Bay Draw¬ 
bridge be included in the Con Rail System. 


PORTION OF THE SOUTH BRANCH 
USRA Line No. 1103 

Central Railroad of New Jersey 

^—CNJ to Phillipsburg 


CNJ 


v 



ROYCE 


SOMERVILLE 


CNJ to Jersey City 

PORTION OF THE 
SOUTH BRANCH. CNJ 


This jortion of the South Branch extends from Sam- 
(Milepost 0.0) to Rayce , NJ. (Milepost 3.1), a 
distance of 3.1 miles, in Somerset County, New Jersey. 
A continuation of this line extends westward from 
Yrhich sector is also tinder study in this Report. 
At Somerville, this line connects with the Central RR of 
‘ ew Jor **y» Jersey City-to-Phillipsburg Line. This 
was not described os |>otentially excess in the U.S. 
MT Report (see Zone 02). 

and Operating Information 

kfovre tbelr 1073 carloads) served by this line: 

irytn r 4il * carloa< ^ generated by the line__ 101 

» ^ caf toad« per week_ l. 9 

At*!!!* t*‘ r mll «-32. 0 

** ****** par train_ i. o 

^ information: 

iOf ruun<1 lrij * Tear- 52 

u <*i linw* i*»r ronmJ trip (hours)_ 2.0 

STar’ 1 — -- ». 

^9tnd L .^ ° V '^ e< ^ RSPO, Shippers, Government 

ri^j ^ M l< ni ^ )rnm ^ on concerning this lino was pro- 
e hearings conducted by the Rail Services 


Planning Office as reflected in their reports entitled 
u The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report.” 

Information for Lino Retention Decision 


Revenue received by CNJ_ $11, 721 

Average revenue per carload__ $116 


Variable (avoidable) coat of continued 
service: 

Coat Incurred on the branch line _ 32. 351 

Cost of upgrading branch line to KRA 
Class I : (1/10 of total upgrading cost). 4, 262 
Cost Incurred beyond the branch line _ 7.238 


Total variable (avoidable) cost-_ 13. 851 


Net contribution (loss) : total_ (32, 130) 

Average per carload_ (318) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 720 crossties (an average 
of 232 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the South 
Branch be included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial 
burden amounting to $32,130 or $318 per carload. Re¬ 
covery of costs would require approximately a seven¬ 
fold increase in truffio or a 275 percent rate increase over 
the 1973 levels. 

PORTION OF THE FREEHOLD BRANCH 
USRA Line No. 1104 
Central RR of New Jersey 


New York & Long 
Brandi RR to 


South Amboy 


nioojr i 


3.2 miles 

PORTION OF THE 
FREEHOLD 
BRANCH. CNJ 


y 


MATAWAN 

2 . 


NY&LB RR to Bay 
Head Junction 


M0RGANVILLE 


/ 

to Freehold 


This portion of the Freehold Branch, extends from 
Morganrillf (Milepost 8.9), to Afatmcan, NJ. (Mile- 
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jtii;»t pj.l). tt distMicr of '.w tuHr*, in Monmouth t 'nuntv, 
Xi w . At Matawtui. this lino connects* with the 

New York & Ixmg Bran* > UK. This Into wj • nor dr- 
H fibiul .ts tx<!o<s in the I ,S l)()l K<.'|w>irt 

• see Z«nu* 62 ). 

Traffic and Operating Information 

Station- i «\ i(li thtdr lliiii anioadf) l»> UiIn Uuc 


Freneau -- — - — I- 

MtonsauTillt* --- . ---- m 

Hrodcvolt_—— ---- I 

Total carload* generated by the line-.— 


Average carloads |>er week . --—r-- * ® 

\vemge eartmul* i>er tulle. -—* - -™- ^ ^ 

Average iurtauU per train —. .. —--- ^ ^ 

llpTS «>|«rrrtthn? liifMrmatlnu: 

.Vwulxr of rwintl frii* j*rr ymr 32 

V>t touted time per round trip <houe») M - 2. a 

f>H»moflve tM'rSCjKiWtT-— - ----- 

Trnlu crew k|*c. - ---—— 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at tin* hearings conducted by 
the Rail Services Planning Office ns reflected in their 
reports entitled ••Tito Public Response to the Secretary 
of Transportat ion*** Kail Service Ke|>ort ? * indicated that 
the Brock way (ilav* Co.. Heed. IVrrine, Inc., and the 
Rex Lumber Co, all Ixlieved it would lx 1 wiser, from a 
cost standpoint, to upgrade the I Vim Central track be¬ 
tween Freehold and Jnmcsbnrg rather than rebuild the 
closed CX.Y line between Freehold and Mata wan. Rich¬ 
ard .1. Button* representing the Brockway Glass Co*> 
after making a personal inspection, felt that the entire 
12 miles of truck between Mata wan and Freehold would 
have to lx rebuilt before it could meet Federal Railroad 
Administration safety standards. The connection be 
tween the Penn (Vntral and the (JNJ at Freehold would 
also have to Im» rebuilt. F urthermore, it would lx neces¬ 
sary to make extensive repairs to a local railroad bridge 
located on the Matawan spur. R. I). Tim puny, ONJ 
Trustee, estimates rehabilitation costs to lx $2<MUMW). It 
is their combined belief that if the Penn Central line 
between Freehold ami Jamosburg were retained ami 
brought up to track safety standards. rail tonnage would 
increase. 

Informotion for Line Retention Decision 


Ho venue received by ONJ - -$13* Wtt 

Average revenue p*r carloads_.. $106 

Variable (avoidable) cost of cotitlutied 
servlet*: 

Coat lncnrn*d on the bra noli line -. *M>. 112 

Cost of u)*grnding bruneli line to Kit A class 

I: (1/10 of total upgrading cost)- 7. 687 


I 'uHt incunvd licyand the hnftpclt lltn*. _ . r», t »T 


I'ofal variable (avt*b|fft*le i r**Kt 


Net <**nt rlbutloa Hhv.i t»i 
A'k L*f4ge per carload. 




'rT- 


A»»’J I 


This line would rebuilt 1 upgrading lo met da* un j 
«|um*mehts of the Federal K*i!i -ad Adinic -inf »t^i 
mintiiiiifit -ttfety -tamtnnF t(*l I track, . ’ it K& - 
maximum safe n|**r;»ting s|x*v<I of in tnplu K 43 wL .11 
10 tilable information* this upgrading r< I .orltulr 1 
the replacement of a total of 7SK vros t ic- rmavirap ( 
of 241 ct'Ot&tieo |km* mile)* 

Preliminary Recommendation 

It is not recommended that this portion of the Frw 
hold Branch lx» included in the ConRail S\ tcm. Cm- 
tinned operation of this line would require a ruilsprriflt 
continuation subsidy. I nder 1974 tntffic. iwnumud] 
cost levels* this line generates an aiinu.il e\* • vtiimuKui 
burden amount ing lo $29,667 or $462 per carload. Rivov 
cry of costs would require npproxiintUdy t 4»X) |xn^nt; 
increase' in traffic or a 22n |M k rrcnt rule iniMvover fir 
197.4 levels* 


NEW YORK & LONG BRANCH RR 
USRA Line No. M05 


New York & ^ 

Long Branch I ASBURY PARK 

RR to South Amboy F-^ 

Br.idt «7 Beach 


NEW YORK - 
& LONG BRANCH 
RR 



9.9. miles 


Sea Girt 

BAY HEAD 
JUNCTION 

This portion of I ho New York* !.ontr ,trnm ‘ h ^ 
extends from Atbury Park (Milepost - h d) h ' * 
Ef«ad Junction, SJ. (Milepost 38.0). a distance o 
mile*, in Moiinioutli ami Ocean Counties, . •* 
Asbury Park, this line continues to South Atn'«y- 
line, except for a <>.9 mile portion from P'ie •> 
(Milepost -J9.0) to Asbury Park, was dt«rrilxst«» 
tentially excess in the U.S. IX )T Rep° r * 1 ' 
of February 1,1074. 

Traffic and Operating Information 

Statton» (with their 1973 carloads) .served by thl* H»* 

Spring Lake--- 

Point Pleasant---- 

Total carload* generated by the llM— 
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iwmge carloads per week- 5.4 

image mrtoad* per mile-2a 5 

Amip 4 carload* iK*r train--- 2, 7 

l$GJ grating Information: 

Number of round trips per year_____ 104 

K*tlmntH time iK*r ronml trip (hours)__ &0 

Lncomotlv* horsepower-J, 600 

Twin crew ate--- 4 


Informotion Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
tlw Rail Services Planning Office ns reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report” indicated that 
tltf line does not generate a large volume of freight, but 
t Is considered to Ik* a vitally important commuter 
route. In 1973, New Jersey spent $390,000 on repairs to 
the line, and in 1974, the state expects to spend an addi¬ 
tional $T>WU)0(), R. I). Timpany, Trustee*, Central Rail¬ 
road of New Jersey f stated that the New Jersey DOT 
luni allocated approximately $ 2.0 million for the res¬ 
toration of the line during the period 1971 to 1974. 

Ridiard B. Wnchcnfield, of the New York & Long 
Branch, noted that 27,000 passengers ride over the line 
daily According to Mr. Wachcnfield, a study has been 
completed which involves a proposal to terminate se.rv- 
i^on tliis line at Sen Girt instead of Bay Head Junc- 
The study estimated that it will cost approxi¬ 
mately $500,(100 to repair the Manasqnan Bridge or $5 
million to build n new one. Questions have lK»en raised as 
to whether this investment would Ik* justified because 
d the small miml)er of passengers that use the lino 
*»tthof Sea Girt. 


bformolion for Line Retention Decision 

received by CNJ__$77,888 

* rB * f ^ per carload_ $276 

< avoidable) eo*t of continued service: 

** incurred on the brunch line (excludes 
maimnmncf.)...... 74|M0 

**• of upgrading hmnch line to FRA 

* 1: < HO °t total upgrading coftt). « O 

ncurred tayoni! the branch line_ 20.070 

«nul variable (avoidable) co*t_ 

0 «w) •* total... 

ffa * Per carload_ 


.... 104,000 


.. (26.113) 


- (03) 


'.,11? IUl ' rt ‘ < l H ' re no upgrading to mevt the re- 

"j Federal Railroad Administration’s 
*m«i n 88 <tv a * an dards (('lass I track which has 
Um *»« operating speed of 10 m.p.h.). 

winery Recommendation 


tifcj t . m ' 0,nm °ndcd that freight eervice be pro- 

HR hv T k ,, T rtion ° f th * Xow York & Rranch 

of^,i„“ l <‘-K.il System. Continued operation 
sihsidv it! Pw l ,, ' r ® n rn 'l service continuation 

l< ‘ 1 1->M traffic, revenue and cost levels, this 


line generates an annual excess financial burden amount' 
ing to $-<>.! 13 or ijSJM j»er carload. Recovery of costs 
won hi require approximately a 193 percent increase in 
traffic <»r a 34 percent rate increase over the 1073 levels. 


PORTION OF TOMS RIVER BARNEGAT BRANCH 
USRA Line No. 1106 


Central Railroad of New Jersey 


-CNJ to 
^ Lakehurst 


TOMS RIVEfiV 

TOMS RIVER & \4 I «nil«* 

BARNEGAT-|\ \ 

BRANCH. CNJ \V 

PINEWAL0* 


This [lotlion of the Toms River & Rnrnegut Branch 
extends from Toma River (Milepost 7 . 4 ) to Oyster 
Greek. A J. (Milepost 11.5), a distance of J./ miles, in 
Ocenn County t N.J. At Toms River, tliis line continues 
to latikchurst. This line except for n short portion just 
southeast of Toms River was described us potential I v 
excess in the l T ,S. DOT Report (see Zone 62). 

Traffic and Operating Information 

Station* (with their 1073 carload*) nerved by this line: 

1M in* wit Id_,_‘__ 52 

Ware town___ 4 


Total carload* generated by the line_ 56 

Average carloads per week_-_ j. 1 

A re rage carload* i*'r mile_ 6.5 

Average carload* i*»r train_*___ \. j 

1073 o]>eratliig Information; 

Number of round trijr* jier year_ 52 

Kstininted time |**r round trip (hours)___ 4.0 

Locomotive horaeftower_____l, (loo 

Train crew size____ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
tlve Rail Services Hanning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation^ Rail Service Report” indicated that 
the portion of the line between Pinewald and Oyster 
Creek is presently operated by the CNJ under contract 
with the Jersey Central Power & Light Co. 

Information for Line Retention Decision 


Revenue received by CNJ_ $ 9 , 221 

Average revenue per carload^_ $165 

Variable (avoidable) coat of continued 
service: 

Cost Incurred on the branch line_ 87,045 

Cost of upgrading branch line to FRA 

CUk* 1: ( 1/10 of total upgrading cost). 0 
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Cost Incurred beyond the brunch line_5, -IK9 

Total variable (avoidable) owt ....- 1*3, 434 

Net contribution (Ion): total- - (84,213) 

Average |>cr carload_-_- (1,501) 


This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has 
a maximum safety operating speed of 10 m.p.h.). Jersey 
Central Power & Light Co. staled that in the next 
five years, it experts 1,000 inhound rarloads at its 
Oyster Creek plant. In addition, the plant is expected 
to generate 15 outbound carloads per year. 

Further testimony by the New Jersey City Transpor¬ 
tation Council indicated that plans have been formu¬ 
lated for the construction of a nuclear generating power 
station at Forked River. Reportedly 800 carloads per 
year will be used over this line until 1979. Construction 
employment will lie approximately 3,000. 

Preliminary Recommendation 

Although the preliminary recommendation is that 
this portion of the Toms River & Bnrnegat Branch not 
lx* included in the ConRail System, the possibility of 
immediately increasing revenue must he exploit'd be¬ 
fore a final recommendation can he made. Without im¬ 
mediately increasing revenue, continued oj>e ration of 
this line would require a mil service continuation sub¬ 
sidy. Under 1973 traffic, revenue and cost levels, this 
line generates an annual excess financial burden 
amounting to $81,213 or $1.50+ per carload. Recovery 
of costs would require approximately a twenty-thive- 
fold iiierea.se* in traffic or a 900 percent rate increase 
over the 1973 levels. 


PORTIONS OF HIGH BRIDGE BRANCH 
USRA Line No. 1107 
Central Railroad of New Jersey 


Wharton A r -ELHobok«.- 

Northcfn RR—»\ Ch.cajo Ime 

-V-.Jt-.-r- 


-V" 

Morris County Junctiony^ 

LAKE JUNCTION 

PORTION. LAKE 
H0PATC0NG 
BRANCH, CNJ 


EL Succasunna 
line 


PORTION HIGH 
BRIDGE BRANCH 
CNJ 

HIGH BRI0GE 



CNJ to 
Rocka*ay 


Jersey City- 
Phi 11 ipsburj* 
line, CNJ 


These jiortions of the High Bridge ami the Lab 
Hopatcong Branch, extend from High Bridge iMile- 
post 0.0), to Luke Junction , NJ. (Milepost 23.9), a di* 
tance of 23.9 miles, in Hunterdon and Morris Counties, 
N.J. At High Bridge, this lino connects with the Cen¬ 
tral Railroad of New Jersey line running from Phillips* 
burg to Elizabethport It connects with the Erie Ucb- 
wanna line running from Hoboken to Chicago, the Lab 
Hopatcong Branch of the CNJ. and the Wlmrton k 
Northern Railroad at Lake Junction. The Lake Hoptb 
cong Branch of the CNJ continues north at Take 
Junction to Morris County Junction. The High 
Bridge Branch of the CNJ continues north at Hofmt- 
cong Junction to Rockaway. This line except fora 
short distance north of Hopatcong Junction was ck- 
scribed as potent ially excess in the l T .S. DO I Re|x>rt 
(see Zones 60 and 02). 


Traffic and Operating Information 

Stations (with their 1973 carload*) nened by thi* line: 

High Bridge.... 

CallfoA-- 

Long Valley----- 

Hander*----— 


* 

r* 

l 


a 

o; 


Tolnl iiirbwdx generated by the line-. 

Average earbwid* per week.--. 

Average carload* per mile -- 

Average carloads per train...- - 

1973 operating Information: 

Number of round trips per year- 

ICstlimited time i*»r rouud trip I hours ) 

IxHvmiotlve horsepower- 

Train crow size----- 


177 

U 

U 

U 


£ 
HO 
+ 000 

4 


Information Provided by RSPO, Shippers, Governmtnl 
Agencies 

Information provided at the hearing' conducts! hf 
the Rail Services Planning Office as reflected in t tetr 
reports entitled ‘‘The Public Response to the SecrfWJ 
of Transportation's Rail Sendee Report iiuliratest 
this line is used ns a through route carrying 
from Southern New Jersey and is an important in 
change between the Erie-Locka ivanna an*i J K 
Phillipshurg to New York line. Scars h ,K ,wc 
nounced plans to liegin construction in 19< I ° m J* nn 
distribution center at Bartley (mp 1^* car- 
projects it will generate between 8,750 ami 
loads per year. RSPO indicates this same wit a i 
development by the Ml. Olive Industrial u I 
Commission. 


Information for Line Retention Decision 


He venue received by CNJ- 

Average revenue i*‘r carload- 


$33. S* 


$nw 


Variable (avoidable) co*t of continued 

service: m 

Cost incurred on the branch line- 
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rv*t of ui^rudlnR brunch line to FRA 
rtavs I ^ 1/10 of total uti^niriitij: coat) _ 21, HIM 

(V*t Incurred beyond the branch line- 11.923 


Total variable (avoidable) co*t_ 224.725 

s ^ 

Net retribution (loss): tf#tal- (191,139) 

Awrace per rarioud- tl.OSO) 


This lino would require upgrading to moot the re- 
quirwnents of the Federal Railroad Administration's 
minimum safety standards (Class 1 Track, which has a 
irmurmun oj>erating speed of 10 mph). Itase^l on avail¬ 
able information, this upgrading would include the re- 
plarwnent of a total of l*f>00 crossties (an average of f>3 
♦'rwsties per mile). 

Preliminary Recommendation 

Although the preliminary recommendation is that 
three portions of the High Bridge Branch and the Lake 
HopAtcong Branch not lie included in the ConRail Sys- 
tn»N the possibility of immediately increasing revenue 
ii Hartley must la* explored before a Hnal recommenda* 
lionmn Ik* made. Further, the final industry structure 
|'!nn («*<• Chapter 3) may requin* continuance of this 
nviu* for through traflic (EL overhead to the present 
I X*l). Without immediately increasing revenue, eon- 
lumnd ojH‘ial ion of this line would requin* a mil service 
«ntirotation subsidy. Under 1973 traffic, revenue and 
^ levels, this line generates an annual excess financial 
^r»kii amounting to $191,139 or $1,080 per carload, 
l^ovviy of rosts would require approximately a nine- 
Hi in<Toas<* in t mffic or a 570 percent rate increase over 
«* M3 level* 


PORTION OF SOUTHERN MAIN LINE 
USRA Line No. 1108 


Burlington, Camden, Gloucester, Atlantic, and Cum¬ 
berland Counties. New Jersey. This line continues north 
form Lakehurst to Red Bank and south from Bridgeton 
Junction to Bridgeton. At Lakohurst it connects also 
with the Toms River & Barm-gat Branch of the CNJ. 
At Bridgeton Junction it also intersects the PRSL 
Bridgeton Bmnch to Glossboro, the CNJ Deerfield 
Branch to Scabrook and the CNJ C. & M.R. Branch to 
Mauricetown. Vineland (Mile|>ost 120.1) is also served 
hy PRSL lines to Glnssboro and Dorchester. The PRSL 
lines to Glassboro from Bridgeton Junction and Vine- 
land are also under study in this report. At Winslow 
Junction (Milepost 104.2), the line intersects PRSL 
lines to Haddonfield, Camden (via Clcmenton), 
Atlantic City and Capo May. This line was described as 
potentially excess in the I’.S. DOT Report (see Zones 
62, «4. 65,66, and 84). 


Traffic and Operating Information 


Stations (with their 1U73 carload*) served by this line: 


Lakelmrat ___ 

Chat* worth __ 

Winslow _„_ 

Cedar Lake _ 

LandlKville _ 

Vineland _ 

Norma ____ 

Rosenhayti __• 


-3.084 

—- 397 

-2.22U 

- tie 


Total carload* genorated by the line 

Average carloads j**r week_ Tr „__ 

Averngi* carload* p«>r mile_ 

Average carloads per train_ 

1073 operating Information: 

Xamber of round trips per yenr _. 

Estimated time jivr round trip thour*) 

Locomotive horsepower____ 

T rn 1 n crew sloe___ 


7, Old 
134.9 
108.3 
20.0 

350 

8.0 

2.500 

4 


Information Provided by RSPO. Shippers, Government 
Agencies 


Central Railroad of New Jersey 


i ti§ to 


Orm«»to« 

PRSL 


C * J **>4*L. 


PORTION. 

RED BANK- CNJ To 

BRIDGETON Red B«.k V 

LINE CNJ / 

. t% *U<LAKEHURS 

.Jitttlow To^% River A 
x Junction Bar nr | at 
*N, Branch, CNJ 

r 

• AtlimicCity 

on CAMR J«“ PRSL to liM. PRSL 

Snnc*. • Oorchotto 



" f l,IP ‘^° u ^ ,ern Division extends from 
'I’l' iKH ]■ * C ,st 66.0) to Bridgeton Junction. X.J, 
’a distance of (S/fJi index, in Ocean 


In format ion provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled, “The Public Response to the Secretary 
of Transportation's Rail Service Report,” indicates that 
line, carries large rpiantities of sand. A feeder line orig¬ 
inated more than 15.000 carloads of sand in '73,43% of 
which continued over Bridgeton to Lakohurst line. 
RSPO report said forecasts indicate that traffic south 
of Bridgeton will increase to 19,000 carloads in 1974 
and 21,000 in 197c. Howard T. Rosen, counsel for CNJ 
Lifeline Committee said 35,000 carloads of sand arc 
now generated on line, 15.000 of which originate on 
feeder line at Newport. He says 50,000 carloads could 
be generated if tracks were repaired and rail efficiency 
improved. RSPO report, said in 1973, 5,400 carloads 
of sand were moved on line from Winslow Junction 
(Zone 66) to NYC. According to Monmouth County, 
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X.J. Transportation Coordinating Committee, this is 
the only north-south rail line in eastern and southern 
part of the State. “Withdrawal of service would leave 
many firms stranded.” Mr. Rosen said area roads could 
not handle the 500 trucks |>cr day that would lie needed 
to handle the traffic if rail service was discontinued. 
Public Service Klectric and < «as Company said line was 
needed for southlwmnd movement of traprock to its off¬ 
shore generating plant. Owens Illinois said there is no 
physical connection between Pa.-Reading Seashore line 
serving Vineland and CN.T as indicated in DOT map 
of Zone 05. Betz I Jilmratories in Chatsworth said if it 
lost rail service ancl no alternative service were pro¬ 
vided, it would shut down. Rendc Mfg. Co. in Lukehurat 
ships magnesium powder that U.S. Dept, of Defense 
uses for ammunition. Table 50 in RSPO report says 
Hollander Sand Co. projects an increase to 10,000- 
12,000 carloads over the 4,000 carloads it shipped since 
it began oixwations in the last 0 months of 1973. Scott 
Pa|)er Co. projects an increase to 1,000 carloads, up 
from its 950 carloads in 1973. Alan Sagncrof NJDOT 
said USDOT was not attributing cnougli carloads to 
Clmtswotlh and Whitings. NJDOT figures indicated 
1.500 carloads from these stations in 1973. 

Informotion for line Retention Decision 

Reretme received by CN V.....$1,062,558 

Average revenue per carload- $150 

Variable (avoidable) cost of continued 
service: 

Cost iucurrod on the brunch line--. 510,752 

Toni of ui>jrmdliiK brunch line to FRA 
Claes I <1/10 of total iiiwrndlng 

coat)--- 74. SIS 

Coat Incurred beyoud the branch line— 508,212 

Total variable (avoidable) co«t- 1.102,780 

Net contribution (low) : total- (50,247) 

Average |icr carload_(7) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 6,400 crossties (an aver¬ 
age of 99 crossties per mile). 

Although service to this line generates a loss, a 9 
percent increase in traffic or a 5 percent increase above 
the 1973 levels would enable financial self-sufficiency. 
No reasonable routing alternative exists. 

Recommendation 

It is recommended that this portion of the Southern 
Line be included in the ConRail System. 




PORTION OF THE PHILUPSBURG LINE 
USRA Line No. 1109 

Central R.R. of New Jersey 

PORTION. 

JERSEY CITY- 
PHILLIPSBURG 
S^nd*y-A L»NE.CNJ A 

Track. PC \ M \ HAMPTON 

(L & HR has \ EL to Netconf ^ 

Trackage Rifhts) \ 

Jersey Gif 

.. _ _ 

\ c- Jersey City* 

\ "*•** Buffalo line. LV 

>4- Belvidcre-Delawarc 
•^Branch. PC 

This portion of the Jersey Cifcy-Phil 1 ipsburg Line 
extends from Hampton (Milepost 56.6), to PhPif* 
burg , NJ . (Milepost 72.1). a distance of 15.6 mik* , 
in Hunterdon und Warren Counties. New Jersey. At 
Hampton, the line continues east to EHaabetliport. At 
Phillipsburg, the line connects with the I^high VaJle> 
RK Line between Jersey City and Buffalo. LimiUnl 
suburban passenger service was recently inaugurated 
on this portion of the line. This line was not described 
as potentially excess in the U.S. DOT Report (sec/one* 
62 and 69). 

Traffic and Operating Information 

Stations (with their 1075 carload*) served by thb bur 

Hampton ----- 

Ludlow _— 13® 

RloomHbnry - ^ 

I’hlUlpsburg-- 

^i 

Total carloads generated by the line. 

Average carload* per week-—- 

Average carload* per mile- 

Average carload* per train- 

1075 Operating Information: 

Number of round trip* per year- 

K*timated time per round trip (hour#)- 

Locomotive lior*ei>o\ver--- 

Train crew size-- 

Information Provided by RSPO, Shippers/ Govt 
Agencies 

No information was provided at tlu* 
ducted by the Rail Services Planning 0«<w the 
in their reports entitled “The Pnhlic PS 1 K * 1 
Secretary of Transportation’s Rail Serviu 

Information for line Retention Decision 

Revenue received by CNJ—-- 

Average revenue per carload--—- — 


__ 1500 
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VirilW- f*r*»»Mabl*i ro*i »if iHMttiliud Pre¬ 
fer: ' 

i r iu i. mil uil the bra m b Uiu>._ * 77, K^2 

i 3 -if i j .rmilug brunch f|tr- 1 »» KRA I. 

ft/|0 *>f t'*Utl ir»h. _ I) 

t larumcd ***'}:bf Iinuu4i line .. . J7, 9ltf 

Ti»nl vnrlabte i avoidable) r»v*t_ .. 10,%. 734 

\'A 1011 ili^Ki __. __ 43U,«*f]U) 

W^Q' t*r 'tirlmil . ___ 1 hT i 

VtHu.lt iMtlitt*Mti'« dm* ti> t h- *tw »*f tli* frrf p* . #avrr ‘ met* 


1 *u id* cast wnrd. f 1 Min Soulli of I brio Hritlifi'*, to Somer- 
viil.-, which s&.tor i< also under ntinlv in this Report* 
Ai Klcmington. this line roiuuvt* with tin* Black River 
a A extern HR t• • L:unU:* il« Hiis line was not i|e* 
as potentially ex<vss in the t\S. IM)T Report 
1 see Zone G2). 

Traffic and Operating Information 

Stations • w it It tlieir 1073 rttrlombO by thin line: 


l>l!A Ml! ha- requested that f h»* Slate of N.J. pro* 
I’W it <1 .1 uli*.I inventory of their mil passenger facility 
uidv Tito State may wish to designate certain prop- 
<nv which it lielicvcs should |)c ptiivlui.Hed or leased by 
tho .stale for p isacnger services ns part of tlio Final 
Plan. 

frtliminaiy Recommendation 

It is not recommended Hint freight service pro- 
lilftl <»ver «'.is portion of the Jersey City to Phillips- 
!•'«£line Ik* included in the Conlind System. Continued 
'|oi«tion of this line would require a rni| service con- 
tmit.ition subsidy. Cnder 1873 traffic, revenue and eost 
till- line {..me nit os an animal excess financial 
l " mle " ««»»tmling lo or $K7 per carload. lie- 

ou ry of costa would require approximately a 90 per- 
a * Il! ' mn ' a '■ in 1 1 -itflic or a 50 percent rate increase 
#Tfl tin- 1973 levels. The ultimate disposition of this 
'in.illrr bankrupt carrier (see Chapter 3) may improve 
f * mfr rpv ^’ ,,m »s '!»• acquiring road can “long haul” 
* truffi*. | he present carloads |K*r mile, however, ituli- 

a ‘ r U “* ,ht * lin « would not likely be viable under this 
ofnnnstancc. 


PORTION OF SOUTH BRANCH 
USRA Line No. 1112 

Central Railroad of New Jersey 

PORTION OF THE 
SOUTH BRANCH. CNJ 


FLEMINGTON 




CNJ to Somerville 
miles | 

I 

SOUTH OF THREE 
BRIDGES 


Tliitj 


Black River & Western 
BR to Lambertville 


■Wj 0 l r,*° n ** ie Branch, extends from 

***, \j Bridge* (Milepost 13.0) to Fleming 

HiBUeni ftI / 111 11 of £.7 miles 

X.J. A continuation of this line 


, in 
ex* 


Total rarlnadu generated by Mr* lin«* 

Average esrlouda |#cr week. __ 

Average earbi.'idn itrr uiUp. .. 

Averaice earliNlilH |**r train 
1973 npcrutiug Information. 

Number of round trips per year. 

Ent limited timelier round trip i hours) ^ 

l/KonotiTB korspfirmTr.. ....__ 

Trnlu aw hI«».__ 


- fiTii) 

- 12.7 

— 211 1 

— 1.2 

- 150 

i a 

_I. 000 

- 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the Ih-iii in^ conducted by 
the Rail .Services Planning C Iflir us reflected in tlieir 
re|K*rts entitled “The Public Response to the Secretary 
of Transportation’* Rail Service Report*-* by ftrant 
Arnold. General Manager of Kthyl Corporation indi* 
cat«*s that if all (ho lines shown as potentitilly excess 
in the IX )T Report are abandoned then Fleming!on will 
la* without rail service. The community handles 1,718 
rnrlomls annually. 


Information for Line Retention Decision 


Revenue received by CNJ._ 

Average revenue per carload_ 


-S1S4UH 


Varlnlde (avoidable) nwt of rontJniusl Kerv- 
icc: 

<%»Ht inciirret) on the branch line ___ 5s, 7.ss 

Cort of uiigmding branch line to FRA 

class I: (1/10 of total upgrading co*t)_ 0 

(’oat incurred l»cyond the branch line__ 7tl. 580 


Total variable (ovoldable) cowt_...._ 135,377 

Net exjutribution (Iokn) : total-. __ 51,037 

Average per carload _ 77 


This line* would require no upgrading to meet tlu* re¬ 
quirements of the Federal Iiuilrond Administration's 
minimum safety standards (Clnss I track, which has a 
maximum safe o|x*rating .s|u*ed of 10 mph). This line 
requires n connection with the Ix-high Valley near 
Three 11 ridges in order to onntinue in operation. 

Recommendation 

It is recommended'that this portion of the South 
Hraneh Ik* included in the ConIfail System. 
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TRENTON-PRINCETON TRACTION COMPANY Information for Lino RotonMon Dodtion 

INDUSTRIAL TRACK The specific characteristics of the traffic generated on 

this line cannot be identified. However, the volume a 
USRA Line No. 900 substantial. 


Reading 


RDG to Bound Brook 


V 

a / LAWRENCEVILLE 

PC 10 CjH ett Trenton 

PhHIipsburg / \ _ 

/ \ 4 - West Trenton 

/ V. Branch. ROG 


/N 


\ 13 miles 


'A \ \ 

\ 


0G to Philadelphia 


TRENTON-PRINCETON 
TRACTION COMPANY 
INDUSTRIAL TRACK. 
ROG 


PC to New York 


* r^/^-JUNCTION WITH EAST 
\ / J TRENTON BRANCH 

M 

PC to Philadelphia Trenton 

/ PC to Bordentown 


The Trenton-Princeton Traction Co. Industrial 
Track, extends from the East Ti'cntmx Branch (Mile¬ 
post 1.1) to Lawrenctville , NJ. (Milepost 3.4), a dis¬ 
tance of 9JS miles* in Mercer County, N..J. At Trenton 
this line connects with PC' industrial tracks and the 
Reading lines to East Trenton and West Trenton. All 
of these Reading lines are also under study in this Re¬ 
port. This line was described as potentially excess in 
the U.S. DOT Report (see Zone 63). 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report'' indicated that 
this lino senes ten firm^which generated 1.070 carloads 
in 1973. It also stated that loss of the line would cause 
unemployment for 234 people. Certified Steel Co. said 
it expects to generate 325 to 400 carloads in the near 
future. Mr. Thomas N. Loser of Wycough ft Loser said 
he did not think his company could remain at its pres¬ 
ent location if rail service was discontinued. Other 
arguments against abandonment cited possible unem¬ 
ployment, “inability of area roads to handle additional 
truck traffic,” and needed rail service for the $10 million 
Ewing Industrial Park. 

Additionally, USRA received information from the 
Reading Company that the Ewing Industrial Park is 
an expanding facility and that future rentals in the 
Park would be very difficult if rail service was discon¬ 
tinued. One firm recently spent $30,000 to build a siding 
after receiving a railroad guarantee that service would 
continue. 


Recommendation 

It is recommended that the Trenton-Princeton Trac¬ 
tion Co. Industrial Track be included in the CooBtil 
System. 


EAST TRENTON INDUSTRIAL TRACK 
USRA Line No. 901 
Reading 


RDG to 
Lawrence vi Me 

I / 

I EAST TRENTON 

* EAST TRENTON 

’4 -INDUSTRIAL 

\ TRACX. ROC 



Belvidece«'“W \ . 

Delaware Branch. ' 

PC vll 

TRENTON 



3.1 mites 


*^f-PC Line *> 
Philadelphia • Bordentown 

Line. PC V 


Tho East. Trenton Industrial Track extends from 
East Trenton (Milepost 35.6) to Trenton. I 

post 38.7). a distance of 3.1 milss. in Mercer County, j 
N.J. At Trenton, this line connects with the Reading 
line to West Trenton. This line is also under study m 
this Report. This line was not described as potentially 
excess in the U.S. DOT Re|»ort (sec* Zone *»•')• 

Traffic and Operating Information 

Station*! (with their 1973 carloads) nerved by this Ui*- l 

Ajax Park---*- 

Trenton_ I 

3.«#j 

Total carloads generated by the line....—- ggjl 

Average carloads per week- 974.2 

Average* carload* per mile- 9.7 | 

Average carloads ]»er train-*- 

1973 operating Information: 31-1 

Number of round trips per year-* 

Estimated time per round trip (hours)- 1,5001 

Locomotive horsepower-————-— 4 

Train crew --— 

Information Provided by RSPO f Shipp« r< » ^ 

Agencies . 

Information provided at the hearings t ^ir | 

the Rail Services Planning Office a* ^^ary 
reports entitled “The Public Response toj w. thlt 
of Transportation^ Rail Service R®P OIt i gen- 

witnesses urged three firms, employing •>< i 
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«rited 7W carloads in 1973. The Gas Construction Co., 
In»\< received 1.108 tons of freight, in 1972, and 1,443 
cote of freight in 1973. Mayor Arthur J. Hollared of 
Trenton id 17 Trenton firms would be hurt by the loss 
of rail service. Seven of those firms said they would have 
tostop operating at their pre;>ent locations. u Abandon- 
B*at would cause the potential unemployment of 1,800 
prams an<l an estimated tax revenue loss of $300,000.” 

Information for line Retention Decision 

forpoti* mvlvrd by RIXJ-----$462,887 

AwAire revenue per carload_ $153 


TirUblf t avoidable) cost of continued 
srrrice* 

Co«t Incurred on the branch line_ 121 . 732 

Cost of upffrndinx brunch line to FRA 
Claim I. < 1'10 of total upgrading coot). 0 
Oast Incurred iH'yond the branch line.,.. 304, 77D 


Reading's New York Branch. This line was not de¬ 
scribed as potentially excess in the U.S. DOT Report 
(see Zone 63). 

Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 


West Trenton__.2.4*43 


Total carload* generated by the line_____1 2,445 

Average carloads i>er wwIl,_ __ 47. 0 

Average carloads per mile_719.1 

Average carloads per train___ 7.8 

1973 operating information: 

Number of round trips per year___ 312 

Estimated time per round trip (hours)_ 3.0 

Locomotive horsepower_ 1,500 

Train crew sine_ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 


Total variable (avoidable) coot__ 426.502 

Set contribution (loss): total_ 36,385 

Awn** per carload__ 12 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administrations 
minimum safety standards (Class 1 track, which has a 
muimum safe operating speed of 10 mph). 

Ittommtndation 

h in recommended that the East Trenton Industrial 
Trick lie included in the Con Rail System. 


TRENTON BRANCH 
USRA Line No. 902 


Reading Railroad 


TRENTON BRANCH. 
New York RDG 

^ r * nC ^’ RDG to Lawrencevilie 

WEST V ji / 8I>C 

•v. TRENTONW^ f 4 >> East Trenton Brandi 

A;// V # 

Otilirvt / >* 

^ndi PC 7 3.4 mites '^Trenton (PC) 

✓ TRENTON / \ 


Ne* York- — 
Philadelphia 
Line. PC 


PC Line 
to Borden town 


Inforutat ion provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Trans|K)rtation s Rail Service Report r ' indicates that 
only two firms offered traffic information: the Homa- 
soto Co. generated 737 carloads in 1973. and the H. M. 
Royal Corp. generated 850-400 carloads in 1973. Homa- 
sot© expects to generate 1,250 carloads by 1979. Royal 
expects to generate 615 carloads by 1976. George Owens 
of Royal said that approximately 3,000 mil cars travel 
the line annually. New Jersey DOT say only 650 cars 
traveled the line in 1973. Abandonment would cause 
unemployment for 205 people. 

Information from the Reading Company said that 
abandonment of this line would cause one company to 
dost* and two companies to cut back service, resulting 
in layoffs of 135 people. Hundreds of other employees 
would be adversely affected. Abandonment would also 
isolate the East Trenton and Trenton-Princeton Trac¬ 
tion Branches. 

Information for Line Retention Decision 


Revenue received by RDG_._._.___$474 ,121 

Average revenue per carload__ $194 


Variable (avoidable) coat of continued 
service: 

<V*t incurred on the Branch Line _ 152,983 

Goat «f upgrading branch line to FRA 

does I : ( 1/10 of total upgrading coat).. ft 

Dost Incurred beyond the branch line _ 313,633 


Total variable (avoidable) coat_ 466,616 


Mill ^ rx>ntf)n Branch extends from West Trent 
*° T'^nton (Milepost 36.2) a distar 
tfoj ij^ ^ * n Mwer County, Nov Jersey. At Trente 

t0f »- Th s r ,K< " ^ ^ eaf ** n £ ** ne to ^ Trc 

j l,lP * S a * 80 ,u *der study in this Report. 1 

rinton * Trenton Branch connects with t 


Net contribution (lnoa) : total _*_ 7,506 

Average per carload _ 3 


This lino would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (('lass I track, which has a 
maximum safe operating speed of 10 mph). 
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Recommendation 

It is recommended th&t the Trenton Branch be in¬ 
cluded in the OonRail System. 


PORTION OF PlEASANTVILLE SECONDARY 
TRACK 

USRA Line No. 1800 
Pennsylvanio-Reoding Seoshore Lines 


MC KEE CITY 


PORTION. 
PLEASANTVILLE 
SECONDARY 
TRACK. PRSL 


an^\ 

— ► V *" 1 

V1LLE \ \ 
IY Vi 

«L X 


Linwood 


milei 

X 

PLEASANTVILLE 


^ \<- PRSL » 

s' \ Atlantic City 

*—Lin wood v 

Secondary ^ 


Secondary 
Track. PRSL 


This portion of the Pleasantville Secondary Track, 
extends from McKee City (Milepost 53.1 to Pleasant - 
mile, NJ. (Milepost 56.9) a distance of 3J8 miles in 
Atlantic County, New Jersey. At Pleasantville, this 
line connects with the Linwood Secondary Track of the 
Pennsylvania-Rending Seashore Lines, and it also con¬ 
tinues to Atlantic City. The former line is al»> under 
study in this Report. This line was described as poten¬ 
tially excess in the U.S. DOT Report (see Zone 64). 

Traffic and Operating Information 

Stations (with their 1973 carload*) nerved by thl* line: 

McKee City --— 

Northflrid - 

Total carloads generated by the line - 

Average carloads per week - 

Average carloads per mile --- 

Average carloads per train - 

1973 operating Information : 

Number of round tripe per year --— 

Estimated time per round trip (hours)- 

Locomotive horsepower - 

Train crew site.. ... 


_ 107 

_ 2.1 

_ 30.6 

_ 2.1 

_ 52 

_ 2-5 

_ 1,200 

_ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled “The 
Public Response to the Secretary of Transportation’s 
Rail Sendee Report.” 

Information for Line Retention Decision 

Revenue received by PRSL - $15,936 

Average revenue per carload --— $149 


Variable (avoidable) cost of continued serv¬ 
ice : 

Coat Incurred on the branch line- -— 33,679 

Coat of upgrading branch line to FRA 

Class I: (1/10 of total upgrading cost)— 0 

Cost incurred beyond the branch line-- - 6.494 


Total variable (avoidable) cost- 40,173 


Net contribution (loss) : total-(24.237 1 

Average per carload---- (227) 


This line would require no upgrading tn meet the 
requirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which has a 
maximum safe operating speed at 10 m.p.h.). 

New T Jersey DOT indicated that industries have al¬ 
ready moved into an industrial park complex at McKee 
City and this complex is expected to attract additional 
firms in the future. Continued rail service is essential 
to at least one of the firms now in the complex and for 
the continued development of the park. 

Preliminary Recommendation 

Although the preliminary recommendation is that 
this portion of the Pleasantville Secondary I rack not 
be included in the ConRail System, the possibility of 
immediately increasing revenue must be explored before 
a final recommendation can be made. Without imme¬ 
diately increasing revenue, continued operation of thil 
line would require a rail service continuation subsidy. 
Under 1973 traffic, revenue and cost lewis, this line 
generates an annual excess financial burden * mounting 
to $24,237 or $227 per carload. Recovery of costs would 
require approximately a 260 percent increase in i»* 
or a 150 percent rate increase over the 1973 le\els. 
inclusion of this smaller bankrupt carrier in CmKU 
will improve carrier revenue as the acquiring roa _ c * n 
“long haul” the traffic. The present carloads l* r ml 
however, indicate that this line would not like) 
viable under these circumstances. 


LINWOOD SECONDARY TRACK 
USRA Line No. 1801 

Pennsylvanio-Reoding Seoshore Lines 


Me K«* City 

> 

linwood 


-Pleas antville 
Secondary 
Track. PRSL 


SECONDARY ^.PLEASANTVILLE 

TRACK. PRSL - 

- J.9 mil** 

LINWOOD# 

Hie Linwood Secondary Track, ext * ’ n< H (Mil** 

.mile (Milepost 0.0) to Linwood, y, '’ r . ... C o»W< 

it. 3.8), a distance of 3S miles , in ■ 
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jfcir Jersey. At Pleasantvilie, this line connects with 
tbe Pleasantville Secondary Track of the Pennsylvania 
folding Seashore lines. The portion from Pleas&ntville 
ire# is also under study in this*Report. This line was 
tecnbcd as potentially excess in the U.S. DOT Report 
UeeZone 64). 

Traffic and Operating Information 

tattoo* (frith their 1973 carload*) nerved by this line: 


Total icarloads generated by the line_ '2TA 

Annie carloads per week. —---4.9 

Amtrr carload* per mile- 66 . 8 

Amitf* carloads per train--- 2.4 

m operating it> forma lion: 

Xaaiber of round trips per year—__ 104 

Maaatcd time per round trip (hours)__ a 5 

Locomotive horsepower.___ 1 ,200 

Inin crew rise______ 5 


Information Provided by RSPO, Shippers. Government 

Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
f, f Transportation’s Rail Service Report” indicated 
thit Dee Wood Industries reported it generates an av- 
**8® of 274 carloads per year over this line. Herbert 
Adler, representing the aforementioned firm, stated 
“at his firm would not be able to price its products 
competitively if rail sendee were discontinued. Addi- 
tionally, he mentioned that a switch to trucking would 
^impractical. Opposition was also expressed bv the 
Pfc'L, the New Jersey DOT, and other business firms. 

Nation for line Retention Decision 

rwrivwl by PRSL_$54. 087 

***** rarcnu«* per carload_ $213 

Avoidable) cost of continued Hew¬ 
itt: 

(Cn l ^’ lrr,Hl on the branch line- 52, 060 

j. <>f upKr4,lln K branch line to KRA Claw 

Com I 10 0t to,#1 "I* r *<llng cost)_19. 417 

nrrwl the branch line_14. 826 


T ‘* 41 r,rl »Me (avoidable) coat_ 


- 88, .103 


' l T“ ): ,oU1 -(aw 

"I*r carload- {127) 


line 


Would ^Kjuire upgrading to meet the re- 

rv/ 4.1 * _ 


Anient t upgrading to meet the re 

aiiaimi. S f ** e ^ e< ^* ra ^ Railroad Administration’ 
majitjj^” J 8taf >dards (Class I trnck, which has a 
‘^iUble' * °P° ra< ' n £ 8 I )W( 1 of 10 rnph). Rased on 
1,1 lirmu, ‘°n, this upgrading would include 


the replacement of a totAl of 1,400 crossties (an average 
of 368 crossties j>er mile). 

Preliminary Recommendation 

It is not recommended that the Lin wood Secondary 
Track be included in the ConKail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial bur¬ 
den amounting to $32,266 or $127 per carload. Recov¬ 
ery of costs would require approximately an 80 percent 
increase in traffic or a 60 percent rate increase over the 
19,3 levels. The inclusion of this smaller bankrupt car¬ 
rier in Con Rail will improve carrier revenue as the 
acquiring road can “long haul’’ the traffic. The present 
carloads per mile indicate that the line may he viable 
under this ci rcu m stance. 


PORTION OF MILLVILLE BRANCH 
USRA Line No. 1803 


Pennsylvania-Reading Seashore Lines 


—PRSL 10 
' Carodco 
\ 

GLASSBORO^h *• 

/ \l6.0 mile* 

Bridgeton -4/ /'^\ \ 

Branch / '1 

PRSL / PORTION. \ \ .X 
/ MILLVILLE \ TV- 
BRANCH. PRSL 


CNJ 

Red Bank 
Bridgeton tine 


IN ELAND 


‘,4-PRSL Line to 
* Dorchester 


This portion of the Millville Branch extends from 
OlaMbero (Milepost 18.0) to Vineland , NJ. (Milepost 
34.0), a distance of 16.0 mile*, in Gloucester and Cum¬ 
berland counties. New Jersey. At Glassboro, this line 
continues through Woodbury to Camden, and it also 
connects with the Bridgeton Branch of the Pennsyl¬ 
vania Reading Seashore Lines. At Vineyard, it inter¬ 
sects the Central Railroad of New Jersey’s Southern 
Line running from Red Bank to Bridgeton. At this 
pointy it also continues to Dorchester. The Glassboro to 
Woodbury segment and the Bridgeton Branch of the 
PRSL, as well as the CNJ Southern Line, are also under 
study in this Report. This line was not described as 
l>otentially excess in the U.S. DOT Report (see Zones 
65 and 66). 


591 























9934 


Traffic ond Operating Information 

Stations (with their 1073 carloads) served by thla line: 

Frankilnville -—-—- 


BRIDGETON BRANCH 
USRA Line No. 1804 
Pennsylvania-Reading Seashore Lines 


Total carloads generated by the line -—— 251 

Average carloads per week - 4. 8 

Average carloads per mile - 15.7 

Average carloads per train - 2.4 

1973 operating information : 

Number of round trips per year - 1(M 

Estimated time per round trip (hours) - 1-5 

Locomotive horsepower- --—- 2,000 

Train crew aUe - 5 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 


vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” 

Information for Lino Rotontion Decision 


Revenue received by PR8L ----- $42,309 

Average revenue per carload - $169 

Variable (avoidable) coat of continued 
service : 

Coat Incurred on the branch line - 139,014 

Coot of upgrading branch line to FRA 
Class I j (1/10 of total upgrading 

Coot incurred beyond the branch line.- 15,415 


Total variable (avoidable) cost- 154,429 


Net contribution (loss): total-(112,120) 

Average per carload- (447) 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). 

Preliminary Recommendation 



Millville 
Branch. PRSL 


GLASS BORO 


ORO 


♦ BRIDGETON 
BRANCH. PRSL 

-”^"*CNJ 

BRIDGETON \ Bridft®" j&'g 

\ Junction Bndjeton line 

\ 

\«-C*MR Branch. 

\ CNJ 
\ 


The Bridgeton Branch extends from Ghuinhoro (Mile¬ 
post 17.8) to Bridgeton, NJ. (Milepost 36.0), a distance 
of J8£ miles ^ in Gloucester, Salem, and Cumberland 
Counties, New Jersey. At Glassboro, this line connect* 
with the Millville Branch Line of the PRSL. At Bridge- 
ton Junction, it connects with the Red Bank to Bridge- 
ton Line of the CNJ, and the CNJ-C. & M.R. Branch. 
All lines except the last are also under study in this 
Report. This line was not described as potentially excess 
in the I T .S. DOT Report (see Zones 65 and 66). 


Traffic and Operating Information 


Stations (with their 1973 carload*) nerved by this line: 
Gl&neboro_____ 

Bridgeton ——-—..- 


452 

23 

4 

1 . 21 * 


Total carloads generated by the line - 

Average carloads per week - 

Average carloads per mile - 

Average carload* per train - 

1973 opertaing information: 

Number of round trips per year --- 

Established time per round trip (hour*)- 

locomotive horsepower --- 

Train crew aiae _—_ 


_ l& 

_ 3M 

_1M 

_ T.f 

_ 250 

_$0 


It is not recommended that this portion of the Mill¬ 
ville Branch be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail serv¬ 
ice continuation subsidy. Under 1973 traffic, revenue 
and cost levels, this line generates an annual excess fi¬ 
nancial burden amounting to $112,120 or $447 per car¬ 
load. Recovery* of costs would require approximately a 
four-fold increase in traffic or a 265 percent rate increase 
over the 1973 levels. The inclusion of this smaller bank¬ 
rupt carrier in ConRail will improve carrier revenue as 
the acquiring road can “long haul” the traffic. The pres¬ 
ent carloads per mile, however, indicate that the line 
would not likely be viable under this circumstance. 


Information Provided by RSPO, Shippers, Goveau®^ 
Agencies 

No specific information concerning this line 
vided at the hearings conducted by the hi*ii k r 
Planning Office as reflected in their r<*l K)rts 
“The Public Response to the Secretary of Transpo 
tion’s Rail Serv ice Report.” 


Information for Line Retention 

Revenue received by PRSL - 

Average revenue per carloads——■ 


Decision 


.$ 102 ,^ 

$102 
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VirUM** i nvddable) cost of continued 

aerriee: 

C«t incurred op the branch line. _ 278. 378 

C«nt of upgrading branch line to FRA 
daw 1: 11/10 of total upgrading cost)_ 0 

Cort Innuml beyond the branch line_ 130, 050 


Total variable (avoidable) cost_ 409,020 


Ho»tributlon (loss) ; total_ 

ATrmpp iH*r carload___ 


(210, 128) 


(114) 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
mirimum safe operating speed of 10 m.p.h.), Ihforma- 
tion received by the CSKA staff indicates that a large 
snduslrial development is being located on this line. This 
triplex is known ns the Sea brook Development and is 
imr Bridgeton. 4,000 to 5,000 acres of industrial prop¬ 
erty should lx* developed over the next several years. 

Paliminary Recommendation 

Although the preliminary recommendation is that the 
Bridgeton Branch not l>e included in the Con Rail sys- 
the possibility of immediately increasing revenue 
nut be explored l>cfore a final recommendation can Ik* 
Mile. \\ itlmut immediately increasing revenue, con- 
tiii<‘<l operation of this line would require a rail service 
^Wimiation subsidy. Under 1973 traffic, revenue and 
^ levels, thin line generates an annual excess financial 
Wkn ‘mounting to $216,128 or $114 pop carload. Re- 
WfT y "ould tvqiiiit* approximately a three- 

inciva.se in t niffic or a 110 percent rate increase over 
j W73 levels. The inclusion of this smaller bankrupt 
Learner in ( on Rail will improve carrier revenue ns the 
roa»l can “long haul” the traffic. The present 
^ d* per mile indicate that the line may In* viable 
J this oirni instance. 


PORTION OF MILLVILLE BRANCH 
USRA Line No. 1805 
bnnsylvanio-Reading Seashore Lines 

Penns Grove / 


Branch 

PRSl 


/4-PRSL to 
/ Camden 

! * / — PORTION, 

L * MILLVILLE 

VlAv BRANCH. PRSL 
k 8.3 miles 



fe 


PRSL to 
Vineland 


/ 4- Bridgeton 
* Branch. 
PRSL 


I his portion of the Millville Branch extends from 
Woodbury (Milepost 9.7) to (ila**boro y N J . (Milepost 
18.0), a distance of 8.8 miles, in Gloucester County, New 
Jersey. At Woodbury, this line continues to Camden. At 
Glassboro, it connects with the Bridgrton Branch of the 
PRSL, and the line also continues to Dorchester. The 
former line and the segment of the latter line from 
Glasslmro to Vineland are also under study in this Re¬ 
port. At A\ oodbury, this line also intersects the Penns 
Grove Branch and the Salem Branch,both PRSL. This 
line was not described as potentially excess in the U.S. 
I)< >T Report (see Zone 06 ). 

Traffic and Operating Information 

.Stntiorw (with their 11)73 mrlonds) nerved by this line: 

Sewell______ 

Pitman___ 


159 

31 


Total carload* generated by the line_ 

Average carloads per week-__ 

Average carloads |>er mile_ _ 

Average carloads j>er train_ 

1973 operating Information: 

Number of round trips per year__ 

Estimated time per round trip (bourn)_ 

Ijocomotive horsepower.^._ __ 

Train cwr slxe_____ 


- 190 

a? 

- 22.8 

- 3.7 

- 52 

- 3.5 

- 2.000 

- 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Xo specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report.” 


Information for Line Retention Decision 


Revenue received by PRSL.____ $10,034 

Average revenue |*er carload_ $8*1 


Variable (avoidable) cost of continued 
sendee: 

Coat incurred on the branch line__86, 730 

Coat of upgrading branch line to KRA Hass 

I: (1/10 of total upgrading coat)_ 0 

PoKt incurred beyond the branch line__ 10,067 


Total variable (avoidable) cost_ 96.797 


Net contribution (loss) : Total__,_(80.703) 

Average per carload__(425) 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 niph). 

Preliminary Recommendation 

It is not recommended that this portion of the Mill¬ 
ville Branch be included in the Con Rail System. Con¬ 
tinued operation of this line would reipiire a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess finan- 
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cial burden amounting to $80,763 or $425 per carload. 
Recovery of costs would require both an increase in 
traffic ami a rate increase over the 1073 levels. 


PORTION OF GLENDORA BRANCH 
USRA Line No. 1806 
Pennsylvania-Reoding Seashore Lines 

PRSL to 

\ ^—Gloucester 

v 

BELLMAWRV'r 

GLENDORA \* * wi,es 
BRANCH.-—»\\ 

PRSL VV. 

GLENDORA 


This portion of the Glendora Branch extends from 
Bellmavr (Milepost 7.9) to GUndora. New Jersey 
(Milepost 9.5), a distance of U> mile*, in Camden 
County, New Jersey. At Bellmnwr, this line continues 
to Gloucester. This line was described as potentially 
pxccss in the U.S. DOT Report (see Zone 66). 


Traffic and Operating Information 

Station* (with their 1»73 carloads) nerved by this tine: 


72 

40 


Total carload** genprntefl by the line-—- 

Average carloads i*»r week-*- 

Average carloads i**r mile--——--— 

Average carloads jx*r train- 

1073 operating information: 

Number of rouiHl trip* jx*r year- 

KHtimntotl time j**r round trip (hour#)- 

Iiocoinot 1 ve horsci*>wor-— - -—- -—— 

Train crew «ite-—- 


11R 

2.3 
73.8 

2.4 

00 
2.7 
1 , 201 ) 
4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report" indicated 
that Anns located on this portion of the line generated 
28 carloads of freight in 1072 and 61 carloads in 1973. 

The New Jersey DOT indicated that cutting the line 
at Milepost 7.4 would isolate an industrial park from 
rail service. The effects of this cessation of service would 
force one firm to close, increase transportation costs for 
others, and would curtail future growth and develop¬ 
ment of the complex. Additionally, freight traffic in¬ 
creased over 100% in the one year (1972-1973) period. 


Another point stressed by this report, was. in addition 
to providing private-siding service for one p;»tnm, the 
Glendora end of the line also provides a rail truck 
interface for team track patrons. 

Information for line Retention Decision 

Revenue received by PRSL----$19,171 

Average revenue per carload-— $112 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line-—- 21,005 

Cost of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

Cost luctirred beyond the branch line- 7,165 

Total variable (avoidable) cost- 2&160 

Net contribution (loss): total—-(15,960} 

Average per carload- (136) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration; 
minimum safety standards (Class 1 track which has 
maximum safe operating speed of 10 m.p.li.). 

Preliminary Recommendation 

It is not recommended that this portion of the Gl< 
dora Branch be included in the ConRail System, Con 
tinued operation of this lino would require n rail servr 
continuation subsidy. Under 1973 traffic, revenue “ 
cost levels, this line generates an annual excess fiiur 
burden amounting to $15,989 or $136 per carload, 
covery of costs would require approximately a 266 
cent increase in traffic or a 120 percent rate increased 
the 1973 levels. The inclusion of this smaller btnkro 
carrier in ConRail will improve carrier revenue as 
acquiring road can “long haul" the traffic. Hie pw 
carloads per mile indicate that the line may 1* vm 
under this circumstance. 


and 


PORTION OF CAMDEN TO ATLANTIC CITY UNE 
USRA Line No. 1807 
Pennsylvania Reading Seashore Lines 


•4--PC Lin, 
\ to Delair 


I 


Vhaodonfie 

\t - POP 

V HAC 

\s 


' HADDONFIELD 

PORTION OF 

H ADDON FI ELD-ATL ANTIC 

CITY LINE. PR«- 
.LUCASTON 


H addon fie Id 
Atlantic City 
line,PRSL 


J 


594 




















9937 


This |xm rion of tfic Ciunden to Atlantic City Line, 
/tifiak fonn [lmill onfield (MiIc|>oKt (U) to Lucastoiu 
\J„ (Mil* jmisI 13.6), u distance of 7/» miles, in Cam- 
[ Jr. <New Jprsoy. At Ifuddonfidd, this lino oon- 
merkfciih tha I*C lino running to iVlnir. Vt Lucaston, 
tl line rnntimK* to Atlantic ('itv. This line was not 
«lt-rih 1 |n»tontial!y excess in the l ,S. DOT He port 
(*♦* Zon* 1 66). 

Traffic and Operating Information 

attloc# (uith lludr 1b73 carloads) *<»»rvcd b> thU line: 

| lfaxlrn^T _______ 

I Kirkit'Nxi --—, - r ~- ~ r - - 


<i nineteen fold imxense in Irufti.- ora 1,138 percent rate 
incienseover the ]t»T-llevels. 


T»*Ul • irloatbi grn<*rut<*d hy the Hut*___ 

Fitorngt* 4*TirI<»a«t.< jH’r nrt'k_._*_ ______ 

| lwa<<M url nl*. i«*r mile..___ _ r T ... 

Atvrarc .)r!. mI* jkt I nil a_ 

tift optnUlto’ information: 

I Smbtrof r .unit irip* jwr jear___ 

SMltimn'il time jkt muml trip (hours)_-_ 

InruUMillu' lmi>4«|ioivpr,-^- - T 

Train cmr t law*_ ,_!> ______ 

Information Provided by RSPO, Shippers, Government 

1 Agencies 

Sospecifir information concerning this line was pro- 
BpitlM nr the hearings conducted by the Had »Son'i<*es 
■ Flatiningr Office 21 s reflected in their reports entitled 
P ,,f ^uhlif Response to the Secretary of Transport a- 

Hail Service Report.” 

formation for Line Retention Decision 

jfctrtm,. rnvivtt! by PUSL_ 

A»mo* r<*vfi,n,. , H . r i jirlmid.- 



|TifUit|«* lav(ijtiublc) of contlnmsl 

•nicp: 

• <#t hwarrH «»u 1 ho branch line_50,080 

*7 <* branch line to FRA CIbks 

I MOof torsi uptmdinacoift)_ 0 

,un,rr »^i W*yond flu* branch llti«»~. 2,033 


Total rarinbh. (avoidable) mete _ 01, 008 

[£***" '>'**»>: total_____ (m, fj 2 ) 

••> -......... t$m 

J''"' *'" e r ®nwire no iipjriinlinj' to inert the 

fluent# of the Federal Railroad Administration’s 
^ ,hn 1,1 s;,J *‘ t v standards (Class I track, which lias a 
mx * aft> operating s|)ecd of 10 m.p.h.). 

^'nury Recommendation 

^Atlu °! m that this portion of the Camden 

G* t ^ *! ( ,t v included in the ConRail System 

1 ^ 1 . 1 * , l a ^ on °f this line would require a rail 

•d <r>| subsidy. Cnder 1973traffic, revenue 

Sn^ i . ’ u ls * { hi* lino generates an annual excess 
hriovi u ; m ‘ 4,0,> #n,0, “*ww to $56,122 or $1,935 per 
Ui>s ’ TV of costs would require approximately 


PORTION OF OCFAN CITY BRANCH 
USRA line No. 1808 


25 

4 

Pennsylvania -Reading 

Seashore Lines 

29 

a o 

3.9 

-- PRSL to 
Tnekahoe 

X 

\ 


0.6 

PALERMO^ y 


50 

\ 6.8 miles 4 

1.8 

PORTION OF A_ 

V 

2, 000 

1 

BRANCH. PRSL 

OCEAN cm 


I his |x>rtion of the Winslow and Cape May Line, ex¬ 
tends from Palermo (Milepost 59.6) to Ocean Pity, tf.J. 
(Milepost 66.4), a distance of 0,8 miles , in Ca|>c May 
County, New Jersey. Af Palermo this line continues 
until it read tea the PRSL Cape May line at Tnekahoe. 
I Ilia line was described as potentially ex<‘ess in the U.S. 
I)()T Hepoii (see Zone 65). 

Troffic and Operating Information 


Sfntbm* (with their 1973 airloads) nerval by thta line: 
Ocean City_ _ ___ 


116 


Total carload* generated by the llne_ 
Average carloads per week. 

Avernge carload* ja r mile___ 

Average carloads per train__ 

1073 operating liifontijitlon: 

Number of round trip* per year_ 

i*Mi!iint»il time per round trip (hours). 

Locomotive horsepower_ 

Train crew si* 4 *_ 


126 
2.2 
17. 1 
2.2 

52 

1.5 

4.000 

5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Hail Services Planning Office as reflected in their 
rejmrts entitled w The Public Response to the Secretary 
of Transportation s Kail Service Rejwrt” indicated that 
potent ial continued growth in commuter service from 
Omni City to the Philadelphia area was a justifiable 
argument for the continuance of service over this line. 
The average number of daily commuters is 90. 

PRSL advocated that passenger service between these 
points be expanded: while, freight sendee be discon¬ 
tinued. The Ocean City Community Association favors 
abandonment of the line and the establishment of corn- 
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muter bus service* The rationale behind this is that- the 
line has no economic value to taxpayers and is presently 
in unsafe condition. 

A letter from Ms. Margaret Boal of Ocean City, 
New Jersey, stated that the community association of 
Ocean City (see above RSPO testimony) could not 
be located. Consequently, they did not. speak for the 
citizens of Ocean City who rely on commuter rail serv¬ 
ice nor for the shipper located on the line. She also 
indicated that the statistics should show that the num¬ 
ber of regular riders has steadily increased in the past 
year and a half. 

Information for Line Retention Decision 

Revenue received by PR8L..^- $11,572 

Average revenue per carload-...— $100 

Variable (avoidable) rout of continued serv¬ 
ice: 

Coat Incurred on the branch line— -*31.142 

Coat of upgrading branch line to FRA Class 
I: (1/10 of total upgrading coat)- 0 

Cwt Incurred beyond the branch line- 7,205 

Total variable (avoidable) coat---- 38,437 

Net contribution (loss): total- (28,865) 

Average per carloads--- (232) 

* Exclude* malnlenattce doc fo the presence of commuter flcnrlre*. 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safeoperatingspeed of lOmph). 

Preiminary Recommendation 

It is not recommended that this portion of the Wins¬ 
low and Cape May line be included in the ConRail Sys¬ 
tem. Continued operation of this line would require a 
rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual ex¬ 
cess financial burden amounting to $26,865 or $232 per 
carload. Recovery of costs would require approximately 
a six-fold increase in traffic or a 230 perent rate increase* 
over the 1973 levels. The inclusion of this smaller bank¬ 
rupt carrier in ConRail will improve carrier revenue as 
the acquiring road can u long haul” the traffic. The pres¬ 
ent carloads per mile indicate that the line may be viable 
under this circumstance. 


LONG ISLAND CITY FLOAT 
USRA Line No. 117 
Penn Central 

The Ixmg Island City Float, formerly part of the 
Pennsylvania RR, extends from Greenville to Long 


IV «» J*c»*r o* 

/ a«y 


“•““•l //.xml. 

PC to Maw aril — / 
ami Philadelphia j 

OIJ W - >/ ^ n 

Ehitt»*port •• *L 



LONG ISLAND CUT 
CAP FLOAT OPWAUON.K 


LONG ISLAND DTI 


Island City in Hudson County, N.J. and Queeas 
County, N. Y. 

The Long Island City Float is a car ferry operation 
handling Penn Central rail cars between Greenville and 
the Long Island Railroad at Long Island City. Thelii 
was not described as potentially excess in the U.S. 1 
Report (see Zones 58 and 60). 

Recommendation 

The Ixmg Island City float operation of the Pena 
Cent rah is recommended for inclusion by ConB 
While costly, it provides a less expensive and mon 
direct service than all mil routing for a signifies 
amount of traffic. 

While recommended for retention major chang 
in the service should occur, including: 

1. Consolidation of all ConRail and Erie Ucki- 
wanna marine operations at Greenville. 

2. Contract with the Brooklyn Dock Kailwari 
(BEI)T & N.Y. Dock) for actual performance of 
service. 

3. Imposing necessary surcharges to cover the add 
tional costs of providing the service ($43 per 
wherever present rates are noncompensatory. 

See Chapter 18 for a more detailed discussion 
New York water sendees. 


PORTION OF THE RIVER LINE 
USRA Line No. 709 
Penn Central 

Thi6 portion of the River Line, formi-i 1} P :irt ® 
New York Central RR. extends from L*t«rr 
A fj. (Milepost 5.9), to Kingston . N.Y. (Mjjep 
a distance of 81.1 miUs , in Bergen Count). 1 * y , 
and Rockland, Orange and Ulster Onm * ^ 

Continuations of this line extend to Bern.*' ’ a 
and Selkirk, N.Y. At Little Ferry, the Une ‘» 
with the New York^usquehanna & WeS J; c ™ 

Orangeburg, N.Y. with the 3^ I ^Jy||| V*IIV ( 
Branch and at Kingston with the W ftrc both 

('atskill Mountain Branches of the U• ^ n 

also under study in this Report* 1Ks 
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PC to Bloomville J PC to Selkirk 

- 1 


I 


PC to Montgomery 


v/ 


■?'% 


r .*-~ 

PC to Miybrook 


KINGSTON 


K<n|t(on Point 


PC to Devon and 
New Haven i 

" PORTION RIVER 
LINE. PC I 


EL to Grey court /J Nc * bur < h 

V 


/ \. 
EL to Stiffern 


69.1 miles 


ORANGEBURG 


PC to Wcehawken 6L to Jcf, «Y C, <T 


J»nM *> potentially excess in the l\S. DOT Report 
Zones :>G, 58 anti 150). The map illustrates only the 
wrtlfcnuuost GSM miles between Orangeburg and 
Kingston. 

Wwmofion Provided by RSPO. Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
* ^ erv i , ’<« I’lanning Office as reflected in their 

^entitled -The Public Response to the Secretary 
^transportation's Rail Service Report" by the MTA 
Li* lurk) indicated that the River Line should lie 
Jar'll) a ' I’ 11 'RS Kingston (from Weehawken, New 
V. V ^ ^ ^ " llls commuter passenger servire for 
»n* J rk .‘ S,a,e in ,l “‘ Metropolitan New York City 
“ ’ s ' n , * lp pfoces 8 of evaluating future passenger 
ptttonthe portion of this line. 

I Motion for Une Retention Decision 

thrritf ' S rt ‘‘l uir( * t l for through freight service; 
'* ul rail service will lie provided to all ship- 
w*tfd on the line. 

,K ««m*ndotion 

^* 9 portion of the River Line 
‘^‘nthetonRaiKSystem. 


PORTION OF MAYBROOK-PHILLIPSBURG UNE 
USRA Line No. 1701 
Lehigh & Hudson River Railway 

L&HR to Maybrook ^^ 


BELVIDERE 


/ 



• /\ 

“C-> 

• — . # Port Morris Junction 


PORTION OF MAYBROOK 
TO PHILUPSBURG LINE. L&R 


PC to Phillipsburf 
(L&HR has trackage rights) 

This portion of Ihp Lehigh and Hudson River Rail* 
way extends from Warwick , A'.F. (Milepost 21 ), to 
Belvidere, N.J. (Milepost 72). a distance of 51 mUet, 
in Orange County, New York and Sussex and Warren 
Counties. N. A continuation of this line extends north¬ 
ward from Warwick to Maybrook. N.Y. This line is 
also under study in this Report. At Belvidere it connects 
with the Penn C entral Belvidere Branch extending 
southward to Trenton, which is also under study in this 
Report. Pail of this line was described as potentially ex¬ 
cess in the I’.S. DOT Report (see Zones 56. 61, and 
69). 


Information Provided by RSPO, Shipping, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report” indicated that 
this line is an important (potential) commuter line, and 
has more than 60 industrial customers. Its abandon¬ 
ment could cause unemployment, closing of businesses, 
and shifting to motor transportation for some busi¬ 
nesses. I he only firm submitting actual traffic data was 
New Jersey Zinc Company of Franklin, New Jersey, 
w hich stated that it generated 136 carloads in 1972 and 
163 carloads in 1973. 

Informotion for Line Retention Decision 

This line is required for through freight service, 
therefore, local rail service will lie provided to all ship- 
jtors located on the line. 

Recommendation 

It is recommended that this portion of the Lehigh and 
Hudson River Railway be included in the CnnRail 
System. 


597 







































9941 


U3RA 
line number 


K 
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NEW YORK 


Terminals 


Infrastate 

Mount Ki&co to Brewster 

Brewster to Dover Plains 

Dover Plains to Wassaic 

W&aaaic to Millerton 

Millerton to Ghent 

Bay Ridge at Bay Ridge 

Hudson to Claverack 

Schenectady to Aqueduct 

Selkirk to Port of Albany 

Boonville to Lyons Falls 

Camden to McConnellsviUe 

Rotterdam Junction to South Fort Plain 

South L'tica to New York M ills 

West Shore Secondary Trackat New York Mills 

Oneida Castle to Vernon 

East Syracuse to Fayetteville 

Malone to Canadian Border 

DeKalb Junction to Ogden^burg 

Emeryville to Edwards 

Watertown to Limerick 

Cayuga to Auburn 

Brighton to Pittsford 

Canadaigua to Victor 

Akron Junction to Transit Road 

Williamson to Oswego 

Oswego to Scriba 

Williamson to Windsor Beach 

Charlotte to Riverview 

Suspension Bridge to Riverview 

Newark to Soda* Point 

Newark to Marion 

Windsor Beach to Rochester 

Batavia to Caledonia 

Rochester to Scottsviile Yard 

Montgomery to Kingston 

Kingston to Bloomville 

Southport to Elmira 

Horse heads to Watkins Glen 

Elmira to Horaeheuds 

^ atkins Glen to Starkey 

Seneca Castle to Penn Yan 

( nadaigua Track at Stanley 

Itith Street Track at Olean 

Brocton to Mayville 

Iredonia to Dunkirk 

Rensselaer to Troy 

Creen Island to Crescent 

Campbell Hall to Highland 

Poughkeepsie to Highland 

^ tlca to Boonville 

Rome to McConnellsville 

Geneva to Cayuga 

*Hh Street Branch (NY) 

Oneida Castle to Canastotn 


USRA 
line number 

Terminal** 

687 

Carthage to Lowville 

708 , 

Poughkeepsie to Hopewell Junction 


LV 

1000 

Rochester to Lima 

1002 

East Ithaca to Cortland 

1003 

Owego to Mead 

1017 

Van Etten Junction to Ithaca 

1020 

Van Etten Junction to Geneva Junction 

1021 

Geneva Junction to Geneva 

1022 

Geneva to Rochester Junction 

1023 

Batavia to P 3c L Junction 

1024 

Buffalo to Batavia 

1025 

PAL Junction to Rochester Junction 


LHR 

1700 Warwick to Maybrook 

Interstate 

PC 

New York to Canada (this line is discussed under Canada) 

101a Black Rock, N.Y. to Welland, Ont. 

PC 

New York to New Jersey (these lines are discussed under 
New Jersey) 

117 Long Island City, N.Y. to Greenville, N.J 

(float) 

709 Kingston, N.Y. to Little Ferry, N.J. 

LHR 

1701 Warwick, N.Y. to Belvidere, N.J. 

PC 

New York to Pennsylvania 

249 Mayville, N.Y. to Corry, Pa. 

260 Falcouer, N.Y. to North Warren, Pa. 

LV 

1015 Owego, N.Y. to Sayre, Pa. 

1016 Van Etten Junction, N.Y. to Sayre, Pa. 
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PORTION OF HARLEM LINE 
U5RA Line No. 66 
Penn Central 


To Poughkeepsie 
* 


Harlem Line to 
Chatham. PC 


BREWSTER U _ 


PORTION. HARLEM 
LINE. PC 


STERU 

/ Vmt. I 


r 


Maybrook Branch. 
PC 


-To New Haven 


!5.5 miles 

: kisco 


' ^ — PC to Molt Haven 
Junction 


This portion of the Harlem Line, formerly part of 
the New York Central RR, extends from Mt. Kisco 
(Milepost 36.6), to Brewster, N.Y. (Milepost 52.1), a 
distance of 1&J> miles, in Westchester and Putnam 
Counties, N.Y. A continuation of this line extends 
northward from Brewster to Chatham (also under 
study in this Report) as far as Ghent, A southerly con¬ 
tinuation of this line runs from Mt, Kisco to Mott 
Haven Junction. The Harlem line connects at Brewster 
with the Maybrook Branch of the PC. This line was de¬ 
scribed as potentially excess in the U.S. DOT Report 
(see Zones 56 and 58). 


Trofflc and Operating Information 

Stations (with their 1073 carload*) served by this Une: 

Mt. Kisco 1 _It 612 

Bedford Hills_ 4 

Goldens Bridge - 20 

Croton Falls_ ——— — 1 


Total carloads generated by the line-1, 637 

Average carloads per week-- 31. 5 

Average carloads per mile___105. 6 

Average carloads per train--- 5.5 

11)73 operating information: 

Number of round trips per year--- 300 

Estimated time per round trip (hours)- 12 

Locomotive horsepower-1. 750 

Train crew size- 3 

1 Includes only frame on aegmeot. 


provement were the Harlem Valley Translocation Au¬ 
thority, the Planning Board of both Pawling uxj 
Northeast, and the Headmaster of the Barlow School 
in Amenia. The Consolidated Edison Co. of New York 
reported that they have a delivery Rite at Hawthorne, 
New York for large power transformers. Hawthorne is 
located south of Mt. Kisco on the Harlem line: 
Many of these transformers are shipped from Pitts¬ 
field, Mass, via Chatham and the Harlem Division be¬ 
cause this line has adequate clearances for overdiman- 
sional loads. USRA has determined that this line is 
under lease by the Metropolitan Transc ription Au¬ 
thority for operation of M.T.A. supported passenger 
t rains by Penn Central. The M.T.A. lease extends along 
the Harlem Line to Dover Plains (Milepost 76.6). 
Penn Central retains the right to operate freight service 
over this entire line, with M.T.A. paying for the main- 
tenance-of-way to an agreed upon level at no charge to 
the Penn Central. Freight train speeds between Mt 
Kisco and Brewster are 45 m.p.h. Passenger .speeds vary 
from 50 to 60 m.p.h. 


Information for Lina Retention Decision 


Revenue received by PO....$553, RSI 

Average revenue per carload_ 1338 

Variable (avoidable) coat to continued 
service: 

Coat incurred on the branch line_*227, M0 

Coat of upgrading branch line to FRA Haas 

I (1/10 of total upgrading coat)-0 

Coat Incurred beyond the branch Une- 443,034 


Total variable (avoidable) coot-- 670 .8T4 

Net contribution (lo*s) : total-( 11 $ 6^1 

Average per carload_ (71) 

1 Excludes maintenance cost due to commuter operation by M.T.A 


This line would require no upgrading U> meet t 
requirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which h&s* 
maximum safe operating spwnl of 10 mph). 

Although service to the entire line generates a && 
service to the line from Milepost 36.6 to Miiep^ ’ ^ 
(serving shippers at Mt, Kisco who generated . 
carloads in 1973) would generate $541,0^0 in nveno^ 
and $449,628 in costs with a resulting contribution 0 
$91,452 or $57 per carload. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transi>ortat ion’s Rail Service Report” indicated that 
people all along the Harlem Line desire to have pas¬ 
senger service as far north as Chatham improved. 
Amongst the agencies calling for passenger service im- 


Recommendotion 

It is recommended that freight service be PJ® V ^ 
over the Harlem Line between Milepost ^ 
Milepost 37.7. 

Preliminary Recommendation ^ 

It is not recommended that freight ^ ^ 

portion of the Harlem Line between Mik[ K 
Milepost 52.1 be provided by the ( on al 
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Continued operations of this line would require a rail 
arvice continuation subsidy. 


PORTION OF HARLEM LINE 
USRA Line No. 66a 
Penn Central 


OOVER PLAINS 


PORTION HARLEM 
LINE. PC 


m Maybfook 
J ' i—Brandi. PC 

BREWSTER 


To New Haven 



This portion of the Harlem Line, formerly part of 
thp \ ork Central RR, extends from Brewster 
‘Milepost 52.1) to Dover Plains* N.Y. (Milepost 76.6), 

* distance of 2^.5 miles* in Putnam and Dutchess Coun- 
*** A northerly continuation of this line extends 
faniDover Plains to Chatham (also under study in this 

"wt.as far as Ghent). From Brewster, this line runs 
iwird to Mott Haven Junction, the portion of which 
^ Brewster to Mt. Kisco is also under study in this 
Tt al *° connects with the Maybrook Branch of 

* PJ at Brewster, The PC has leased this line to 
** Metro P°l^^n Transportation Authority for pas- 
LT* awrice Imt retains the right to operate freight 
|®M$over it. 1 his line was described os potentially ex- 

m l ” e 1 -S- DOT Report (see Zone 56). 

^ Dn ^ ^P©raHng Information 

thelr 1973 carload*) nerved by tills Une: 

htttng 

^ .. 

k"* Plal^y-- 

®**«*r‘ *-—- 


55 

68 

341 

11 


Ci? wnerntwl by the Une. 478 

t,. " c,rt 0 *<l* per wwk_ ft 2 

por f ™ ,n . 2 7 

mr -17# 

Per roUnd tri P (hours)- 8.2 

.-.. 1.750 


. 




Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Knil Services Planning Office as reflected in their 
reports entitled *‘The Public Response to the Secretary' 
of Transportation*s Rail Sendee Report 1 ’ indicated that 
both Pawling Rubber Corporation of Pawling (Mile¬ 
post 64.4) and Mica Products of Wingdale (Milepost 
72.3) would be forced to relocate if they could not re¬ 
ceive guaranteed dependable rail freight sen-ice. Lloyd 
Lumber Company and Patterson Beer Distributor Com¬ 
pany of Patterson, X.Y. (Milepost 60.3) both submitted 
evidence of their traffic. However. USRA staff has 
found material indicating that Lloyd Lumber actually 
receives its lumber at Brewster, N.Y. on a former New 
Haven team track. Apparently the Patterson beer dis¬ 
tributor will shortly shift its use of rail to and from 
Milwaukee in favor of truck shipments from a new Mil¬ 
ler brewery in upstate New York. Other shippers sub¬ 
mitting evidence to RSPO are A. Mendel & Sons (20 
cars in 1973). Utler Brothers (112 cars in 1972). Paw¬ 
ling Agway (7 cars in 1972) and Harlem Valley State 
Hospital in Wingdale (340 cars of coal in 1973). Mica 
Products generated 147 cars in 1972 while Pawling 
Rubber was responsible for 13 carloads. USRA staff has 
found that this line is leased from the Penn Central 
as far north as Dover Plains by the Metropolitan Trans¬ 
portation Authority. Penn Central retains the right to 
operate freight sen-ice over this line with MTA pay¬ 
ing for the maintenancc-of-wav to an agreed-upon level 
at no charge to the Penn Central. MTA actually is re¬ 
sponsible for setting the passenger service standards 
and for determining the maintenance program. Au¬ 
thorized passenger and freight train speeds between 
Brewster and Dover Plains are 40 m.p.h. 

Information for Lin, Retention Decision 

Revenue received by PC___ $177,048 

Average revenue per carload_ $370 

Variable (avoidable) coat of continued serv¬ 
ice : Cost incurred on the branch line... l 77, 60S) 

Cost of upgrading branch line to FRA Class 

I (1/10 of total upgrading cost)_ 0 

Cast incurred beyond the branch line.,. 125. M8 

Total variable < avoidable) cost_ 203.047 

Net contribution (loss): total_ (26,399) 

Arerage per carload... . * ,., ( 5 fl) 

* Exclude* maintenance and ownerahlfi coat dne to MTA t*»at 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). 

Although this line generates a loss amounting to 
$26,599, USRA segment No. 66b, which must be served 
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via this line, generated a net contribution of $19,487. A 
4-percent rate increase would enable financial self- 
sufficiency. 

Preliminary Recommendation 

It is recommended that this portion of the Harlem 
Lino be included in the ConRail System. 


PORTION OF HARLEM LINE 
USRA Line No. 66b 
Penn Central 


Harlem Line to 
Chathvn.PC— 



WASSAIC 

PORTION HARLEM LINE. PC 
DOVER PLAINS 


PC to Mott I 

Haven Junction >| 

I 


This portion of the Harlem Line, formerly part of 
the New York C entral RR, extends from Dover Plain* 
(Milepost 76.6) to Waesaic, N.Y. (Milepost 81.6), a 
distance of 5JJ mile*, in Dutchess County, N.Y'. A north¬ 
erly continuation of this line extends from Wassaie. to 
Chatham (also under study in this Rcjwrt as far as 
Ghent). From Dover Plains, this line continues south¬ 
ward to Mott Haven Junction (the portion of which 
from Dover Plains to Mt. Kisco is also under study in 
this Report). This line was described as potentially 
excess in the U.S. DOT Report (see Zone 56). 


Troffic and Operating Information 

Stations (with their 1973 carloads) served by thin line. 
Wassalc --— 


Total carload* generated by the Une- 

Average carloads per week--- 

Average carloads per mile- 

Average carload# per train- 

1973 operating information: 

Number of round trips per year- 

Estimated time per round trip (bourn)- 

Locomotive horsepower-- 

Train crew sire--- 


1,173 

22.6 

234.6 

6.7 

175 

2.8 
I, 750 

3 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearing* conducted by 
the Rail Services Planning Office os reflected in their 
reports entitled “The Public Response to the Secretary 
of Treimport at ion** Rail Service Report ” indicated that 
Wassaie State School, Tri-Wall Containers and Maxon 


Mills are all heavy rail users on this 5-mile segment 
These 3 firms generated 1,013 carloads in 1972. Mwon 
Mills testified that the $125,000 capital investment 
needed to shift to trucks would put them out of business. 
Tri-Wall Containers has announced a $2 million expan¬ 
sion program, and showed that their rail business was 
already increasing with a 30% increase (121 rare) over 
1972 traffic. USRA has found that this segment of track 
presently has a 30 m.p.h. speed authorization with slow ; 
orders of 8 m.p.h. in places. 

Information for Line Retention Decision 

Revenue received by PC---©71.295 | 

Average revenue per carload- ©17 

Variable (avoidable) coat of continued aervice: 

Coat incurred on the branch line- 75.735 

Coat of upgrading branch line to FRA 
Class I (P10 of total upgrading cost)-- 5.945 
Coat Incurred beyond the branch Une- 270.113 


Total variable (avoidable) coat- 


351.815 


Net contribution (loss): total- 
Average tier carload....- 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track which has a 
maximum safe ojierating speed of 10 m.p.h.)- Based on i 
available information, this upgrading would include 
the replacement of a total of 1.179 cross ties (an average | 
of 236 crossties per mile). 

Recommendation 

It is recommended that this portion of the Htrkaj 
Line be included in the ConRail System. 


PORTION OF HARLEM UNE 
USRA Line No. 66< 
Penn Central 


Harlem Line 
to Chatham. 
PC 


T 

13.2 milts 

i 


— f MILLERT0N 


I 


PORTION HARLEM LINE. 
PC 


PC to 

Mott Haven 
Junction 


-2-f PASSAIC 

111 

^1 

I 


rhis portion of the Harlem Line, 

New York Central RR. extends frorn^ ' ^ ji^anc 


New T ork Central tit . 

181.6) ttoMillerton. N.Y. (Mi'epost 94 .h) _ ^ 
132 mil**, in Dutchess County, >• 


<£• 
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♦/ads northward to Chatham from Millerton (also 
r.aerstudy in this Report as far as Ghent). A southerly 
continuation of this line extends from Wassaic to Mott 
Hiven Junction via PC. The portion from Wassaic to 
Mt Kisco is al90 under study in this Report, This line 
m$described as potent ially excess in the U.S. DOT Re¬ 
port^ Zone 56). 


This line would require upgrading to meet the re¬ 
quirements of the Federal Administration’s minimum 
safety standards (Class I track, which has a maximum 
safe operating speed of 10 m.p.h.). Based on available 
information, this upgrading would include the replace¬ 
ment of a total of 1479 crossties (an average of 89 cross¬ 
ties per mile). 


Traffic and Operating Information 

fetfooft (with their 1973 carloads) served bj this line: 



213 

4 

304 


Total carloads generated by the line _ 521 

I Ifmit carloads per week___ 10 0 

A*ni* carloads per mile ___ 39. 5 

Atki carloads per train _ 5. 2 

I OT3operating information : 

Number of round trips per year _ 100 

Estimated time per round trip (hours) _____ 1.8 

Uwootlvi* power ___ 1. 750 

Tula crew sire_ 3 

| Warmofion Provided by RSPO, Shippers, Government 

Agancies 

Information provided at the hearings conducted by 
I tie Rail Services Planning Office as reflected in their re- 
I poets entitled * ; The Public Response to the Secretary 
dTnnsportation’s Rail Service Report’' indicated that 
^ McGee of Amenia, Agway of Sharon, and Allied 
Hill* of Agway are active shippers on this segment. 
ITW new Agway (Milepost 87.6) bulk feed mixing 
Ittddistribution plant opened in 1972. This firm pro- 
I j«ted500cars of traffic in 1973. USRA staff identified 
IW3 actual shipments of: 5 carloads from Sharon (all 
I Uppers), 60 carloads at Millerton (Agway), and 3 
Lorioidsat Amonia (Agway). The state of New York. 
U* special study of branch lines, found that the PC 
IfTton Chatham branch has an annual loss of $157,- 
f The study also showed a net loss of $43,708 from 
plopert J r taxes, as well as an annual community eco- 
IROBUC loss of $10 l,e«3. 

Motion for Line Retention Decision 


I bintr 


by PC_ $168,667 

fwoucf per carload__ 


(t 8 tevoitlubie > coat of continued 
wr?Ve; 

^ l^irrrt on tbe branch Une _ 

q * a,lfr * d ‘“R branch line to KRA 
1 ^ I lino of total upgrading 

I kearred tieyrmd the branch Une. _ 

Total rar ^hle (avoidable) cost... 

* Pw carload.. 


324 


106. 416 


15. 735 
141.735 


263.886 


(95. 219) 


Preliminary Recommendation 

It is not recommended that this portion of the Har¬ 
lem Line be included in the Con Rail System. Con¬ 
tinued operation of this line would require a rail serv¬ 
ice continuation subsidy. Under 1973 traffic, revenue 
and cost levels, this line generates an annual excess 
financial burden amounting to $95,219 or $183 per car¬ 
load. Recovery of costs would require approximately a 
three-fold increase in traffic or a 55 percent rate in¬ 
crease over the 1973 levels. 


PORTION OF HARLEM UNE 
USRA Line No. 67 


Penn Central 


Chadian 


Bo 1 ton-Albany 
Main Una. PC 


4 ✓ 


/ 

Har»am Lina to 
Chatham PC 


1 4 GHENT 

* I ♦ PORTION HARLEM LINE. PC 
~ J MILLERTON 

14 PC to Mott Havan Junction 


This portion of the Harlem Line, formerly part of 
the New York Central RR, extends from Millerton 
(Milepost 94.8) to Ghent, N.Y. (Milepost 126.3), a dis¬ 
tance of 31J5 miles , in Dutchess and Columbia Counties. 
A northerly continuation of this line extends from 
Ghent to Chatham, where, it connects with the Boston- 
Albany Line, PC. A southerly continuation extends 
from Millerton to Mott Haven Junction (the portion 
from Millerton to Mt. Kisco is also under study in 
this report). In August. 1972, the PC applied to the 
ICC for the abandonment of this line (Docket No. 
AB-5, Sub. 85). On September 25,1974, the PC applied 
to the USRA for abandonment of this line (USRA 
Docket No. 75-46). No action has been taken on either 
application. This line was described as potentially ex¬ 
cess in the U.S. DOT Report (see Zones 55 and 56). 

Troffic and Operating Information 

Station* (with their 1973 carloads) served by this Une: 

Copake Falls _ 16 

Hillsdale _ 31 

Pbllmont _ 28 


Total carl 1 mi Us generated by the line 


75 
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Average carload* per week---- 

Average carload* per mile-—-— 

Average carloads per train--——— 

1073 operating Information: 

Number of round trips per year- 

Estimated time per round trip (hours*..--— 

Locomotive horsepower- 

Train crew size- 


1.4 
2 . 3 

1.5 

no 

AO 

1,750 • 
3 


Information Provided by RSPO, Shipper*, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” concerned the 
potential impact on the area’s agri-business and the need 
for the line as a clearance route. This line (and those 
it connects with) provides materials and equipment for 
the area 6 farmers. Consolidated Edison Company in¬ 
dicated that the line should be continued to provide 
service to its over-sized loads moving to Hawthorne. 


Information for Line Retention Decision 

Revenue received by PC— - $ 28,589 

Average revenue per carload--- |38t 

Variable (avoidable) coal of continued 
service: 

Coat Incurred on the branch line—-200,653 

Coat of upgrading branch line to FRA 

CIhkj* I: (1/10 of total upgrading coat). 32,132 
Coat Incurred beyond the branch line— 21,496 


Total variable (avoidable) coat-- 260,281 


Net contribution (loss): total-(231,742) 

Average per carload----(A 470) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). Based 
on available information, this upgrading would include 
the replacement of a total of 7,42f> crossties (an average 
of 235 crossties per mile). 

Data and information supplied by shippers using this 
line indicate that there is some potential for traffic 
growth. 

Preliminary Recommendation 

It is not recommended that this portion of the Har¬ 
lem Line lie included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1073 traffic, revenue iuid cost 
levels, this line generates an annual excess financial 
burden amounting to $231,742 or $3,470 per carload. 
Recovery of costs would require approximately a thirty¬ 
fold increase in t raffio or a 900 percent rate increase over 
the 1973 levels. 


PORTION OF THE BAY RIDGE SECONDARY 
TRACK 

USRA Line No. 68 
Penn Central 


South Brooklyn 



r - Portion Bay Ridp 
Secondary Track. PC 


PARK VILLE 


BAY RI0GE \ 


PORTION BAY RIDGE 
SECONDARY TRACK. PC 

This portion of the Ray Kidge Secondary Trait 
formerly part of the Pennsylvania RK, extends from 
Bay Ridge (Milepost 0.0) to Parkville . AT. (Milepost 
8.4), a distance of 8A miles, in Kings County, N.V 
A continuation of this line runs in a northeasterly direc¬ 
tion from Parkville to Fremont, At Parkville this lii* 
connects with the South Brooklyn Railway. This la* 
was not described as potentially excess in the U.S. DOT 
Report (see Zone 58). 

Traffic and Operating Information 

Stnti.m* (with their 1973 carloads! <erved by thl* lin*: ^ 

Bay Ridge---- 

Parkville 1 — 

Total carloads generated by the lint 

Average carloads per week-- 

Average carloads per mile.. - 

Average carloads per train 
1973 operating Information: 

Number of round trips per year-—- 

Estimated time per round trip (hours) - — J 


Locomotive hor^epower- 

Train crew site- 

1 Include* only imfllron pegm<cnl 

Information Provided by RSPO. Shipper*, Co | 

Agencies 

N«, specific information concerning this '’ nP 
vided at the hearings conducted by the nJi ' - 

Planning Office as reflected in their report*®® ^ . f 

Public Response to the Secretary of Daw I J 
Rail Service Report." The city of he" . n f or | 

vided information, however, concerning 1 _ „.| 

acquisition of an adjacent freight ><*' 1 

development of nearby waterfront 1,1 
could increase freight shipments. 

Informotion for Line Retention Decision 

Revenue received by PC--- 1545 

Average revenue per carload--.-- — 


$ 41 . 
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Viriibl« <avoidable) cost of continued 

terrice 

Cost Inenrred on the branch line_ 26.161 

Cert of upgrading branch line to FRA 
Cliw I (1/10 of total upgrading cost) — 1,840 

Cost Incurred beyond the branch line_ 25,106 


post 0.0), to Claverack , N.Y. (Milepost 4.2), a distance 
of j i£ miles , in Columbia County, New York. This line 
connects at Hudson with the Hudson Line of the PC. 
This line was described as potentially excess in the U.S. 
DOT Report (see Zone 55). 


Total variable (avoidable) coat. 


53.106 Troffic and Operating Information 


Nrt contribution (loss) : total- (li, 650) 

Annie per carload--(153) 

This line would require upgrading to meet the require¬ 
ments of the Federal Railroad Administration’s mini¬ 
mum safety standards (Class I track which has a maxi¬ 
mum safe operating speed at 10 m.p.h.). Based on avail- 
*bk information, this upgrading would include the re¬ 
placement of n total of 460 crossties (an average of 135 
enssties per mile). Most of the traffic on the Bay Ridge 
Swndary Track is handled on the eastern portion (East 

Parkville) of the track. The G&R Packing Company, 
Ittuted in Bay Ridge, is the only shipper using this seg¬ 
ment. Its product is foodstuffs, usually government con- 
trurted. Their traffic decreased in 1974 owing to con¬ 
tact losses and their location in u high-crime rate area 
siting in high pilferage. 

Preliminary Recommendation 

It is not recommended that this portion of the Bay 
Secondary Track be included in the Con Rail 
Continued operation of this line would require 
!»rail service continuation subsidy. Under 1973 traffic, 
ninl cost levels, this line generates an annual 
financial burden amounting to $11,650 or $153 per 
nr.'i,v|. Recovery ,»f costs would require approximately 
j i <0 [<etwnt increase in traffic or a 28 |>ercent rate in- 
| w** over the 1973 levels. The successful implementa- 
I n 1-11,1 ' °r New York’s development plans might 
| * IJ *ure date eliminate the need for the subsidy. 


claverack secondary track 

USRA Line No. 70 
Penn Central 

PC to Albany 


•toiYodt ^ 

CLAVERACK 
x SECONDARY 
TRACK, pc 


HUDSON*'_ 

^ A T 

' A- 


CLAVERACK 


St* ^ Secondary Track, formery part of tb 
-entral RR, extends from Hudson (Milt 


Stations (with their 1973 carloads) served by this line: 


Claverack_____ 157 

Hudson Upper___„_____ 430 


Total carloads generated by the lino_ 589 

Average carloads per week _ t _ n. 3 

Average carloads per mile _„_ 140.2 

Average carloads per train ___ 5,9 

1973 operating information : 

Number of round trips per year _ 100 

Ksti mated time per round trip (hours) __ 2 

Locomotive horsepower _______ 2,000 

Train crew size _ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office ns reflected in their 
reports entitled %fc The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
the Universal Match (estimated 1973: 166 carloads) is 
dependent on their rail service and transferring to 
trucks for long distance hauling of raw materials and 
c hemicals may result in prohibitive transportation costs. 
Textile By-Products complained that poor rail service 
forced them to use trucks. If service were improved, 
they would increase their rail usage. Beacon Milling 
Co.. Inc., received 148 car loads in 1973 and will increase 
rail usage because of shipping volume. Wholesale Feed 
Service generated 148 carloads. Conagra, Inc., projected 
900 to 1,050 new carloads of business in future years. 
USRA Staff could not find any evidence of Conagra 
business projections. The New York Department of 
Transportation found in its study of light density lines 
that this particular line segment generates 836 carloads 
and an annual profit of $132,924. Community loss from 
an abandonment would be $5,418, plus $5,275 in net local 
property taxes. 

Information for Line Retention Decision 


Revenue received by PC _ $188, 274 

Average revenue per carload _J_ $320 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line... .. 55, 893 

Cost of upgrading branch line to FRA 
class t : ( 1/10 of total upgrading cost).. 1 , 780 
Cost Incurred beyond the branch line . 128.648 


Total variable (avoidable) cost__ 186.321 


Net contribution (loss): total_ 1,953 

Average per carload_ 3 
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This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class 1 track, which has a 
maximum safe, operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 250 crossties (an average of 
60 crosstics per mile). 

Recommendation 

It is recommended that the Claverack Secondary 
Track bo included in the Con Rail System. 


AQUEDUCT BRANCH 
USRA Line No. 72 
Penn Central 


Delaware & Hudson Ry 
to Mechanics He AQUEDUCT 

Old Main Line. PC • 1 BRANCH. PC 
to Hoffmans and • \ ,, rT 

Buffalo / .* ^ AQUEDUCT 

'■-w 4.2 miles 

SCHENECTADY— 

-•* \ 

\j~To Albany 


Hoffmans and 
iffalo j 


D&H to Bingh^tDn 


The Aqueduct Branch, formerly part of the New 
York Central RR. extends from Schenectady (Milepost 
0.0) to Aqueduct. X.Y. (Milepost 4.2). a distance of 
1,* miles, in Schenectady County, N.Y. This line, con¬ 
nects at Schenectady with the old Albany-Buffalo Line 
of the PC (this portion of which is also under study in 
this Report) and with the Delaware & Hudson RR. In 
March 1971, the PC applied to the ICC for permission 
to abandon this branch. (Finance Docket No. 26567 Sub 
No. 1). On request of PC no action has l>een taken on 
this application. This line was described as potentially 
excess in the U.S. DOT Report (see Zone 42). 


Traffic and Operating Information 

Stations (with their 1973 earlonds) served by this line: 


Total carloads generated by the line- 

Avertigo airloads per week- 

Average carloads |*t mile———.- 

Average carloads per train------ 

1973 operating Information: 

Number of round trips per year-—— 

Km 1 mated Huh* i**r round trip (hours)--- 

Locomotive lion**power-*- 

Train crew sire--- 

1 Inrluilr* only truffle on •egment. 


57 

!, 1 

13. 6 


3. ft 


15 

1.5 

1,200 

4 


Information Provided by RSPO, Shippers. Governmirt 
Agencies 

Information provided at the hearings conducted Ijr 
the Rail Services Planning Office as reflected mthrir 
reports entitled “The Public Response to the Sceretiiy 
of Transportation's Rail Service Report" br the 1 
Condec Corp. indicated that it shipped 122 carlotdi 
in 1973. In testimony at Albany, N.Y M Philip A. CasctU. 
Condec Corp., stated they have been awarded n contract 
for additional aircraft refuelers, which will result ini 
substantial amount of tonnage and that the Company's! 
mode of transportation is dictated by the l\8. Govern¬ 
ment. Penn Central staff indicated much of their traffic | 
has been via specially-equipped truck. 

Information for Line Retention Decision 

Revenue received by PC ---—. 

Average revenue per carload -$1,520 

Variable (avoidable) cost of continued service 

Cost Incurred on the branch line -- 33. 32$ 

Cost of upgrading branch line to FRA Claw? I: 

(1/10 of totul upgrading coMt)- -I* 472 

Cost Incurred beyond the branch line --H, 17# 


Total variable (avoidable) cost- 


_5b W] 


Net contribution (loss) : total --- 

Average per carload -- 610 

This line would require upgrading to meet the 

qiii i I tiroad A 

minimum safety standards (Class I track which to *| 
iiuiMimmi fife operating qpeqd of 10 m«p.h.). 
available information, this upgrading would incl® 
the replacement of a total of 750 crosstab (an *n erl 
of lT&crosstiesper mile). 

Recommendation 

It is recommended that the Aqueduct brunch 
included in the Con Rail System. 


ALBANY SECONDARY TRACK 
USRA Line No. 76 
Penn Central 

. D&H ID Albany 
To Binghamton V** I 

J PORT OF ALBANY 

West Shore 
Branch. PC 



River Line, PC—►/ f 
to He* ha*ken / [_ SELKIRK 
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The Albany Secondary Track, formerly part of the 
Sew York Central RR, extends from Selkirk (Mile¬ 
post 8.7), to Port of Albany , NY (Milepost 10 . 8 ), a dis¬ 
tinct of 7.1 miles, in Albany County, New York. This 
line connects at the Port of Albany with the Delaware 
icd Hudson Railway and at Selkirk with the West 
Shore Branch and the Boston-Buffalo line. This line was 
described as potentially excess in the U.S. DOT Report 
(see Zone 42). 


Traffic ond Operating Information 

5Utl«w < with their 1973 carloads) served by this line : 

------- 1 

Gtenmont _-_ 34 

Albany : - 8,048 


Total carloads generated by the line _ 8,683 

Arrra*e carloads per week ___ 107, o 

Amase carloads per mile _ 1.223. 0 

Awn** carloads per train _ 28.9 

108 operating information: 

Number of round trips per year _I_ 300 

Eiticuited time per round trip (hours) _ & 0 

Ioeoootlre horsepower________ 2, 000 

Train crew rite_ 5 

Uadadfs wily traffic on segment 

Wotmotion Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
“* Services Planning Office as reflected in their 
*pwtsentitled “The Public Response to the Secretary 
°fTransportation's Rail Service Report” indicated that 
ty* l' ne ** an ' n, P°riant clearance route between the 
large classification yard at Selkirk and the barge 
4ocfa 11 the Port of Albany. The New York DOT re- 
P«t«d m ita special study of rail lines that this branch 
^ mi annual net profit of $1,196,052 on 5,412 carloads 
i ^ r ^Die community loss from abandonment would 
$1^,564 in property taxes. 

Or ^ation for Line Retention Decision 

tlT W * <TWl l,y PC ... *3, 942,93s 

** reteiuip p*>r curlcwd_ $45*1 

[ (avoidable) coat of continued 
•nice: 

Cn« ° n ,hi ' tlr * nrh Hne _ 307.IM4 

f ‘ apmidlns branch line to FRA 
(, riO of total upgrading 

‘neurr^i beyond the branch line. 2. H9. 283 


*** enable (avoidable) cost- 2.457.237 

I C^°‘ lon ,l0M): total- i , 485 . 701 

TV* Pw C#rl «"l- 171 

I * 

*° U ( f^iuire no upgrading to meet the 
|suni nilil m V ' federal Railroad Administration’s 
standards (Class I track which has 
■ Um «fe operating speed of 10 mph). 


Recommendation 

It is recommended that the Albany Secondary Track 
be included in the ConRail System. 


PORTION OF THE LYONS FALLS BRANCH 
USRA Line No. 79 
Penn Central 


LYONS FALLS 

-•V 

B( 


PORTION. LYONS FALLS 
BRANCH. PC 


B00NV1LLE 

\ 

/ 



^-Erie Lackawanna Ry 


This portion of the Lyons Falls Branch, formerly 
part of the New York Central RR, extends from Boon- 
viUe (Milepost 85.0) to Lyoixs Falls , N.Y. (Milepost 
45.0), a distance of 10/) miles , in Oneida and Lewis 
Counties, N.Y. A southerly continuation of this 
line runs from Boonville to Utica where it connects 
with the Buffalo-Albany Line of the PC and with the 
Erie Lackawanna Railway. This line was described as 
potentially excess in the U.S. DOT Report of Febru¬ 
ary 1 , 1974, with the exception of the portion from 
Boonville to the Lewis County lino (see Zones 4-1 and 
45). 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Lyons Falls___«._2,202 


Total carloads generated by the line__ 2,202 

Average carloads per week_ 42. 4 

Average carloads per mile_ 220.2 

Average carloads per train_ 11.0 

1973 operating Information: 

Number of round trips per year_ 200 

Estimated time per round trip (hours)___8. 5 

Locomotive horsepower_2,000 

Train crew site_ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Plaining Office ns reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportations Rail Service Report” indicated 
significant potential impact from the loss of rail service. 
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Information for line Retention Decision 


Revenue received by PC-- $027, 750 

Average revenue per cnrlond- $421 


Variable (avoidable) coat of continued 
service : 

Coat incurred on the branch line --— 150,108 

Cost of upgrading branch line to FRA 

Claim I : (1/10 of total upgrading cost). 0 

Cost Incurred beyond the branch line — 543,878 

Total variable (avoidable) cost - 702, 980 

Net contribution (loss): total - 224,773 

Average i**r carload— -- 120 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). 

Recommendation 

It is recommended tlmt this portion of the Lyons 
Falls Branch be included in the ConRai! System. 


PORTION OF THE CAMDEN SECONDARY TRACK 
USRA Line No. 80 
Penn Central 

CAMDEN 

X PORTION. CAMDEN 

SECONDARY TRACK. PC 

MC CONNELLSVILLE 

\ 

Buffalo-Albany WPC to Rome 
Line. PC \ f 


\ 

^ -^ _ \ Rome 


This portion of the Camden Secondary Track for¬ 
merly part of the New York Central UR, extends from 
Camden (Milepost 22.9) to McConnelhtriUe, N.Y. 
(Milepost 28.0), a distance of 5.1 mile*, in Oneida 
County, N.Y. A continuation of the line runs to Rome 
where it connects with the Buffalo-Albany Line of the 
PC. This line was described as |H>tentially excess in the 
U.S. l>OT Report, (see Zone 45). 

Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 
Camden ___-______ 174 


Total carloads generated by the line - 

Average carloads per week --- 3. 4 

Average carloads per mile _ 38. 7 

Average carloads per train ___ 2.9 

1973 operating information : 


Number of round trljwi per year - 

Ketinmted time per round (rip (hours )___ 

Locomotive horsepower ---—- 

Train craw size _______-___ 


174 


GO 
2.5 
1,000 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line wusprtv 
vided at the hearings conducted by the Rail Service* 
Planning Office as reflected in their rej>orts entitW 
"The Public ResiKMise to the Secretary of Transport* | 
tion s Rail Service Report” 

Information for Line Retention Decision 

Revenue received by PC -- $82,13) 

Average revenue per carload - $357 

Variable (avoidable) coed of continued nerv- 
vice: 

Cost Incurred on the branch line -45, \33 

Coat of upgrading branch line to FRA dnxs 

I: (1/10 of total upgrading coat) - 7,.Tll> 

Coat incurred beyond the branch line - 49,911 

Total variable (avoidable ) coat - --- HKUfl j 

Net contribution (loss) : total - <40 ,SWm 

Average l*»r carload --- <238) 

This line would require upgrading to meet the it* 
quirements of the Federal Railroad Administrations j 
minimum safety standards (Class I track, which has a 
maximum safe oj>eniting speed of 10 m.p.h ). Bused on 
available information, this tipgrading would include 
the replacement of a total of 800 crossties (an avritp j 
of 178 crossties per mile). 

Preliminary Recommendation 

It is not recommended that the Camden Socondin 
Track he included in the ConRai] System, Continued 
operation of this line would require a rail service ren* 
tinuation subsidy. Under 1973 traffic, revenue ami cost | 
levels, this line generates nn annual excess financaJI 
burden amounting to $40,994 or $230 per carload. 
covery of costs would require approximately a 3W I* 1 
cent increase in traffic or a 05 |>ercont rate increase over 
the 1973 levels. 


PORTION OF THE WEST SHORE SECONDARY 
TRACK 

USRA Line No. 81 
Penn Central 


Fonda. Johfifttown & 
Gtoveravtllc RR 
to Johnstown ^ 


BAN 




5 Fond. Anniurd*" ^ ****** j 


PC to BuCalo 

_i_ 

SOUTH FORT > pc „ iA* ! 

PLAIN I - 

PORTION OF THfc ROTTEROAN 

"EST SHORE SECONDARY . unCI | 0 N 

™°‘ PC * 
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This portion of the West Shore Secondary Track, 
formerly part of the New York Central RR., extends 
from RoHc'l’im Junction (Milepost 159.5) to South 
I fort Plain. V.I*. (Milepost 194.5), a distance of 36j0 
L'k#, in Schenectady and Montgomery’ Counties, New 
York. This line connects at Rotterdum Junction with 
j :i* Hoffmans Branch and the West Shore Branch of 
ti* PC. and with the Boston & Maine RR. This line 
ns described as potentially excess in the IT.S. DOT 
Report, except for 1.3 miles between Rotterdam Junc¬ 
tion »nd Pnttcrsonville. which was not described as 
I tiers (see Zones 42 and 43). 

Trcffic and Operating Information 

i with fhelr 1973 carloads) w n*«l by thin line: 

1 Amsterdam_ 144 

FritonrUle . __ 28 

CuuMarie -- j,063 

fcclii Fort Plain-1_ 361 

Total carles generated by the line _ 1 , 5116 

I toner carload* iter week ___ 30, 7 

I tor*** curl'Mid s per mile ___ _ _ 45 . tt 

carlondn per train ___ 10.6 

|»W3 operating information : 

Naaler of round trips per year __. . iao 

time per round trip (boars) _ 12.0 

b/taaotivf horsepower___________ 2,000 

Tnln crew die___ 5 

I Information Provided by RSPO, Shippers, Government 

1 Agencies 

Ittfermation Provided at the hearniL^ conducted by 
r‘ Rail Services Planning Office as reflected in their 
l^orts entitled “The Public Response to the Secretary 
| , Tnngfjortationg Rail Service Report”indicated that 
l^iORsof mil freight sen ice might be disastrous to 
imliistries on this line and to the towns in which 
I lp * tasted. Shippers stated that poor car supply 
L educed their use of freight sendee. The 

IT ^ Railway Company, not now an operating com- 
an in acquiring and operating 

jWormoHon for Line Retention Decision 

K\T V "' '* lr -- $806,418 

J ** per carload- . $373 

t/., farotdable) cost of continued 
wire: 

Z ° n the branch fine . 386,738 

Cim j U,>xrn,,inK ,>r «nch line to FRA 
C«t inni !r of lotaI upgrading cost) _ 26, 213 
^ beyond the branch line_ 458,275 

T#rt «ble (avoidable) coat ___ 871,226 

. — ,m '* m 

^ ■ * “ ■ — » »■ »>-.— I T Ml 

nu r ld , ‘ equin? u P^ rft ding to meet the re- 
t ic l edcrnl Railroad Administrations 


minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 3,0 00 crossties (an average, 
of 85 crossties per mile). 

Preliminory Recommendation 

It is no/ recommended that this portion of the West 
Shore Secondary Track lie included in the OonRail Sys¬ 
tem, Continued operation of this line would require 11 
rail service continuation subsidy. Vnder 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $275,813 or $173 
per carload. Recovery of costs would require approxi¬ 
mately a two-fold increase in traffic or a 50 percent rate 
increase over the 1973 levels. Costs may also be re¬ 
duced by reducing frequency, although this alone, will 
not make the line viable. 


PORTION OF WEST SHORE SECONDARY TRACK 
USRA Line No. 83o 


Penn Central 


PC to Buffalo 


End of Track at 
Milepost 234.3 


MILEPOST 

733.6 


New York Mills 



PORTION, WEST SHORE 
SECONDARY TRACK. 
PC 


PC to Albany 

Utica 

——o—i-_ 

1 

1 + EL (PC has Trackage Rights) 


EAST NEW YORK MILLS 
MILEPOST 23X7 


EL to Binghamton 


This portion of the West Shore Secondary Track, 
formerly part of the New York Central RR, extends 
from Milepost 232.7 near South Utica , to Milepost 233.6 
near New York Mills , N.Y.. a distance of OS) mile , in 
Oneida County, New York. The continuation of this 
line, also under study, continues westward from Mile¬ 
post 233.6. The line connects at Milepost 232.7 with the 
Erie Lackawanna Ry. 


Traffic and Operating Information 


Stations (with their 1973 carloads) served by this line: 

New York Mills 1 _____ 176 

Total carloads generated by the line _ 176 

Average carloads per week _ _ 3.4 

Average carloads per mile ___ 195 . 5 

Average carloads per train _-_ 3.9 

1973 operating information: 

Number of round trips per year _ 45 

Estimated time per round trip (hours) _ 1.0 

Locomotive horsepower ___ 600 

Train crew* size ____ 5 

1 Include* only traffic on ft*gra*at 
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Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tions Rail Sendee Report-*'. The most active rail shipper 
appeals to be Vicks Lithograph Co. which receives large 
rolls of paper. Team track service for this shipper 
would be available within five miles of the plant. 

Information for Line Retention Decision 

Revenue received by PC - W 

Average revenue per carload ..-— -- $322 

Variable (avoidable) coat of continued 
service : 

Cost incurred on the branch Une---- 10. 703 

Cost of upgrading branch line to FRA 

Claaa I (1/10 of total upgrading cost) - 1,841 

Cost incurred beyond the branch Une — 45, 744 

Total variable (avoidable) cost---- 67.351 

Net contribution (loss) : total - (10,707) 

Average per carload ----———-— (01) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration s 
minimum safety standard* (Class 1 track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 200 crossties (an average 
of 222 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the West 
Shore Secondary Track 1 k» included in the ConRail Sys¬ 
tem. Continued operation of this line would require a 
rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to §10,707 or $01 per 
carload. Recovery of costs would require approximately 
a 100 percent increase in traffic or a 20 percent rate in¬ 
crease over the 1973 levels. 


PORTION OF WEST SHORE SECONDARY 
TRACK 

USRA Line No. 84 


Penn Central 


END OF TRACK 
AT MILEPOST 




PC to Buffalo 

V 


-PC to Albany 





PORTION OF REST SHORE * -Y 

SECONDARY TRACK PC j j 

MILEPOST MU j 

NEAR NEW 

YORK MILLS / 


/ 


|VEL » Bmjbow'ion 


This portion of the West Shore Secondary Tr»ek 
formerly part of the New York Central RR, extendi 
from Milepost SSSjS near New York Mills , AT., to £V 
of track at Milepost 234.3, a distance of 0.7 mifoi, j n 
Oneida County, N.Y. A continuation of this line is also 
understudy in this Report. In November 1972, the PC 
applied for permission to abandon this line and replace 
service by trackage rights over a nearby Erie Lack* 
wanna line. No action has been taken. This line was 
described as potentially excess in the U.S. IX)T Report 
(see Zone 45). 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this lint* was pro-1 
vided at the hearings conducted by the Rail Services | 
Planning Office as reflected in their nq>orts entitled; 
“The Public Response to the Secretary of Transport* 
lions Rail Service Report.’’ 

Information for Line Retention Decision 

Highway construction now being undertaken by tip 
State of New York would necessitate sulrstantial in¬ 
vestment on the bridge on this line. The state is prepared 
to construct a siding between Niagara Mohawk Power 
Co. (the only shipper on this line) and the Erie I^rk*- 
wanna in order to avoid interference with the highway | 
const met ion. 

Preliminary Recommendation 

It is rwt recommended that this portion of the W** 
Shore Secondary Track Ik* included in the CenBatj 
System. 


PORTION OF VERNON INDUSTRIAL TRACK 
USRA Line No. 85 
Penn Central 

- — — " 't-PC to AIIm« 


ONEIDA 

CASTLE 


>VERNON 

'PORTION. VERNON 

industrial 
track.pc 


S, 

Syracuse 

portion of the Vernon Industrial l- 1 
part of the New York Central RR.exten ^^ 
«• (Milepost 246.S), to ( . oimt T, 

>2.5), a distance of (U milet. »> ff< d 

-ork. The continuation of this lu« <*** 3 
rom Oneida Castle. It is uftdel ! s ' 'JfM 
. This line was deacYibed ns potenlin 

_ f/_ _ fl|C \ 
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Traffic and Operating Information 

I with their 1973 carload*) served by till* line: 

Oeridii Castle 1 -- # 95 


364 
7.0 
58. 7 
4.9 

75 

2,0 

1.000 

5 


Total carload* generated by the line_ 

.iTfrtfp cartcmd* per week- 

jhtnfr c*rb/ad* per mile_ 

Aww carloads per train_ 

HfiS operating information: 

Number of m»md tripe per year___ 

Mina ted time per round trip (hours)_ 

Locoovotive horsepower._____ 

Tain crew Mae-- 

•dadodet, only traftc on segment.) 

hformotion Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
tbr Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report” indicated that 
on this line & food manufacturing industry, which ac- 
wding to th. Eastern Federation of Food Merchants, 
s» unique rail user industry. RSPO reported shipments 
of Ss cars by Vernon Milling Company and 40 cars by 
Lames Feel Service during 1978. Lamos Feed expected 
so business to decline to 10 cars in 1974. USRA re- 
correspondence from Pahl’s Agwav showing that 
this firm receives 200-240 cars per year. 

Wormohon for Lina Retention Decision 


Recommendation 

It is recommended that the portion of the Vernon 
Industrial Track from Milepost 252.5 to Milepost 251.9 
be included in the Con Rail System. 

Preliminary Recommendation 

It is not recommended that the portion of the Vernon 
Industrial Track from Milepost 251.9 to Milepost 246.7 
be included in the ConRail System. Continued opera¬ 
tion of this Tine would require a rail service continua¬ 
tion subsidy. Under 1973 traffic, revenue and cost levels, 
this line generates an annual excess financial burden 
amounting to $29,967 or $111 per carload. Recovery of 
costs would require approximately a 70 percent in¬ 
crease in traffic or a 30 percent rate increase over the 
1973 levels. 


FAYETTEVILLE BRANCH 
USRA Line No. 86 

Penn Central 

EAST 

SYRACUSE 


Albany-Buffalo 
Line. PC 


t:*Xr 

\ 


^-FAYETTEVILLE 
BRANCH. PC 

< FAYETTEVILLE 


received by PC 
***** revenue per cu rIuad. 

$403 

The Fayetteville Branch, formerly part of the New 
^ ork Central RR, extends from Fast Syracuse 
(Milepost 5.8), to Fayetteville , W.Y. (Milepost 9.9)* a 
distance of 4+1 miles, in Onondaga County, New York. 
At East Syracuse, this line connects with the Albany- 
Buffalo Line of the PC. This line was described as po¬ 
tentially excess in the U.S. DOT Report (see Zone 46). 

TrafBc and Operating Information 


•rttbk • avoid*hie) coat of continued 
*rrk*: 

^ ,nrarro< l on the branch line_ 

of “parting brunch line to FRA 
* * * 0/10 of total upgrading coat), 

m lftCQrr ^ l^yond the brauch line... 

65, 140 

6,238 

98,320 

T*n»i,ie (avoidable) coat... 

_ 169, ftQfl 

Station* (with their 1973 carload*) served by tbl* Une: 
Fayetteville _ ~ jjj 




■ «*»* .. <23. 002) 

ft* 

i,.;. Im n<lU '^ rM l u ’ tT upgrading to meet the re- 
LJ 11 * <] '^ e federal Railroad Administration’s 
LJ" 1 ^nflards (Class I track, which has 
L * ,e °I H> ral iiig speed of 10 m.p.h.). Based 

I reolft- ' lnforrnnt ’ 0,1 i this upgrading would include 
145 erossties (an average 

rjjjjwpermife). ^ 

l^wtorK " ‘ *° th” entire line generates a loss, 

llarrio. T ' from Mi,e P°st 252.5 to Milepost 

]!-• <)ne “ ,a Custle who generated 95 

to, *' w uuld generate $45,231 in revenue and 

flor**] 08 ** v 11 '' a wilting net contribution of 
*'2 per Airload. 


Total carload* generated by the line_ in 

Average carload* per week.._ o 1 

Average carload* per mile_ 27.1 

Average carload* per train_____ j 9 

1973 operating Information: 

Number of round trip*, per year_ 

Estimated time j>er round trip (bourn)_ 1.5 

Iiocomotive horsepower. __,____3,000 

Train crew vise.___ 4 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The. Public Response to the Secretary 
°f Transportation's Rail Service Report’’ centered on 
the need for continued rail service and the potential od- 
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verso affects of having to substitute motor carrier serv¬ 
ice. One company indicated that loss of rail service 
eventually would force it to terminate operations. 

Information for Line Retention Decision 

Revenue receiver! by PC -- WO. 000 

Average Revenue Per Carload :- $300 

Variable (avoidable) cost of conUnued aervice: 

Coat incurred on the branch line - 35,910 

Cost of upgrading branch line to FRA olit** 

I (1/10 of total upgrading cost)- 6,993 

Coat incurred beyond the braucli line-.--- 27.040 

Total variable (avoidable ) cost - 60,049 

Net contribution (loss): total - (28, 050) 

Average per carload- (260) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 mph). Bused on 
available information, this upgrading would include 
the replacement of a total of 1.200 crossties (an aver¬ 
age of 292 crosst ies per mile ). 

Preliminary Recommendation 

It is not recommended that the Fayetteville Branch 
be included in the ConRa.il System. Continued opera¬ 
tion of this line would require a rail service continua¬ 
tion subsidy. Under 1973 traffic, revenue and cost levels, 
this line generates an annua) excess financial burden 
amounting to $28,950 or $260 per carload. Recovery of 
costs would require approximately a t wo-fold increase 
in traffic or a 70 per cent rate increase over the 1973 
levels. 

PORTION OF THE MALONE SECONDARY TRACK 
USRA Line No. 87 
Penn Central 


Montreal Branch. PC 

CN to Massena f u 

(PC has Track age A HunU * *T CN to Montrei! 
Ruches) *... 

• ® ® ® 

«••••** | *~PC to Huntingdon 

CANADIAN BORDER 

PORTION. MALONE 
SECONDARY TRACK PC 

MALONE 



This |M>rtion of the Malone Secondary Track, for¬ 
merly part of the New York Central RU, extends from 
Malone^ N.Y. (Milepost 0.u) to the Canadian Border 
(Milepost 10.3), a distance of 10J mile** in Franklin 


County, N.Y. A continuation of this line extend- 
northward across the Canadian Border to Huntingdon. 
Quebec where it connects with the Canadian Nation*) 
Railways and the Montreal Branch of the PC. Tb 
PC also operates over the CN-GT from Huntingdon 
to Mussenu. N.Y. This line was described us potentially 
excess in the U.S. DOT Report (see Z one 41). 

Traffic and Operating Information 


Station* (with their 1973 carload*) nerved by tbi* 
line; Malone- 


4 » 


Total carload* generated by the line:.. 

Average carload* per week-- 

Average carload* per mile-- 

Average carload* per train- - - 

1973 operating information: 

Number of round trips i**r year.——-- 

Estimated time j»er round trip (houm)- 

Locomotive horsepower- 

Train crew sire-——-——- — 

Information Provided by RSPO, Shippers, Governmwl 
Agencies 

Information provided at. the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the 
of Transportations Rail Service Report indicated 
that the loss of service over this line would adversely 
impart the area’s agriculture industry ami would liir 
future development. Mayor Tulloch of Malone testified 
that area users would he willing to pay the extra ectf 
of keeping the line in operation. 

The State of N.Y. reported that its studies show in¬ 
line between Malone and Huntington, PQ- gvneiar * 
a profit of $16,995 on 515 carloads of traffic The ww 
community loss would be $23,060. plus $22.4® in 
local property taxes. 

Informotion for Line Retention Decision 

Revenue received by PC—-~- - ] 

Average revenue i**r carload.-- 

Variable (avoidable) ami of continued 
service: ^ 

Coot incurred on the brunch line---1385.—** 

Coat of upgrading branch line to FRA . 

Clan* 1: (1/10 of total upgrading coat)- • jj” 

Coat Incurred beyond the brunch line—— 1^- 


Total variable (avoidable) roed - 


300,1 


(138) 


Nee contribution (U*w) : total.. 

Average per carload-—- 

This line would require upgrading r< ' 
quirements of the Federal Railroad A< n ‘ n ^ 
minimum safety standards (< lass I t,n< BsH 
a maximum safe operating speed of 1° Ml *l ’ljjndtH 
on available information, this upgrading * ^ 

the replacement of a total of 500 crosstH* 
of 18 crossties per mile) 
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Preliminary Recommendation 

It is not recommended that tins portion of the Malone 
Secondary Track lie included in the ConRail System. 
Continued operation of this line would require a rail 
mice continuation subsidy. Under 1973 traffic, revenue 
ind cost levels, this line generates an annual excess 
financial burden amounting to $90,051 or $188 per car- 
ImmL Recovery of costs would require approximately 
i two-fold increase in traffic or a 45 per cent rate in¬ 
crease over the 1973 levels. 


OGDENSBURG SECONDARY TRACK AND 
DEKALB BRANCH 
USRA Line No. 89o 
Penn Central 


ENDOF 

TRACK 

BE KALB BRANCH. PC 


0G0ENSBURC 



OGDENSBURG SECONDARY 
TRACK. PC 

^ PC to Masson* 

DE KALB JUNCTION 


“ Mastena Branch. 

PC. to Syracuse 

The Ogdem-hurg Secondary Track, formerly part- of 
,he Sew York Central RR, extends from’ DeKalb 
Won (Milepost 0.0), to Ogdensburg, IV.T. (Mile- 
P 0 * 19.0), and the DeKalb Branch, also formerly part 
Id the New York Central HR, extends from end-of- 
fr*ck near Ogdensburg (Milepost 132.5) to Ogdens- 
(Milepost 131.3). for a combined distance of 2S),8 
^ in Saint Lawrence County, X.Y. At DeKalb 
unttion this line connects with the Mnssenn Branch 
* ^ I Ids line was not described as potentially 
tWt ® ' n d'** VA DOT Report (see. Zone 44). 

* ra ^ c 0n d Operating Information 

| Batin., (with their 1973 carloadsi served liy tills line: 

a ** lto0 ___ 251 


I Arn»Z° t8 * generated hjr the tine_2. 812 

W»2£f ,| * rwert ‘-«.* 

1 ‘ ,-r m,,e " *- 111.2 

tw train___ « 3 

tri,w ,M * r yt ‘ ar - 250 

hnwooH,. r* ,N ’ r * ri l» theur*)--- 5.0 


_ 2 , 000 

_ 3 


*9«nei«j r0VI< * et * RSPO, Shippers, Government 

[tie d ,l)VI d«i at the hearings conducted by 

r ' ,ces I’lnnning ()flice as reflected in tiieir 


reports entitled “The Public Res|x>nse to the Secretary 
of Transportation’s Rail Service Report” indicated that 
the Diamond International Corporation uses this line 
and shipped or received 340 carloads of woodpulp, coal 
and chemicals over this line in 1973. They said that this 
is the only line serving this part of northern New York 
State. A telegram from M. O’Neill of the Diamond Cor¬ 
poration stated that RSPO traffic tlata was incorrect 
as the company had 1,947 cars total' for 1973. 

Information for Line Retention Decision 

Revenue received by PC .... $7-17.375 

Average rev emu* j*»r carload_ $323 

Variable <rivoidable) cost of continued 


aervlec : 

Cost Incurred ou the branch line _ 250.655 

Coat of upgrading branch line to FRA 
Claw* I (1/10 of total upgrading 

cost) -•_ 23,654 

Cost Incurred Iwyoud the branch line. 632, 200 


Total variable (avoidable) cost.. $ 1 ) 06 ,509 


Net contribution (loan): total _ (iQ9 t 134 1 

Average per carload ____ <# 0 ) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based 
on available information, this upgrading would include 
the replacement of a total of 2,(XK) crossties (an aver¬ 
age of OR crossties i>er mile). 

Preliminary Recommendation 

It is not recommended that the Ogdensburg Second¬ 
ary Track In* included in the ConRail System. Con¬ 
tinued operation of this line would require a rail serv¬ 
ice continuation subsidy. Fnder 1973 traffic, revenue 
and cost levels, this line generates an annual excess 
financial burden amounting to $159,134 or $69 per car¬ 
load. Recovery of costs would require approximately a 
140 percent increase in traffic or a 20 percent rate in¬ 
crease over the 1973 levels. Costs may also be reduced 
by reducing frequency, although this alone will not 
make the line viable. 


PORTION OF THE G&O SECONDARY TRACK 
USRA Line No. 90 

Penn Central 

Massena "j 
Branch. PC 


r /r p< 

in . * * x « 

/ J-Om; 


PC to G&0 Junction 
m»/ es 


G &0 

Junction^ ^ 

PC *U EDWARDS 

/ Balmat | 

EMERYVILLE SSck'pc'^ 
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This portion of the G&O Seeondury Track, formerly 
part of the New York Central RR, extends from Emery- 
rillr (Milepost 8.0) to Kdward», S.Y. (Milepost 14.0), 
a distance of 6.0 miles, in St. Lawrence County, N Y. 
A continuation of this line runs from Emeryville 
to G&O Junction, near Gouvcmenr, N.Y. At Emery¬ 
ville an industrial spur diverges. Thus line was described 
as potentially excess in the U.S. DO'I Kejtort (See 
Zone 44). 


Traffic and Operating Information 

Stations (with their 1973 carload*) nerved by this line: 
Kd wards- 


350 


Total carload* generated by the Une—- 

Average carload* per week---—— 

Average carloads j>er mile- 

Avorape carloads |>er train-—- 

1973 operating information: 

Number of round trips per year-—- 

Hat(mated time per round trip (hours)—— 4 - 

Locomotive horsepower- 

Tralu crew sire- 


350 

0.7 

r>ao 

2.5 


140 

3.0 
1, 500 
3 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportal ion’s Rail Service Report/’ indicated that 
the line is used to move ore concentrates. The mining 
operation is marginal and the loss of rail service may 
force cessation of operations. 


Information for Line Retention Decision 

Revenue received by I*C_------— 3133, 394 

Average revenue per carload-—— $381 

Variable favoldoblej cost of continued 
aervlce: 

Coat Incurred on the branch line- 70.565 

Coat of upgrading branch line to FRA On** 

I: (1/10 of total upgrading coat)- 6,260 

Coat Incurred beyond the branch line- 96, 638 

Total variable (avoidable) coat--- 173,463 


Net contribution (Ion): total_ (40,069) 

Average per carload_ (115) 

This lino would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class 1 track which has a 
maximum safe operating speed of 10 mph). Based on 
available information* this upgrading would include 
the replacement of *250crossties (on average of 41 cross¬ 
ties per mile). 


Preliminary Recommendation 

It is not recommended that this portion of the GW) 
Secondary Track be included in the Con Rail System. 
Continued operation of this line would require a nj 
service continuation subsidy. Under 1973 traffic, rm* 
nue and cost levels, this line generates an annual 
financial burden amounting to $40,069 or $115 per car¬ 
load. Recovery of costs would require approximately a 
two-fold increase in traffic or a 30 percent rate inen 
over the 1973 levels. 


LIMERICK INDUSTRIAL TRACK 
U5RA Line No. 92/93 



LIMERICK INDUSTRIAL 
TRACK. PC 

✓ 

PC to Mas sen a 


WATERTOWN 
(MAIN ST) 


Massena Secondary 
Track. PC. to Syracuse 


The Limerick Industrial Track formerly part eft 
Xew York Central RR, extends from Wcttrtotrn (Mil* 
post 1.5) to Limerick, N.Y. (Milepost 8.8). h distant 
7J mile*, in Jefferson County, New York. At Mato 
town, this line connects with the Massena Monitor 
Track of the Penn Central. This line was JeseriM* 
potentially excess in the l T .S. DOT Report (see- 
44). 

Traffic and Operating Information 

Station* (with their 1973 carload*) served by thU line: 

Watertown *_...._—--- 


Total carload* generated by the line-- --- ——H 

Average carload* per week ---' 

Average carload* j»er inllc ----- ~ 

Average carload* per train - 

1973 operating information: 

Number of round trip* per year -- 

Kstlmated time f»cr round trip (hours)— —* 

Locomotive horsepower --—--- 

Train crew slice ----- 

1 Induilfs only traffic on moment * 

Information Provided by RSPO, Shipped* Oo 
Agencies 

Information provided at the hearings‘Oiuju . 

the Ruil Services Planning Office as ivii« ,h 
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reports entitled, “The Public Response to the Secretary 
of Transportation’s Rail Service Report,” indicated that 
(22 families would be affected if this line were aban¬ 
doned. rSRA data shows that the Latex Fiber Corp. 
cancelled its sidetrack agreement in April 1970 and 
uses t PC freight house in Watertown, N.Y., for trans¬ 
hipment of its rail freight. While USRA identified the 
ftrgas Co., Rrownville Paper Co., and Jefferson 
County Highway I)ept. as shippers on the line, RSPO 
testimony identified the J. P. Lewis Co. as an additional 
shipper on the line. The Brownvilie Paper Co. appears 
to use the same PC freight house in Watertown rather 
than its Biding. 

Informotion for Lino Retention Decision 


ferwme received by PC-$171.508 

Awafe revenue per carload_ £409 

Virttble (avoidable) cost of continued 
ferric*: 

Oort tocurred on tbe branch line__ 83 ,823 

Oort of upgrading branch line to FRA 
Haw I ( 1/10 of total upgrading cost). 9.896 


Oort incurred beyond the branch line_115,083 


PC to Geneva 


|4- 9! 


l 


PC to Syracuse 


CAYUGA 1 


AUBURN 


PORTION. 
AUBURN 
BRANCH. PC 


♦ LV Industrial Tracks 
*— at Auburn 


Continuations of this line extend eastward to Syracuse 
and westward to Geneva. The latter is also under study 
in this report. The Lehigh Valley RR also uses these 
tracks to read) industrial trackage at Auburn. In June 
1973, the PC applied to the ICC for permission to aban¬ 
don this line, Docket No. AB-5, Sub. 165. No final ac¬ 
tion has been taken. This lino was not described as po¬ 
tentially excess in the U.S. DOT Report (see Zone 
52). 

Traffic and Operating Information 

Stations (with their 1073 carloads) served by this line: 

Relius ___ o. 


Total variable (avoidance) coat-_„____ 20 R, 302 

towntribotwn (loss): total_ (30,704) 

lwa*v per carload _( 87 ) 


This line would require upgrading to meet the re- 
1 ’JUwaents of the Federal Railroad Administration’s 
ttiiuimmi safety standards ((’lass I track, which has a 
t»ximun. safe operating speed of 10 m.p.h.). Based on 
•Muaiile information, this upgrading would include 

aremcn * °f 11 total of 1,000 crossties (an average 
w 137 'fossties per mile). 

btliminory Recommendation 

» not recommended that the Limerick Industrial 
.** ,ncI »ded in the ConRail System. Continued 
'ration of this line would require a rail service con- 

•t»tk tK ,SU |^ 9 '^* * traffic, revenue and cost 

us line generates a loss amounting to $36,704 
Wi Recovery of costs would require ap- 

telv a C, percent increase in traffic or a 21 per- 
h kw M . ncrease 0Ver the 1973 levels. Costs may also 

iwji| hi !* ' i’* mlu< ing frequency, although this alone 
111 make the line viable. 


PORTION of auburn branch 

USRA Line No. 95 

This r^rt; / P enn Central 

t)» .. n U ,c Auburn Branch, formerly part of 

i ISniftKBt ( ’ n,ru * RR* extends from Auburn 
of ' "‘J IO ( a y u 9 a ' ^.Y. (Milepost 36.1), a 
in Cayuga County, New York. 


Total carloads generated by the line _ 84 

Average carloads per week _ o. 1 

Average carload* per mile _ 3 7 

Average carload* per train _ o. 3 

1973 operating Information : 

Number of round trips per year _ 15 

Estimated time per round trip (hours) ___ 1.5 

Locomotive horsepower ____ 2,000 

Train crew site __ 4 


Informotion Provided by RSPO, Shippers, Government 
Agencies 

No information was provided at the hearings con¬ 
ducted by the Rail Services Planning Office concerning 
this line segment- 

Information for Line Retention Decision 

Revenue received by PC_$12,520 

Average revenue per carload__ $368 

Variable (avoidable) coat of continued serv¬ 
ice: 

Cost incurred on the branch line_61,614 

Cost of upgrading branch line to FRA Class 

I: ( 1/10 of total upgrading cost)_ 0 

Cost incurred beyond the branch Une_10,329 

Total variable (avoidable) cost_ 71,948 


Net contribution (loss) : total_ (59,423) 

Average per carload_( 1 , 748) 

This line would require no upgrading to meet re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track whicli has a 
maximum safe operat ing speed of 10 m.p.h.). 
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Preliminary Recommendation 

It is not recommended that this portion of the Au¬ 
burn Branch bo included in the ConRail System. ( on- 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1978 traffic, revenue and 
cost levels, this line generates an annual excess finan¬ 
cial burden amounting to $59,423 or $1,748 per carload. 
Recovery of costs would require approximately a 
twenty-eight-fold increase in traffic or a 475 percent 
rate increase over the 1973 levels. 


PITTSFORD RUNNING TRACK 
USRA Line No. 96 
Penn Central 


Rochester BRIGHTON_ * 

^ \ PITTSFORD RUNNING 

to Buffalo <- 7 '"*'** TRACK. PC 

PITTSFORD Y_, 


PC to Syracuse 


PC 


PC to Churchville 


PC to Wayncsport 


The Pittsford Running Track, formerly part of the 
New York Central RR. extends from Pittsford (Mile¬ 
post 93.9), to Brighton, N.Y. (Milepost 98.6), a dis¬ 
tance of i.7 miles, in Monroe County, New York. At 
Brighton, this line connects with the Albany-Buffalo 
line of the PC. This line was not shown in the U.S. 
DOT Report (see Zone47). 

Traffic and Operating Information 

Station* (with their 1973 carloads) served by thi* line: 

Rochester 1 ___—----——- ^ 

Pittsford 1 _ 135 


Total carload** generated by the Uue--- 201 

Average carloads per week---— 3.9 

Average carloads per mile--- 42. 8 

Average carloads per train- 2. 7 

1973 operating information: 

Number of round trip# per year-— 75 

intimated time per round trip (hours)- 2 

Ivocomotlve horsepower_2,000 

Train crew slxe_-__ 4 

1 Include* only traffic on aegment 


Information Provided by RSPO f Shippers, Govemmtnf 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Re|x>rf % indicated 
that Eber Bros. Wine and Liquor and Rochester Liquor 
are served by a siding on the Pittsford Branch which 
runs from Mortimer to Fairport. Both firms said with¬ 
out rail service they would go out of business. The NT 
DOT analysis showed 1973 figures for the entire lir* 
Rochester-Pittsford of 1,062 carloads. $<;7.080 com¬ 
munity loss, $6,531 net local property taxes, and annul 
profit of §215,586. On May 25, 1974, Eber Bros, sab-1 
mitted, along with Rochester Liquor Corp., an exhibit 
to the USRA which said that the traffic of their two 
firms alone justified retention of the segment 


Information for Lint Retention Decision 

Revenue received by PC- 1115*5® 

Average revenue per carload— - $577 

Variable (Avoidable) coat of continued 
service: 

Coat incurred on the branch line- 47,228 

Coat of upgrading branch line to FRA 
Class l: (1/10 of total upgrading co«t)_ 5,972 
Coat incurred beyond the branch line—— 42,459 


Total variable (avoidable) oo*t_ 


SS.«» 


Net contribution (loos): total-— - 30,J*J 

Average per carload --- 100 

This line would require upgrading to meet the re- 1 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which h*sj 
a maximum safe operating speed of 10 m.p h.). j 
on available information, this upgrading would inc!u< 1 j 
the replacement, of a total of 700 crossties (an ncrap 1 
of 148 crossties per mile). 

Recommendation 

It is recommended that the Pittsford Running lra^j 
be included in the ConRail System. 


PORTION OF THE AUBURN BRANCH 
USRA Line No. 98 
Penn Centrol 


VICTOR 



PORTION. AUBURN 
BRANCH. PC r 

. 

CANAN0AIGUA 


PC to SjrSOM 
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This portion of the Auburn Branch, formerly part of 
the New York Central RR. extends from Canandaigua 
iMilcpoet 70.0), to Victor* N.Y . (Milepost R4J>), a dis¬ 
tance of $/> milt*, in Ontario County, New York. A con- 
tmnation of this line runs from Canandaigua to Syra¬ 
cuse This line was described as potentially excess in the 
U.S. DOT Report (see Zone 52). 

Traffic and Operating Information 


StitlofM (with their 1973 carloads) served by this Une: 

Victor___ 239 


Total carloadH generated by the Une _-_— 239 

Awaxr carloads per week - 4. 0 

Avrragp carloads per mile - 28. 1 

Arm jo* carloads per train - 4.8 

tSH operating information: 

Number of round trips per year _______ 50 

ErtlouitHj time jier round trip (hours) _ 2.0 

UcwDtrtive horsepower___ 2,000 

Train crew size__ 5 


Information Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their re¬ 
ports entitled “The Public Response to the Secretary of 
Tnnsportation’s Rail Seme© Report” indicated con¬ 
cern about the potential increase in transportation costs 
if the shippers are forced to use motor carrier service. 
Testimony also stated that a building and forest prod- 
Ms manufacturer is considering the establishment of a 
d&ribution center on this line. 

Information for Line Retention Decision 

revived by PC ______ 521 

Irtnp revenue per carload. .. $358 

'iritbU* (arolriable) cost of continued 

<V*t Incurred on the branch line _ 08, 720 

r <*t of umemding branch line to FRA class 

r * ‘DIO total upgrading cost)_ 0 

'** llirur ^l beyond the branch Une _ 70. 633 


^tal variable (avoidable) cost _ 139.359 

V - 1 

• WMrtbatinn class: Total _ <53, *38) 

M ***‘ Per carload_ (225) 

« lino would require no upgrading to meet the 
the Federal Railroad Administration’s 
m . ,n,ini ?afp '.v standards (Class I track which has a 
^inimn safe operating speed of 10 mph). Available 
r ' jH' ' ’hat, with the establishment of a proposed 
jv... 7" 0,1 *his line, the traffic volume mar increase bv 
•100carloads annually. 

minory Recommendation 

^Jthough the preliminary recommendation is that 
rtiun of t he Auburn Branch not be included in 


the ConRail System, the possibility of immediately in¬ 
creasing revenue must lie explored before a final rec¬ 
ommendation can be made. Without immediately in¬ 
creasing revenue, continued operation of this line would 
require a rail sendee continuation subsidy. Under 1973 
traffic, revenue and cos* levels, this line generates an an¬ 
nual excess financial burden amounting to $53,838 or 
$225 |>cr carload. Recovery of costs would require ap¬ 
proximately a two-fold increase in traffic or a 63 percent 
rate increase over the 1973 levels. 


TRANSIT ROAD RUNNING TRACK 
USRA Line No. 100-101 


Penn Central 


— Oakfield Secondary 
Track PC 
To Oakfield 


TRANSIT 

4 ^ 8.6 miles 

TRANSIT P0AD 
RUNNING TRACK. PC 

^^-^AKRON JUNCTION 
✓ PC to Buffalo 


The Transit Road Running Track, formerly part of 
the New York Central RR, extends from .4&/y>n Junc¬ 
tion (Milepost 17.9) to Transit , N.Y. (Milepost 26.5), 
a distance of 8j 6 mi/rs, in Erie County, N.Y. This 
line connects at Akron Junction with the Oakfield Sec¬ 
ondary Track of the PC. In October 1972, the PC 
applied to the ICC for permission to abandon the por¬ 
tion of this line from Clarence Center (M.P. 25.0) to 
Transit, a distance of 1.5 miles (Docket No. AB-5, 
Sub. 120). No action lias been taken on this application. 
This line was described as jKitentially excess in the 
U.S. DOT Report (see Zone 49). 


Traffic and Operating Information 

Stations (with their 1073 carloads) served by this line: 


Clearance Center_ 293 

Transit_-_ 19 


Total carloads generated by the line_ 312 

Average carloads per week_ 6. 0 

Average carloads per mile_ 30. 3 

Average carloads per train...___2.1 

1973 operating Information: 

Number of round trips pec year_ 150 

Estimated time per round trip (hours)_ 4.0 

Locomotive horsepower______... 1,000 

Train crew size______ 0 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportations Rail Service Report” related pri- 
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marilv to the mislocation of Clarence Center on the 
Zone map. 

Information for Lino Retention Decision 

Revenue received by PC--$181. 840 

Average revenue per carload-- $488 

Variable (avoidable) cost of continued serv¬ 
ice: 

Cost Incurred on the branch line— - 97.791 

Cost of upgrading branch line to FRA Class 

I: (1/10 of total upgrading coat)-23.565 

Coat Incurred beyond the branch line- 76, 897 

Total variable (avoidable) coat-- 198,253 

Net contribution (loan): total- (46,413) 

Average per carload- (148) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 mph). Based 
on available information, this upgrading would include 
the replacement of a total of 4,300 crossties (an average 
of 500 crossties per mile). 


and Wayne Counties, New York. A continuation of this 
line runs from Oswego to Scriba (also under study in 
this report). At Oswego, this line connects with the 
Phoenix Branch of the PC and the Syracuse Branch 
of the EL Railway. The Sodus Bay Secondary Track of 
the PC (also under study in this report) intersects it 
Wallington. A westerly continuation of this line runs 
from Williamson to Suspension Bridge (also under 
study in this report). This line was described as poten¬ 
tially excess in the U.S. DOT Report (see Zones 46. 
47 and 52). 

Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Hannibal-.—-——- *02 

Crocketts_ 30 

Red Creek- 221 

Wolcott- ^ 

North Rose-----—- ® 

EL Williamson_ 72 

Williamson-- *** 


Preliminary Recommendation 

It is not recommended that the Transit Road Running 
Track be included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial 
burden amounting to $46,413 or $148 per carload. Re¬ 
covery of costs would require approximately a 60 per¬ 
cent increase in traffic or a 30 percent rate increase 
over the 1973 levels. 


PORTION OF THE ONTARIO SECONDARY TRACK 
USRA Line No. 102 
Penn Central 


OSWEGO 


r~ Portion, Ontario 
\ Secondary Track. PC 


WILLIAMSON 


\ 

PC to Scitpantion 

Bridgo 



\ \ / 

PORTION. ONTARIO \ *- Syracuse Brandi. EL 

SECONDARY TRACK. PC V M % 

Secondary Track. PC 


This portion of the Ontario Secondary Track, for¬ 
merly part, of the New York Central RR, extends from 
Ovwego (Milepost 26.6) to Williamson, A.Y. (Mile- 
post 72.0), a distance of 4^4 fnileo , in Oswego, Cayuga 


Total carload* generated by the line - 

Average carloads per week - 

Average carload* per mile --- 

Average carload* per train -—- 

1973 operating Information: 

Number of round trip* per year ———-- 

Rati mated time per round trip (hours) - 

Locomotive horsepower -—- 

Train crew site -- 


1,445 

27.8 

81.8 
M 

23) 

11.0 

1.000 

6 


Information Provided by RSPO, Shipper*, Gov.mm.nl 
Agencies 


Information provided at the hearings conducted br 
the Rail Services Planning Office as reflected in um* 
reports entitled “The Public Response to the Secret*? 
of Transportation’s Rail Service Report” indicated that 
several firms along this line arc very concern * 
the potential loss of rail service to Red Creek. Hiuiai 
and Sterling. Rochester Gas & Electric has chosen^ 
ling as one of two alternative sites for a new c il 
generating station. 

Information for Line Retention Decision 

$631,861 

Revenue received by PC- 

Average revenue per carload- ** 


Variable (avoidable) cost of continued 

wrvlce: m 

Cost Incurred on the branch line—. 

Cost of upgrading branch line to KR-* 

Class I : (X/10of total upgrading cost).- 104. 
Cost Incurred beyond the branch line- 


Tnfil vnHrthta f * voidable ) cost- - 


,O43,0M 


Net contribution (loss): total- 
Average per carload- 


_ (411. 

(285) 
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This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class 1 track which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 22,700 crossties (an aver¬ 
se of 500 crossties per mile). The traffic potential on 
this line appears to depend largely on the site clmsen 
by Rochester Gas & Electric for its proposed generating 
station. Available information indicates that this new 
plant potentially would require 90 carloads of coal per 
day 

Preliminory Recommendation 

Although the preliminary recommendation is that 
this ponton of the Ontario Secondary Track not bo 
included in the ConRail System, the possibility of im¬ 
mediately increasing revenue must be explored before 
l final recommendation can be made. Without imme¬ 
diately increasing revenue, continued operation of this 
line would require a rail service continuation sul>sidy. 
Pnder 1973 traffic, revenue and cost levels, this line 
gwwrates an annual excess financial burden amounting 
to $411*303. or $285 per carload. Recovery of costs 
vould require approximately a two-fold increase in 
traffic or a 05 percent rate increase over the 1973 levels. 
Coats may also lie reduced by reducing frequency, al¬ 
though this alone will not make the line viable. 


PORTION OF THE ONTARIO SECONDARY 
TRACK 

USRA Line No. 102A 

Penn Central 

PORTION OF ONTARIO 
SECONDARY TRACK, 

PC 

PC to 

Wension-, OSWEGO 


SCRIBA 


juspeiision-y . 

Bridge ***. —' ^ ** 

I \ 


Syracuse -4 J 
Branch. EL f 


\*— Phoenix 
\ Branch. PQ 
^ to Syracuse 


® Portion of the Ontario Secondary Track, for- 
* >art York Central RR, extends from 

y y fa (Mne-MHe Point) (Milepost 22.2), to Osxoego^ 
’ * •M*lt , p’»st 24.3), a distance of 2.1 miles , in Os- 
tM>} ° Unty ’ ^ Oswego this line connects with 
r d I* of the PC and the Syracuse Branch 

j r -. ^ westerly continuation runs to Suspension 

^ P- <al>o under study in this Report). This line was 

as potentially excess in the U.S. DOT Report 

m2tma46). 


Traffic and Operating Information 

Station* (with their 1973 carload*) nerved by this line: 

Oswego 1 __ r |12 

Total carloads generated by the line_ r >12 

Average carloads per week_..___ 9 ^ 

Average carloads per mile_...____243. S 

Average carloads per train_ x 3 

1073operating information: 

Number of round trips |>er year_...___ 15 a 

Estimated time per round trip (hours)___ 2.5 

Locomotive horsejKJWer_____o, (XK) 

Train crew sire...._ 4 

* Include* only traffic on Moment. 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Kail Service Report” indicated that 
Alcan Aluminum Co., located at Oswego Mill on this 
line* employs 801 people. Its original investment was in 
excess of $100 million, and construction costing $20 mil¬ 
lion is now underway to increase capacity of this plant. 

In testimony submitted at Albany, N.Y. hearings, 
Clifford G. Pearson, Alcan Aluminum, confirmed con¬ 
struction of additional facilities at their plant. He also 
indicated that in 1973 they shipped 559 rail carloads 
and received3.176 carloads. 

Information for Line Retention Decision 


Revenue received by PC_$235, 862 

Average revenue per carload_ $401 


Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch line_ 46. 735 

Cost of upgrading branch line to FRA class 

I: (1/10 of total upgrading cost)___ 5,200 

Cost Incurred beyond the brauch line_126. 215 


Total variable (avoidable) cost_ 17a 150 


Net Contribution (loss): total_ 57,703 


Average per carload_ 113 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which, has 
a maximum safe o|*erating speed of 10 m.p.h.). Based 
on available information, this upgrading would include 
the replacement of a total of 50 crossties (an average 
of 24 crossties per mile). 

Recommendation 

It is recommended that this portion of the Ontario 
Secondary Track be included in the ConRail System. 
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PORTION OF THE ONTARIO SECONDARY TRACK 

U5RA Line No. 103-104 

Penn Central 

WINDSOR Union 

BEACH 21.0 mile* Hill WILLIAMSON 

PC to —J | PORTION OF ONTARIO pc (0 Scriba 
Charlotte j SECONDARY 

_ . . »\ TRACK. PC 

Rochester —' » 

Running Track. 

PC 

This portion of the Ontario Secondary Track, for¬ 
merly part of the New York Central RR, extends from 
Williamson (Milepost 72.0) to Windsor Reach, N.Y. 

(Milepost 93.0), a distance of tl.0 miles, in Wayne and 
Monroe Counties, N.Y. An easterly continuation 
of this line runs from Williamson to Scriba (also under 
study in this report). At. Windsor Beach, this line con¬ 
nects with the Rochester Running Track of the PC (also 
under study in tins report). A westerly continuation of 
this line extends from Windsor Beach to Charlotte. In 
August 1973, the PC applied to the ICC for permission 
to abandon the |>ortion of this line from Williamson 
to Union Hill (Milepost 81) Docket No. AB-5, Sub. 75. 
No action has been taken on this application. Tins line 
was described ns potentially excess in the U.S. DOT 
Report (see Zone 47). 

Traffic and Operating Information 

Station# (with their 1073 carload#) wired by thi# Une: 

Ontario —- 78 

Union HU1--- 39 

Webster---—---217 

Sea Breeze- 1 


Information for Line Retention Decision 


Revenue received by PC-$111,906 

Average revenue per carload- $331 

Variable (avoidable) cost of continued serv¬ 
ice: 

Coat incurred on the branch line-185,511 

Coat of upgrading branch line to FRA 
Cla#8 I: (1/10 of total upgrading 

Coat)_-— 43,453 

Coat Incurred beyond the branch line.... 92,002 


Total variable (avoidable) coat__ 321,056 


Net contribution (loan): total-(200,000* 

Average per carload- (024) 


This lino would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration^ 
minimum safety standards (Ola£» I track, which lias a 
maximum safe operating speed of 10 mph). Rased <m 
available information, this upgrading would include the 
replacement of a total of 0,600 crossties (an average of 
457 crossties per mile). Available data indicates antici¬ 
pated traffic grow th on this line of approximately 700 
carloads over the next seven years. 

Preliminary Recommendation 

It is not recommended that this portion of the Ontario 
Secondary Track be included in the ConRail System. 
Continued operation of this line would require a rail 
service continuation subsidy. Under 1973 traffic, revenue 
and cost levels, this line generates an annual ex«£ 
financial burden amounting to $209,060 or $624 per car¬ 
load. Recovery of costs w ould require approximately a 
ten-fold increase in traffic or a 190 percent rate inert** 
over the 1973 levels. 


Total carload# generated by the Une- 385 

Average carload# per week- 6* 4 

Average carload# per mlle_--- 0 

Average carload# per train——-—— 4.2 

1973 operating Information: 

Number of round trip# per year--- 80 

K#timated time per round trip (hour#)--— 8.0 

Locomotive horsepower---1» 300 

Train crew #!ze-—- 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Sen ices Planning Office as reflected in their 
report entitled “The Public Response to the Secretary 
of Transportations Roil Service Report” indicated a 
general concern about the high cost of alternative trans- 
portation and the resulting impact on the involved 
firms. One shipper located at Webber anticipates a sub¬ 
stantial increase in outbound carloadings over tho next 
few’ years. 


PORTION OF THE ONTARIO SECONDARY TRACK 

USRA Line No. 105/107 
Penn Central 

RIVERVIEW Hamlin CH ARLOTTE 

PC to 

' Windsor Be** 


pc 3 

Suspension 

Bridge 


- 76.6 miles 

PORTION OF - 
ONTARIO 
SECONDARY 
TRACK. PC 


.*/ 
■ i 


. Charlotte 
. 4- Second*? T"* 
I w Rod***' PC 


rV 

B&O RR 

This portion of the Ontario Secondary ^ ra '^ 4 
nerly part of the New York Central hR,ex^ JU * 
Charlotte (Milejiost 95.6) to Riverview , N> ■ l 
post 172.2), a distance of 76.0miles, in Mouroo. r 
md Niagara (’onntics, N.Y. An easterly continual' ^ 
this line runs from Charlotte to W indsor * 1 
westerly continuation runs from River vie'' t0 ‘ ^ 

don Bridge (the latter also under study in t 
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At Charlotte, this line connects with the Charlotte Sec- 
oi>diry Track of the PC an<l with the B&O HR. In Au¬ 
gust 1&72. the PC applied to the ICC for permission to 
ibaudon the portions of this line from Hamlin (Mile¬ 
post 111.0) to Rivcrview, Docket No. AB~5 (Sub. No. 
90), No action has been taken on this application. This 
line was described as |>otentially excess in the U.S. DOT 
Report (see Zones 47 and 49). 

Traffic and Operating Information 

SttUoiw (with their 1973 carloads t served by this Hoe: 

Ofcnbadi--V 0 

Htrnlin ----„- 508 

Morton_—------ 9 

Lyadofirillr___ 45 

SnOara _ 0 

Ayrton_ 2 

Qbertn__ h 

lamnvUl*___ 196 

Model CUy _ 34 


Totii carloads generated by the line_1,086 

A»»rtfs carloads per week_„__ 20.9 

Vvff *** carloads per mile_ U _H. 0 

Ar»ifHxi‘ carloads per train_..______ io. 4 

^ operating Information: 

Ntiadw of round trips per y**ar_ 101 

Eftlauited time per round trip (hours)____ 12.0 

kxxxnotive ii>r*epower.«_.*_____l t 600 

crew size_ 5 


1 Vrootion Provided by R$PO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
Rail Services Planning Office as reflected in their 
^rtsentitUd u The Public Response to the Secretary 
; M ^spoliation’s Rail Service Report’’ indicated that 
J !ljed Ch ^«ica!, Duffy-Mott, Seneca Food Oorp., and 
omsfock I*«vxls shipped more than 100 carloads per 


formation for Line Retention Decision 

^ revived by PC... $5*4,**) 

^ per carload-.. $ 5 3S 

taroidahle) coat of continued 
wtc* 

.. n tho brunch line_500. 736 

'ItL ’ ,PRTndln * »*«*»<* line to FRA 
*■'* 1 <li'10 of total upgrading 

176,225 

r orrNl l ‘*‘7*>ntl tho branch llnt>.. 315,012 
X" r * ri,hl ° Avoidable* cost_ 

i'nI^ ribn,i,,,, l,ww): **•».. 

.. (4eT) 

require upgrading to mwt the re- 
' •■ot tj„. Federal Railroad Administration'*! 


1,000,973 
<506.643) 


minimum safety standards. Based on available infor¬ 
mation. this upgrading would include the replacement 
of a total of 38,250 crossties (an average of 492 per 
mile). 

Information was received indicating that Alcoa Alu¬ 
minum plans to locate a plant in Lewiston. N.Y., which 
would ship 200 to 600 carloads per year. However, a 
190 percent, increase in traffic would be required for 
financial self-sufficiency. 

Preliminary Recommendation 

It is not recommended that this portion of the On¬ 
tario Secondary Track be included in the ('onKail Sys¬ 
tem. ( out irim'd operation of this line would require a 
rail sendee continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $506,643 or $467 
per carload. 


PORTION OF THE ONTARIO SECONDARY 
TRACK 

USRA Line No. 106 


Penn Central 


fordo* owtako K - <>•*•«• 

WCONOART TRACK SC 

11 nu | 9t *"* 

4 « VWV,M 

(HA* tea Trackage ftipta) f .. *C «• Aocheite* 

V / CF 12 CF,./ 

— r . -—- 

SUSPESUOH : & tJ ^ ^65 P4< 

'T *"“>« k 

PC * «*Jtate (C*0 1 / J *X 

He. Trackage *’*») *.*». K, , 1 tL t» betleto 

T# Niagara Fall« p c »•**•»• iLV tee Trackage 
Riprta u Ton aw ante Jeaictien) 


This portion of the Ontario Secondary Track, for¬ 
merly part of the New York Central RR, extends from 
Itiverview (Milepost 172.2) to Suspension Bridge, JV.Y. 
(Milepost 175.4), a distance of 3JS miles, in Niagara 
County, N.Y. From Riverview a continuation of this 
line runs to Scriba (also under study in this Report). 
At Suspension Bridge this line connects with the Mont¬ 
rose Branch, Niagara Branch and Falls Road Branch 
of the PC, the Grand Trunk Ity, the NAW, LV, EL, and 
C&O. This line was described as potentially excess in 
the U.S. DOT Report (see Zone 49 ). 

Traffic and Operating Information 

Stations (with their 1973 carload*) served by this Une: 

Niagara Kalla - 1,305 

Suspension Bridge ____ 3.212 


Total carloads generated by the line _ 4. 517 

Average carload* per week ___ 86 . 9 

Average carloads per mile. ___ 1,411.6 

Average carloads per train _____ _ 18 1 

1973 operating Information : 

Number of round trips per year.,.,., ..... ......... 250 

Estimated time per round trip (hours) ____ 9 

Locomotive horsepower _____ 1 , 500 

Train crew hise _____ __ _ 4 
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Information Provided by RSPO, Shipper*, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Kail Services 
Planning Office as reflected in their reports entitled 
“The Public Resj>onse to the Secretary of Transporta¬ 
tion’s Rail Sen ice Report.” Information received by 
USRA from the State of New York and the Niagara 
Frontier TVp ns port at ion Committee indicated that 
there is considerable interest in working with the rail¬ 
roads to rationalize the urban rail plant. 

Information for Line Retention Decision 


Revenue received by PC ----- 92, 507.087 

Average revenue per carload -— $568 


Variable (avoidable) coat of continued 
service: 

Cost incurred on the branch line 213,538 

Cost of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

cost) ----——- 4.411 

Coat Incurred beyond the branch Line_ 1, 210, 843 

Total variable (avoidable) cost -- 1,428,782 


Net contribution (loas): total—-- 1,138,245 

Average per carload- 252 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 100 crossties (an average 
of 31 croasties per mile). 

Recommendation 

It is recommended that this portion of the Ontario 
Secondary Track be included in the ConRail System. 


SODUS BAY SECONDARY TRACK 
USRA Line No. 108 


SODUS POINT 



On tano Secondary 
Track. PC 


SODUS BAY 
SECONDARY 
TRACK. PC 

r— Buffalo-Albany 
* Mam Line. PC 


NEWARK 


The Sodus Bay Secondary Track, formerly part of 
the Pennsylvania RR, extends from Newark (Milepost 
18.8) to Sodus I'oint, A\F. (Milepost 38.3). a distance 


of 1^.5 miles, in Wayne County, New York. At Walling- 
ton, tills line connects with the Ontario Secondary 
Track of the PC (also under study in this report). At 
Newark, this line connects with the Marion Industrial 
Track of the PC (also under study in this report), and 
with the Buffalo-Alb&ny line of the PC. In October 
1972, the PC applied to the ICC for permission to aban¬ 
don this line. Docket No. AB-5, Sub. 183. No action 
has been taken on this application. This line was de¬ 
scribed as potentially excess in the U.S. DOT Report 
(see Zone 47). 

Troffic and Operating Information 

Stations (with their 1973 carloads) nerved by thin line: 

Sodus Center-*•-— - - H 

Wellington-—- - -—- 23 


Total carloads generated by the Une- 

ir/»niaA m rl. it* He npr U’fVk _ 

_ 79 

_ 1.5 

AVrill- dri'Jour jfci ww*......***®"****””*" - 

1 varfiM mtUiaHr r*>r mile -_ ■ n- - 

. 5 i 

cnigr Liu luitun 1 ™ t — 

_ n 

1973 operating information: 

Knm^r of round trim ocr vear____ 

..._ 50 

iiuuiui r ui 1 uukiu 

4 

Mm luUllBu HUM g”» ivuiiu ti ip »• - 

motive horsepower_ _ 

_ 600 

Train crew slse-- 

_ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled w The Public Response to the Secretary 
of Transportation’s Rail Sendee Report centered on 
the traffic potential of this line. In late November 1973. 
Genesee Brewing at Sodus Point began using rail 9tn 
ice much more heavily. 


Information for Lino Retention 

Revenue received by PC- 

Average revenue per carload—-- 


Decision 


_ $ 45 , 51 ® 


$577 


Variable (avoidable) cost of continued serv¬ 


ice: 

Coat incurred on the branch line- 

Coat of upgrading branch line to FRA 
Clans I: (1/10 of total upgrading coat) — 
Coat incurred beyond the branch line- 

Total variable (avoidable) cost- 


112,836 
0 

30,342 

.... 1431ft 


Net contribution (loss) : total.-. 
Average per carload 


... (R 7 . 60 G' 

_CL 286) 


This line would require no upgrading 
requirements of the Federal Railroad Administro 
minimum safety standards (Class I trarK 
n maximum safe operating speed of 10 nup. ^ ^ 
able data indicates that this line has expert 
large increase in traffic in 1974 due to the 
use of rail serv ice by Genesee Brewing t oropany 
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fttliminory Recommendation 

Although the preliminary recommendation is that 
the Sodas Bay Secondary Track not be included in 
the ConRail System, the possibility of immediately 
increasing revenue must be explored before a final rec¬ 
ommendation can be made. Without immediately in¬ 
creasing revenue, continued operation of this line would 
require a rail service continuation subsidy. Under 
1973 traffic, revenue and cost levels, this line generates 
u annual excess financial burden amounting to $97,602 
or $1236 per carload. Recovery of costs would require 
approximately a six-fold increase in traffic or a 200 per 
rent rate increase over the 1973 levels. 


MARION INDUSTRIAL TRACK 
USRA Line No. 109-110 


Penn Central 



PORTION OF 
MARION 
INDUSTRIAL 
TRACK. PC -j 

MARION V 1 


- Buffalo-Albany 
Main Line.PC 

The Marion Industrial Track, formerly part of tho 
Pennsylvania RR, extends from .V cwork (Milepost 0.0) 
to Marion. .V.}'. (Milepost 8.0), a distance of SJ) mil**, 
m "' d - vn,> county, New Y'ork. At Newark, this line con- 
nects wit;, the Buffalo-Albany Line and the Sodus Bay 
■Vwularv Track of the PC (also under study in this 
Import). This line was described as potentially excess 
1.8. DOT Report (see Zone 47). 

Trof * c on< * Operating Information 

** lf, * r carload*) nerved by thU Uue: 


of *l carload* generated by the line_ 487 

. P«r week_ g. 4 

carloads per mile_ ,74. 7 

iier train- a. 9 

^ information: 

,Hl “■*' «•'- 


' Hp n " m " - 




“ Tf h‘>rN4»|*>wer.. 


125 

5,0 

000 

5 


52.^*- ^5PO r Shippers, Government 

Hu, provided at the hearings conducted by 

f^Poru ‘ 7* Ces ^ anil ing Office a* reflected in their 
u The Public Response to the Secretary 


of Transportation’s Rail Service Report” concerned the 
(x>tential impact on the agricultural community and the 
extra costs of using motor carrier service. 


Information for Line Retention Decision 

Revenue received by PC _ 4197.051 

Average revenue per carload ___ 4406 


Variable (avoidable) ooet of continued 
service: 

Cost Incurred on the branch line _ 105, 804 

Coat of upgrading branch line u> KRA 
Claaa I : (1/10 of total upgrading co«t) — 53, 643 
Coat Incurred lieyond the branch line _ 140. 600 


Total variable (avoidable) cost _ 300,047 


Net contribution (loan): total__(102,996) 

Average per carload.___(ai) 

This lino would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). Rased on 
available information, this upgrading would include the 
replacement of a total of 5,340 crossties (an average of 
600crossties per mile). 

Preliminory Recommendation 

It is not recommended that the Marion Industrial 
Track be included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost, 
levels, this line generates an annual excess financial 
burden amounting to $102,996 or $211 per carload. 
Recovery of costs would require approximately a t wo¬ 
fold increase in traffic or a 50 percent rate increase over 
the 1973 levels. 


ROCHESTER RUNNING TRACK 
USRA Line No. 11J 


Penn Central 


WINDSOR 

BEACH 


PORTION OF 
ROCHESTER 
RUNNING 
TRACK. PC 


fl 




Ontario 
Secondary 
Track. PC 


7.3 mites 


\ ROCHESTER(STATE STREET) 


- p i^b- 

Rochester 


The Rochester Running Track, formerly part of the 
New York Central RR. extends from Windsor Brack 
(Milepost 0.0) to Rochester t AM*. (Milepost 7.3). a 
distance of 7J milcs y in Monroe County, N.Y. At Wind- 
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sor Beach this line connects with the Ontario Second¬ 
ary Track of the PC of which the portion to the cast is 
also under study in this Report. This line was described 
as potentially excess in the U.S. DOT Report (see Zone 
47). 

Traffic and Operating Information 

Station* (with their 19T3 carload*) served by thi* line: 

Rochester 1 _—-—--- — - — 

Total carload* generated by the line- *04 

Average carload* per week- 7. # 

Average carload* per mile-.-—-3 

Average carloads per train—-— 3.9 

1973 operating information: 

Number of round trip* per year- 10* 

Estimated time per round trip (hour*)- 

Locomotive horsepower- 000 

Train crew -- ® 

* Includes only traffle on aegnent. 


tinuation subsidy. Under 1973 traffic, revenue and 
levels, this line generates an annual excess financial bur¬ 
den amounting to $84,453 or $209 per carload. Hccovery 
of costs would require approximately a 130 percent 
increase in traffic or a 60 percent rate increase over the 
1973 levels. The final recommendation for this line 
requires additional information concerning the long- 
run use of coal at the Rochester Gas and Electric plant 
served by this line. 

PORTION OF THE CALEDONIA SECONDARY 
TRACK 

U5RA Une 112 
Penn Central 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Sendees 
Planning Office os reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tions Rail Service Report.” USRA staff has found that 
the Rochester Gas & Electric power plant at M.P. 7.0 
converted five of its six boilers to oil in mid-1973. 

Information for Lino Retention Decision 

Revenue received by PC_—--— $134,010 

Average revenue per carload- $332 

Variable (avoidable) coat of continued 
aervice: 

Cost incurred on the branch line—-—— 125. 652 
Coat of upgrading branch Une to ERA 
Class I: (1/10 of total upgrading 

cost)--— 24. T19 

Cost incurred beyond the branch line,, 08,092 


Total variable (avoidable) cost-—.- 218,463 

Net contribution tloss) : Total--- (84,453) 

Average per carload- (200) 


This line would require upgrading to meet the require¬ 
ments of the Federal Railroad Administration’s mini¬ 
mum safety standards (Class I track, which has a maxi¬ 
mum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 3,650 crossties (an average of 
500 crossties per mile). 

Preliminary Recommendation 

It is not recommended that the Rochester Running 
Track be included in the Con Rail System. Continued 
operation of this line would require a rail service con¬ 


PC to Syracuse PORTION OF CALEDONIA 

^ / SECONDARY TRACK. PC M0 to Rac-«»w 



JIMICTKHI 


tv » G«W« 


A »r«*nf a***,,,** 
RR toRrttor Roch<»:s t 


This portion of the Caledonia Secondary Track, for¬ 
merly part of the New York Central RR. extends from 
Caledonia (Milepost 32.7) to Batavia, AM'- (Milepost 
49.0), a distance of in Genesee and Livingston 

Counties, N.Y. At Batavia, this line connects with th* 
Buffalo- Albany Line of the PC, and the Erie Lacka¬ 
wanna Attica Branch. At LeRoy, this line connect with 
the BAO Railroad and the Erie Lackawanna Attic* 
Branch. At G&W Junction, this line connects with the 
Genesee & Wyoming Railroad. This line, except f°t 
small portions near Batavia and near G&W -1 unction, 
was described as potentially excess in the U.S. W71 
Report (see Zones 47 and 48). 


Traffic and Operating Information 


Station* (with their 1973 carload*) served by thi* line 
Caledonia--- 

Stafford_____ 


3 (Ti 
10 


Total carloads generated by the line -^ j 

Average carload* per week -—--- 5 $ 

Average carload* per mile — -—— ^0 

Average carloads per train --- 

1973 operating Information : $0 

Number of round trip* per year -*-- 5 

Estimated time per round trip (hours) -- * j 

Locomotive horsepower ---- 3 

Train crew sl*e ----' 
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Information Provided by RSPO f Shippers, Government 

Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
"The Public Kesj>onse to the Secretary of Transj>or- 
lion's Rail Service Report.” 

Information for Line Retention Decision 

Brvmar recdrrd by PC - $3, 336, 06S 

Artra*p revenue per carload -- $397 


ViriiMf ( avoidable) cost of continued 
aenrlce: 

Cod Incarrnd on the branch line _ 301, 205 

Cod of upgrading branch line to FRA. 

Cbua 1: (1/10 of total upgrading 

<s*t>.... 27.125 

Codtorurml beyond the branch line,. 2.331.117 


distance of 3.1 miles, in Monroe County, N.Y. This line 
was described as potentially excess in the U.S. DOT 
Report (see Zone 47). 

Traffic and Operating Information 

Station* (with their 1»73 cnrlanda) Nerved by this tine: 
Rochester 1 ___ 0 * 5,4 


Total carload* generated by the line _ 234 

Average carload* per week ____ 5 \ 

Average carload* per mile _____ $ 5.2 

Average carload* per train _ 2,5 

1973 Oiierating Information : 

Number of round trip* per year _ _ , , _ , 104 

Estimated time per round trip (hours) _ 4, 0 

IiOcomotlve horsepower ___ 500 

Train crew size ___ 5 

* Include* only tmfflc on thl* eegmeot. 


Total variable (avoidable) cost_ 2,059.447 

NX contribution (Ions) : total_ 676,611 

Avttip per carload- 80 


This line would require upgrading to meet the require- 
mwiUof the Federal Railroad Administration’s mini¬ 
mum safely standards (Class I track, which has a 
muimum safe operating speed of 10 mph). Based on 
available information, this upgrading would include the 
^placement of a total of 5,600 crossties (an average of 
3&2 crossties per mile). 


foommendation 


h is recommended that this portion of the Caledonia 
fcecondtiy 1 rack be included in the ConRail System. 


PORTION OF THE ROCHESTER BRANCH 
USRA Line No. 114a 
Penn Central 


To LV 

V 

.:- f ROCHESTER 
•**T 1 (LINCOLN PARK) 
B&0 1 

portion. Rochester 1 L llm,les 

branch. PC- .|/\ 

¥ To EL 




SCOTTSVILLE YARO 


Tl • 

^iW lv ^ t * l ° Rochester Branch, formerly part 
(*at no " ‘ vail ' a BK,extends from Rochester (Milc- 
'<* •''’•ottsviUe Yard , .-V.}'. (Milepost 3.1), a 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
" 1 he Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report.” 

Information for Line Retention Decision 

Revenue received by PC ___ < 5*59 

Average revenue per carload _ $290 

Variable (avoidable) coat of continued 
servlet* : 

Cost Incurred on the branch line _ 53 , 480 

Cost of upgrading branch line to FRA 
Haas I: ( 1/10 of total upgrading 


Coat incurred l>eyond the branch 11 ne— 55 , 872 

Total variable (avoidable) coat_100,3*52 

Net Contribution (loss) : Total__ (32,683) 

Average per carload_ (124) 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I Track, which has a 
maximum safe operating speed of 10 mph). 

Preliminary Recommendation 

It is not recommended that this portion of the Roch¬ 
ester Branch be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $32,683 or $124 per carload. Recov¬ 
ery of costs would require approximately a 160 percent 
increase in traffic or a 45 percent rate increase, over the 
1973 levels. 
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W A UK ILL VALLEY BRANCH 
USRA Line No. 136 
Penn Central 


Catskill Mountain - 
B/anch. PC 


WALLKILL 

VALLEY 


BRANCH 



KINGSTON 

| Kingston Point 


I River Line, PC 
\ 

r MONTGOMERY 
/ *-EL to Campbell Hall 


The Wallkill Valley Branch* formerly part of the 
New York Central RR, extends from Kingston (Mile¬ 
post 0*0) to Montgomery . A\F. (Milepost 33.0)* a 
distance of SSJO miles, in Ulster and Orange Counties, 
N.Y. At Kingston, this line connects with the 
River Line and the Catskill Mountain Branch of the 
PC. The latter is also under study in this report. At 
Montgomery* this line connects with the EL line to 
Campbell Hall. This line was described as potentially 
excess in the U.S. DOT Report (see Zone 56). 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report" indicated that 
most products shipped over this line are bulk commodi¬ 
ties traveling long distances* therefore requiring rail 
service. A lumber company located at Walden regis¬ 
tered u substantial increase in rail traffic in 1973 over 
its 1972 shipments. A paper products company, also 
located at Walden, has indicated plans to open a new 
plant, contingent on the availability of rail service, 
which will generate approximately 600 carloads per 
year. 

Information for Line Retention Decision 

This line is required for through freight service; 
therefore, local rail service will be provided to all 
shippers. 


Recommendation 

It is recommended that, this portion of the Wallkill 
Valley Branch be included in the ConRail System. 


CATSKILL MOUNTAIN BRANCH 
USRA Line No. 137 
Penn Central 

BL00MVILLE 



The Catskill Mountain Branch, formerly part of the 
New York Central RR* extends from Kingston (Mile¬ 
post 2.9) to BloonwUhy N.Y. (Milepost 86.3), a dis¬ 
tance of 83miles* in Ulster* Delaware and Schoharie 
Counties, New York. At Kingston, this branch connects 
with the River Line and the Wallkill Valley Branch of 
the PC. The latter is also under study in this report. In 
April 1972, the PC applied to the ICC for permission 
to abandon this branch (Docket No. AB-> r >,Sub. 10).L 
August, 1974, the PC applied to the USRA for permi* 
sion to abandon the branch (Docket No. 75-11). Xofinal 
action has been taken on either application. This line 
was described as potentially excess in the UA B0T 
Report (see Zones 54 and 56). 


Traffic and Operating Information 

Stations (with their 1073 carloads) nerved by this Une: 
W. Hurley _ 

Grand Hotel- —- - - 

Flelschnumns -—- 

Arkvllle _ 

HalcoUvllle —-- 

Grand Gorge --- 

Stamford --—-- 

South - - 

- - 


Total carloads generated by the line- 

Average carloads per week- 

Average carloads per mile- 

Average carloads per train--- 

1073 operating Information: 

Number of round trips per year-~ 

estimated time per round trip (hour*)- 

i/ocomotive horsepower-*- 

Train crew tlze-^ 


C 
$ 
0 
4* 
7 
1 

$# 

S3 

$30 

S 

*7 

ie4 

tfti 

4.7 

18 ) 

It* 

* 
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Wormafion Provided by RSPO, Shippers, Government 

Agencies 

Information provided lit the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
further eliminat ion of rail access might dest roy the eco¬ 
nomic viability of certain key industries, agriculture in 
{articular. Assemblyman George J. Farrell noted that 
tbere an* several light industrial firms along this route 
which provide vital jobs and tax income for this eco¬ 
nomically depressed region. The State of N.Y. DOT 
reported that this line operated at a loss of $126,000 on 
W)carloads of traffic between Kingston and Stamford. 
If the line were abandoned, the community loss would 
be $91,611 annually t while the property tax loss would 
unount to $72,000. 

Information for Line Retention Decision 

Rwtmm received by PC__ $401. 715 

Amur revenue per carload_ $474 

finable (avoidable) cost of continued 
Mfvkt: 

•V*t Incurred on the branch line,,_072,431 

of upgrading branch line to KKA 
I i i io of total upgrading cost) ST. 571) 

,,,wt tncurml beyond the branch line... 326. 107 


Tolnl variable (avoidable) cost_J, 006. 117 

com rftbatiou y los*): total_ (604,402) 

Areragi* pt*r carload_I_ (819) 

I His line would require upgrading to meet the re- 
'Pwinents Federal Railroad Administrations 

minimum safety standards (Class I track which has a 
maximum safe operating s|>eed of 10 rnph). Based on 
itwibiblc information, this upgrading would include the 
ment of a total of 18,000 crossties (an average of 
™mastics per mile). 

h^liminory Recommendation 

J ^ ht)( Commended that the Catskill Mountain 
* n, ‘luded in the ConRail System. Continued 
of this line would require a rail service cont-in- 

tk7*v*' {]y ' * n ^ cp traffic, revenue and cost lev- 
in*- generates an annual excess financial burden 
0 f ^ tln ^ S6M.402 or $819 per carload. Recovery 
vvouM require approximately a nine fold in- 
tra ® c or a 170 percent rate increase over the 
q^i’ f U s ‘ ^ os * s m tty also be lowered by reducing fre- 
?uy^ T nlt * 1Q1| gh this alone will not make the line 


PORTION OF THE ELMIRA SECONDARY 
TRACK 

USRA Line No. 230a 
Penn Central 


\ 

EL to Chicago (PC has 


A 


LV to Horsehcads 


Trackage Right* 
to Horseheads) 


PORTION OF ELMIRA 
SECONDARY TRACK. PC 

Nj 


Elmira 


i/ 

T 

• 

I ELMIRA (SOUTHPORT 
‘ JUNCTION) 




EL to Hoboken (LV 


^ ha* Trackage Rights 
*^to Waver! y) 


/v 


'SOUTHPORT 
PC to Will tamsport 


This portion of the Elmira Secondary Track, form¬ 
erly pa it of the Pennsylvania RR, extends from South- 
port (Milepost 74.0) to Elmira (Southport Junction ), 
AM'. (Milepost 76.5), a distance of 2Ji mile* in Clie- 
mung County, N.Y. At Elmira, this line connects with 
the Jersey City-to-Chicago Line of the EL over which 
PC has trackage rights to JTorsehcads. From Southport, 
this line continues to Williamsport (also under study 
in this Report). LV also serves Elmira and Horseheads 
via trackage rights over the EL from Waverly. This 
line was described as potentially excess in the U.S. DOT 
Report (see Zone 52). 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Kl in Ira Southport 1 _...._ _ _ _ 48 


Total carloads generated by the line_ 48 

Average carloads per week____ 0.9 

Average carloads per mile_ 19.2 

Average carloads per train_ 0.0 

1973 operating information : 

Number of round trips per year____ 52 

Intimated time per round trip (hours)___ 1.0 

Locomotive horsepower..—_ 2,000 

Train crew size__ 5 

1 I nr! 11 rtc« onljr traffic on segment. 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was 
provided at the I tea rings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion s Rail Service Report.” 
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Information for Line Retention Decision 


Revenue received by PC---$17,802 

Average revenue per carload_—--- $371 


Variable (avoidable) cost of continued serv¬ 
ice: 

Cost Incurred on the branch line-24. 011 

Cost of upgrading branch Une to FRA Class 

I: < 1/10 of total uircrndlng cost)-2,848 

Cost incurred beyond fbe branch line- 7. 887 


(Milepost 17.4), a distance of 174 mile*, in Chemung 
and Schuyler Counties, N.Y. A northerly contin¬ 
uation of this line runs from Watkins Glen to Starkey 
(also under study in this Report). This line connect* 
with a PC line which runs from Horeheads to Southport 
(Elmira), via trackage rights over EL. The line from 
Junction to Southport is also under study on this Jk 
port. This line was describee! as potentially excess in 
the U.S. DOT Report (see Zone 52). 


variable (avoidable) coat- ^• 78g Traffic and Operating Information 


Net contribution (loss): total---(16,854) 

Average per carload-— (353) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 800 crosstics (an average of 
320 crosstics per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the El¬ 
mira Secondary Track be included in the ConRail Sys¬ 
tem. Continued operation of this line would require a 
rail service continuation subsidy. Under 1973 traffic, rev¬ 
enue and cost levels, this line generates an annual excess 
financial burden amounting to $16,954 or $353 per car¬ 
load. Recovery of costs would require approximately a 
170 percent increase in traffic or a 95 percent rate 
increase over the 1973 levels. 


PORTION OF THE WATKINS GLEN 
SECONDARY TRACK 

USRA Line No. 231 

Penn Central 


To Him rod 
Junction j 

. PC to Startler 

and Himrod Junction 

* i 

*atkms Glen l i WATKINS GLEN 

9f ^-PORTION OF 

! * WATKINS GLEN 
17.4 milt* SECONDARY 


Com mg 
Branch. PCf 

EL to Chicago—\—sV 

To Coming 




TRACK. PC 
H0RSEHEA0S 


PC to Elmira 
(Trackage Rights 
Over EL) 


This portion of the Watkins Glen Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Horseheads (Milepost 0.0) to Watkins Glen, N.Y. 


Stations (with their 1973 carloads) nerved by this line: 
Horsehends ---.—.- 

Montour Falla- — - 13 

Watkins Glen ___ 3.244 

Seneca Lake __————- <5,35* 

Total carloads generated by the Une _ 10,554 

Average carloads per week _._:--303 0 

Average carloads per mile -...._ W7 

Average carloads per train --- 44 0 

1973 operating Information: 

Number of round trips per year -....-— M 

Estimated time per round trip (hours) - 10.5 

Locomotive horsepower _ 4.000 

Train crew size _ 


Information Provided by RSPO, Shippers, Govsmmtnl 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secret*!? 
of Transportation’s Rail Service Report** indicated that 
Westinghouse Electric employs over 2,000 persons ** 
the Horseheads plant and plans to build a siding 
Elmira. Thatcher Glass claimed it gets excellent service 
from the Erie Lackawanna, but that Penn Central - 
not able to provide enough cars on time. I lie State 
of New York stated that Horseheads to Himrod J(t 
track generated $683,634 in annual profit. 


Information for Line Retention Decision 


Revenue received by PO- 

Average revenue per carload- 


$364 


$3.84A«T4 


Variable (avoidable) cost of continued 


service: 

Cost Incurred on the branch Une- 

Coat of upgrading branch Une to FRA 
Class I: (1/10 of total upgrading 

Cost Incurred beyond the branch Une-- 

Total variable (avoidable) cost- 

Net contribution (loss): total- 

Average per carload- 


499,003 


0 

2 , 485 . 324 



82 


This lino would require no upgrading to meet 
quirements of the Federal Railroad Admin 
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minimum safety standards (Class I track, which has a 
mixwium safe operating speed of 10 m.p.h.). Available 
dtu indicates that this line has near term traffic growth 
potential. 

Ie<oiiim«ndah*on 

It is recommended that service to this portion of 
Wilkins Glen Secondary Track, be assumed by the suc¬ 
cessor to the present EL (See Chapter 3). If transfer 
of this service cannot be accomplished, then ConRail 
nil provide the service. 

PORTION OF THE ELMIRA-HORSEHEADS LINE 
USRA Line No. 231a 
Penn Central 


Information Provided by RSPO, Shipping, Government 
Agencies 

Information concerning this line was provided at the 
hearings conducted by the Hail Services Planning Office 
as reflected in their reports entitled u The Public Re¬ 
sponse to the Secretary of Transportations Rail Sendee 
Report,” 

Information for Line Retention Decision 

Trackage rights over this portion of the EL are used 
to serve USRA Segment 230a. The Preliminary 
Recommendation for Segment 230a is that it not be in¬ 
cluded in the ConRail System. 

Preliminary Recommendation 

It is not recommended that trackage rights over this 
portion of the Erie Lackawanna be included in the 
ConRail System. 


I 


PC to Watkins Glen 
(EL his rnckaje Rights j 

HORSEHEADS I 

j Horseheads (LV) 

/V 

LV to Horseheads 


EL to Chicago 


I 

4.9 miles 


p CTRACK ACE 
RIGHTS OVER EL 


/ 

lElmira 


ELMIRA (SOUTHPORT 
JUNCTION) 


p C to Williamsport 


r\ 

EL to Hoboken (LV has Trackage 
Rights to WaveHy) 


ls Portion of the Elmi ra-Horseheads Line, which 
''f* trackage rights over the Erie I-uckawanna Ry., 
■a^o jrrsoy City line, extends from Elmira (South- 
w ; , (Milepost 271.9) to Honehead*, X.Y. 

Cc-LTt^'v v' ^^’ ” t ^ tancc ^ milt#, in Chemung 
' fi* It ■ V ^ orse heads, thus section of trackage 
th- p.,’ 1 ' u ‘ Watkins Glen Secondary Track of 

*!Klv )U>r w} ‘> c h EL has trackage rights (also under 
Pit, |j' ' lls ^ ,1 P°rt) and with the (Tiieago-Jersey 
tbiin s' ' ^ r * e r^cltawanna Ry. westward. At 
, ‘ 1 '■ r h£>ort Junction), this line connecta with 

life' ‘ r '‘ N ‘ rondar >; Track of the PC to Williamsport 
(1*,, 7 1 ttu,, y >n this Report) and with the 

W ^ *** (:i, y line of the EL eastward. This 

DOT ft ‘ !,cr 'b«d ns potentially excess in the U.S. 
^Port (**• Zon,. 52 ). 


PORTION OF THE WATKINS GLEN SECONDARY 
TRACK 

USRA Line No. 23 Tb 
Penn Central 


PC to Penn Yan 

/4-PC » Geneva 

\ / 

\/ 

W Himrod Junction 

/ \ 

/ \ 
l 
\ 

I 

STARKEY 


I 

I 

I 

I 

\ 

\ 


T 


III 

milts 


- PORTION, 
WATKINS GLEN 
SECONOARY 
TRACK. PC 



WATKINS GLEN 

K. 

1 PC to 
i Horseheads 


This portion of the Watkins Glen Secondary Track, 
formerly part of. the Pennsylvania RR. extends from 
Watkins f7Zen (Milepost 17.4) to Starkey, N.Y. (Mile¬ 
post 29.5), a distance of 12J milt*, in Yates and Schuy¬ 
ler Counties, N\Y. Continuations of this line run from 
Starkey to Hnnrod ./unction and from Watkins Glen 
to Horseheads, The latter is also under study in this 
Report. The Coming Branch of the PC runs through 
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Watkins Glen, but- it does not connect with this por¬ 
tion of the Watkins Glen Secondary Track. This line 
was described as potentially excess in the U.S. DOT 
Report (see Zone 52). 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report.” 

Information for Lino Retention Decision 

No shippers are served directly by this line. The 
adjoining segments can be served without using this 
segment. 

Preliminary Recommendation 

It is not recommended that this portion of the Wat¬ 
kins Glen Secondary Track be included in the ConRail 
System. 


PORTION OF THE SODUS BAY SECONDARY 
TRACK 

USRA Line No. 233/234 
Penn Control 

SENECA 



This portion of the Sodus Bay Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Seneca Cattle (Milej*i6t 4.9) to Penn }'an. N.Y. (Mile¬ 
post 40.0), a distance of 17/) miles , in Yates and Ontario 
Counties, N.Y. (The mileposts are drawn from two 
different Milepost scries; 17.0 miles is the actual dis¬ 
tance.) A continuation of this line runs south from Penn 
Yan to Him rod .Junction. At Stanley, this line con¬ 
nects with the Naples Branch of the LV and the 
Canandaigua Track of the PC. Both are also under 
study in this Re|*)rt. This line was described as poten¬ 
tially excess in the I7.S. DO! Report (sw Zone 52). 


Traffic and Operating Information 

Station* (with their 1973 carload*) served by this line: 
Rellona- 32 

Seneca Caatle-—- -- - 77 

Penn Yan 1 ---— - 321 

Stanley 1 _—---- - 37 

Total carloads generated by the line. .. 341 

Average carloads per week- - 10.$ 

Average carloads per mile- IS 

Average carload* per train- 3.4 

1973 Operating information : 

Number of round trip* per year.™- - 100 

Estimated time per round trip (hours) —. 3.0 

Locomotive horsepower- iOOO 

Train crew size-- 5 

1 Include* only trifle on MPgment. 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
report entitled “The Public Response to the Secretary 
of Transportations Rail Service Report" indicated that 
the Penn Yan Chamber of Commerce stated 477 arei 
farms use 12,000 tons of lime annually, all of which is 
brought in by rail. The town of Penn ^ on handle 
6,000 carloads in 1973. There are eleven buaiMB* 
located along this line. The Hoywood Wakefield p* 
purchased property in Penn Yan for manufacturing 
furniture and is projecting an estimated 140 carloads 
and employing 70 j)eople. In its analysis of rail 
the N.Y. DOT reported that the entire 24 miles of track 
between Seneca Castle and Him rod Jet. (via Penn Yin) 
generated 745 carloads of traffic and an annual profit of j 
$52,026. Correspondence addressed to USRA in j 
ary 1975, indicates that the State of New ^ ork woul 
like USRA to consider a service option between 
ary 26th and the publication of the Final System i® \ 
in late July. Under the State's option, Penn Cento j 
(ConRail) would operate the SUmley-Rushville 
ments of the Lehigh Valley Naples branch. Stanley * 
located at Milepost. 52, 12 miles north of Pen* nn ’ 
and 5 miles south of Seneca Castle. 

Informotion for Line Retention Decision 

*2*1. W 5 

Revenue received by PC- -- " IrM 

Average revenue per carload-- - - 

Variable (avoidable) coat of continued serv¬ 
ice * 

Coat incurred on the branch line- 

Coat of upgrading branch line to ^ 

Class I: (1/10 of total upgrading coat) - 
Coat incurred beyond the branch tine- _ 

_ soas* 

Total variable (avoidable) coot - v * 

U&toM 

Net contribution (losa): total— --- 

Average per carlond---- - 
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This line would require no upgrading to meet the 
nquirements of the Federal Railroad Administration's 
minimum safety standanls (Class I track, which has a 
mixmmm safe operating speed of 10 m.p.h.). Although 
strife to the entire line generates a loss, service to the 
line from Milepost 40.0 to Milepost 40.5 (serv ing certain 
shippers at Penn Y'an who generated 321 carloads in 
1«75) would generate $152,598 in revenue and $93,453 
in /osts with a resulting net contribution of $59,145 or 
per carload. 

(•commendation 

It a recommended that the portion of the Sodus Bay 
Secondary Track from Milepost tyO.O to Milepost 40J> 
he included in the ConRail System. 


under study in this Rejiort. This line was described as 
potentially excess in the U.S. DOT Report (see Zone 
52). 

Traffic and Operating Information 

Station* (with their 1073 carloads) served by this line; 


Stanley 1 ____ 34 


Total carload* generated by the line _ . _... 3*1 

Average carloads per week ___ 0 . 7 

Average carload* per mile _ 56. 7 

Average carload* per train _ 0. 7 

1073 operating information : 

Number of round trip* per year ___ 50 

Estimated time per round trip (hours) __ 0 .5 

Locomotive horsepower ___________ 4.000 


Train crew size ____ 5 

1 includes only traffic on segment. 


Preliminary Recommendation 

It is not recommended that the portion of the Sodus 
Biy Secondary Track from Mil*post [0.5 to Milepost 
included in the ConRail System. Continued op¬ 
tion of this line would require a rail service .con¬ 
tortion subsidy. Under 1973 traffic, revenue and cost 
this line generates an annual excess financial 
^irien amounting to $77,538 or $323 per carload. Re* 
of costs would require approximately a 110 per- 
increase in traffic or a GO percent rate increase over 
tta W3 levels. 


PORTION OF THE CANANDAIGUA TRACK 
USRA Line No. 238 


Information Provided by RSPO, Shippers, Government 
Agencies 

Xo specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
4 *The Public response to the Secretary of Transporta¬ 
tion \s Rail Service Report.'* 

Information for Line Retention Decision 

Revenue received by PC _ $27.231 

Average revenue jier carload ___ $800 

Variable i avoidable) cost of continued serv¬ 
ice: 

Coat incurred on the branch line _L. 8.329 

Cost of upgrading branch line to FRA Class 

I : ( 1/10 of total uftgrading cost) _ 1 . 084 

Cost Incurred beyond the branch line _ 11,745 


Penn Central 


Total variable (avoidable) coat 


21. 158 


PC to Seneca Castle 
1 

| 0 6 mites 


PORTION, of 

Canandaigua 
tracx. pc 


Naples Branch. 
LV 



LV to Geneva 


Secondary Track, 
PC.to Penn Yan 


ptrt of^° rt *° a Track, formerly 

I fei t° \r^ ^ nn ^ van * a extends from Milepost 
[ (t Ar ; 52.8, a distance of 0.0 wile, <rt Stanley , 

^i/tl ^ ^ Stanley, this line connects 

tvy e .^ ,H % Secondary Track of the PC' and 
F 1 ** Hranch of the LV. both of which are also 


Net contribution (low); total_ 6,073 

Average per carload_ 178 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 150 crossties (an average 
of 250 crossties per mile). This line is served via USRA 
Segment 233 which generated a loss of $77,538. The 
Preliminary Recommendation is that Segment 233 not 
lie included in the ConRail System. 

Recommendation 

It is not recommended that this portion of the 
Canandaigua Track be included in the ConRail System. 
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16TH STREET TRACK 


USRA Line No. 246 


Penn Central 


Chicago- 
Jersey City 
Line.EL | 


ine.EL \OLEAH^ 

ru st - • \ y 


I6TH ST. 
TRACK PC 


I mile 

Harrisburg* 

\ Buffalo Line. PC 


The 16th Street Track, formerly part of the Pennsyl¬ 
vania RR, extends for a distance of 1.1 miles at Olean, 
N.Y. It is located in Cattaraugus County, New York. 
At Olenn it connects with the PC Harrisburg, Buffalo 
line. In June 1973. the PC applied to the ICC for per¬ 
mission to abandon this line (Docket No. AB-5, Sub. 
162). In December 1974, a similar application was made 
to the P S. Railway Association. No action lias been 
taken on either application. This line was not described 
as potentially excess in the l.S. DOT Rej>ort (see Zone 
50). 


This line would require upgrading to meet the i*. 
quirements of the Federal Railroad Administration'll 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based os 
available information, this upgrading would include 
the replacement of a total of 100 croOBtdes fan avenp 
of 91 croosties per mile). 

Preliminary Recommendation 

It is not recommended that the 16th Street track be 
included in the ConRail System. Continued operation 
of this line would require a rail service continuation 
subsidy. Under 1973 traffic, revenue and <-oet levels, 
this line generates an annual excess financial burden 
amounting to $9,106 or $182 per carload. Recovery of 
costs would require approximately a 70 percent in¬ 
crease in traffic or a 35 percent rate increase over the 
1973 levels. 

PORTION OF THE CHAUTAUQUA BRANCH 
USRA Line No. 248 


Troflftc and Operating Information 

Stations (with fhvir 1973 carloads) Hervtnl by this line : 
Olean 1 ... 50 


Total carloads generated by the Une - 50 

Average carloads per week - 1* 0 

Average carloads per mile --- 40.5 

Average carloads per train _ 1 

1973 operating information : 

Number of round trips per year - 50 

Estimated time per round trip <hours )«~- 0.5 


1 locomotive horsepower ---— 1,200 

Train crew sire ---—- 5 

* Indude* only traffic on aegmenL 

Information Provided by RSPO, Shipper*; Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion s Kail Service Report.” 

Information for Line Retention Decision 

Revenue received by PC -—- $24,558 

Average revenue per carload --- $491 

Variable (avoidable) cost of continued service: 

Coat incurred on the branch Une - 11,926 

Coat of upgrading branch line to FRA Class 

I (1/10 of total upgrading cost! - 0*588 

Cost incurred beyond the branch line - 12,152 

Total variable (avoidable) coat - 33.664 

Net contribution (lo**) : total - (9,106) 

Average per carload - (182) 


Penn Central 


Chicago-Buffalo 
Line. PC 

11 


i 

Qiicaj°‘6 u ^ a, ° 
Lin*. N&W 


MAYVILLE 




t .— PORTION OF 
CHAUTAUQUA 
o BRANCH. PC 


This portion of the Chautauqua Branch, formerly 
part of the Pennsylvania RR, extends fmni lirot 
(Milepost 51.0) to MayviUe, N.Y. (Milepost 65.0).» 
distance of U-0 miles, in Chautauqua County, ■ * 
York. At Brocton this lino connects with the 
Buffalo lines of the PC and the NA'V. A 
of this line runs south from Msyville to ( 

(also under study in this Report). In J u b * 4 " ’^ 
PC applied to the ICC for permission to abandon^ 
line (Docket No. AB-5, Sub. 79). In 1 ^ 

the PC applied to the USRA to abandon < • 
(USRA Docket No. 75-38). No action has ' 
on either application. This line, with the ,v ’* 
the southernmost portion of the line,, (#e 

as potentially excess in the T * * 

Zone 50). 
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Trofc ond Operating Information 

f&tix* rwirti their 1973 carloads) served by this line: 

Brftrton *- 14 

Total carloads generated by the Hue- 14 

carload* per week-- 0. 3 

Ar<n*p carload* per mile--.. 1.0 

jtwigv carload* per train-—_ 0.5 

11978 operating information: 

No of round trip* per year- 28 

frtimatcd time per round trip (hours)_ 5 . 0 

Uctnuotive horsepower—-—____.. 2, 000 

Train crew size - 4 

1 Isehrit* oalj traffic on segment. 


I informotion Provided by RSPO, Shippers, Government 

Agencies 

Xo specific information concerning this line was pro- 
v*ded at the hearings conducted by the Rail Serviced 
I Planning Office as reflected in their reports entitled 
The Public Response to the Secretary of Transport# - 

turns Rail Service Report.” 

Information for Line Retention Decision 

fo™* r«*lT<vl by PC_$5,080 

I revenue per carload_.... $400 

IYlriabfe Avoidable) i*ost of continued service: 

toeunvd on the branch line___96. 738 

^ of upgrading branch line to PEA 
Clan I (1/10 of total upgrading coat).... 0 

Cost lomrml !*yond the branch line_1.568 

Total variable (avoidable) coat._98,306 

pdcwtribuUou .loss): total_(92, 626) 

llis line would require no upgrading to meet the 
l^uirernents of the Federal Railroad Administration's 
BUilIrmm safety standards (Class T track, which has a 
fcunttiiu safi operating speed of 10 m.p.h.). Roy B. 
a:npWL Erector of Southern Tier West, the Regional 
a -uui£ lin ^ Development Board of Allegany, Oatta- 
Chautauqua Counties, wrote to USRA on 
IthaT ^ ^ protesting the abandonment. He said 

y^ra-Mohawk Power plans to build a new coal- 
i?nr ? wtr an< ^ that ’would be “pru- 

Iwl/ 0 rr * a * n ra ^ connections into Oorry, Pa. for 

I Wok hturt' use. 

^inory RecommendoHon 

^ Preliminary recommendation is that 
htlfr 10 D°- f -! e 0hnuta «q«» Branch not be included 
jia^l ° n System, the possibility of immediately 
r ia ^l^ ,reVejaUe mu9t ^ ex Pk>r*d before a final rec- 
Iq^u a lon Cftn he made. Without immediately in- 
l^nre rev f nut *^ continued operation of this line would 
I hijj, ^ rai ** rvica continuation subsidy. Under 197.3 
\'**«*'* ni ,?06 ^ ^ eVe ^ tkifi line generates an 
^ financial burden amounting to $92,626 or 


6,616 per carload. Recovery of costs would require ap¬ 
proximately a twenty-three fold increase in traffic or a 
1,630 per cent rate increase over the 1973 levels. 


PORTION OF THE VALLEY BRANCH 
USRA Line No. 258 


Penn Central 


VALLEY 
BRANCH PC 


Chic ago* Buffalo 
Line. PC — 


\ ^‘.’DUNKIRK 


* FREOONIA 

Chicajo-Buffalo 
Line. N&W 


EL to ^ 
Salamanca 


This portiou of the Valley Branch, formerly part of 
the New York Central RR, extends from Dunkirk 
(Milepost 0.0) to Fredonia, A\F. (Milepost 3.1), a dis¬ 
tance of 3J viiie#, in Chautauqua County, N.Y. At Dun¬ 
kirk, this line connects with the EL line that runs from 
Dunkirk to Salamanca snd with the Chicago-Buffalo 
lines of the PC and the N&W. This line was described 
as potentially excess in the U.S. DOT Report (gee Zone 
50). 


Traffic and Operating Information 

Stations (with their 1973 carload*) served by this 
line: 

Fredonia ___ 509 

Dunkirk 1 __ 1102 


Total carload* generated by the line ____ 1,611 

Average carload* per week ___ 30.9 

Average carload* per mile _ 519.7 

Average carloads per tnil 11 _ 10 . 7 

1973 operating Information : 

Number of round trips per year _ 150 

Estimated dine per round trip (hours) _ 3.0 

Locomotive horsepower ___ j t fioo 

Train crew site _______ 4 


* Includes only traffic on thU segment 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report*’ by Fredonia 
Mayor Charles St. George indicated that the city could 
not deal with the volume of trucks that would be re¬ 
quired if rail service were abandoned. The Dunkirk 
Chamber of Commerce said that the Valley Branch is 
the lifeline of Chautauqua County. The analysis pre¬ 
pared by N.Y. DOT showed 453 carloads in 1973, $1,- 
775 community loss, $4,647 local tnxe&, and $57,984 for 
the Valley Branch. 
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Informotion for Line Retention Decision 

Revenue waived by PC..- - $632, «5G 

Average revenue per carload.- $392 

Variable (avoidable) coat of continued 
service; 

Cost Incurred on the branch line- 62.667 

Coat of upgrading branch line to FRA 

Class I (1/10 of total upgrading cost)— 7.080 
Coat incurred beyond the branch line.... -109. 846 

Total variable (avoidable ) coat--— 409,602 


Net contribution (loss): total. - 133,148 

Average tier carload--- 33 

This lino would require upgrading to meet the re 
quiremcnts of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 1.550 crossties (an average of 
500 crossties per mile). 

Recommendation 

It is recommended that this portion of the \ alley 
Branch l>e included in the ConRail System. 


TROY SECONDARY TRACK 
US RA Line No. 666 


Penn Central 

B&M to Boston 

v 


D&H to 
Mechanic vi He 


\ 


PC to Schenectad 
and Buffalo 


iffalo 


0 Troy 

TROY 

♦- TR0Y SECONDARY 
TRACK. PC 

♦- S.7 miles 


* ~"t RENSSELAER 


Alban 




C&H to Binghamton 


W 


I 

If- PC to New York 

I 


PC to Selkirk 


The Troy Secondary Track, formerly part of the New 
York Central RR, extends from ltin*Hrl<ur (Milepost 
142.9) to Troy . A T.Y* (Milepost 5.7). a distance of 5/f 
m if in. in Rensselaer County, New York. At Rensse¬ 
laer, this line connects with the Hudson Line and the 
Buffalo-Albanv Line of the PC. The Dill operates 
over this line pursuant to a trackage rights agreement 


with the PC, in route from Albany. The RAM 
enters Troy from the northeast, but the conaeetxi 
through Troy Union Station has been broken. ThisL 
was not described as potentially excess in the U.S. DOT 
Report (see Zone 42). 

Traffic and Operating Information 

Station* < with their 1973 carloads) served by tbLi Slue 
Troy 1 __— 1-UI 

Total carloads generated by the Une —---- UR 

Average carload* per week - --2141 

Average carload* per mile ----lM 

Average carloads per train -—..— 

1973 operating Information: 

Number of round tripe per year -— 

Estimated time per round trip (hours) -— 

Locomotive horsepower -—----—--Ufl 

Train crew sire -—-- 

« Inrhnlr* only traffic ott this Moment. 

Information Provided by RSPO, Shippers, Govtrsn 
Agencies 

No specific informat ion concerning this Une was pit 
vided at the hearings conducted by the Rail Serrin 
Planning Office as reflected in their reports entnl? 
v4 The Public Response to the Secretary of Transport 
t ion’s Rail Service Report.” The New York State I 
partment of Transportation submitted a special swdl 
indicating that this line segment of 5.7 miles has a 
annual profit of $899,248 with a carload count of l$j 
Loss in service would result in an annual communi 
loss of $18,394.00 and net local property tax« 
$7,159. 


Information for Line Retention Decision 

Revenue received by PC --- 

Average revenue per carload --- 


_ isn,n| 

$444 


Variable (avoidable) coot of continued serv¬ 
ice: iua 

Cost Incurred on the branch line—. 98 ’ M ” 

Cost of upgrading branch line to FRA 

Hass I: (1 /10 of total upgrading cost)-. * ** 

Oost Incurred beyond the branch line..—-- 301. 

Total variable (avoidable) coat--.- 


405J 




S5 


Net contribution (loss) total - 

Average per carload ——™——— 

This line would require uppradinp to »<*** 
quirements of the Federal Railroad A* nunl , ^ 
minimum safety standards (Class 1 tni< '' ^ 

a maximum safe operating speed of Ifl ,n P 
on available information, this upgrading uoU 
the replacement of a total of 950 cro^t ]es * a 
of 190 crossties per mile). 

Recommendation ^ ^ 

It is recommended that the Troy Sec.on 
Ik* included in the ConRail System. 
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CRESCENT INDUSTRIAL TRACK Information for Line Retention Oeciiion 


USRA Line No. 666a 
Penn Central 

DAH to Mcchanicville 

i/ 


5. I mile* 

CRESENT INDUSTRIAL 

TRACK. PC 


>GREEN ISLAND 


PC has Trackage 
Rights over 
D&H to Albany 


Tbe Crescent Industrial Track, formerly part of the 
Xew York Central RR, extends from Crescent (Mile- 
poet 15.4) to Green Island, NT (Milepost 20.5), a 
! stance of *5.7 miles , in Albany County, New York. At 
Green Island, this line connects with the D&H Ry 
naming in a northerly direction to Mechanicrille and 
with tbe PC' line to Albany via trackage rights over the 
b£H. This line was described as potentially excess in 
tie U.S. DOT Report (see Zone 42). 


TioRfk ond Operating Information 

(wiUi their 1973 carloads) served by this line: 

Ccixx* ...._ _ n _ ( 

Crwwrt___ 

Tr&y 1 . 

Gr^fn blind *_ 


60 

223 

119 

12 


Total carloads generated by the line ___ 414 

wu* carloads per week ___ & g 

carloadn per mile _____ gj j 

K ' m * <^ioad* per train _ 4. l 


^ °t*rtting information: 

^nilier of round tripe per year___ 

Whnatfd time per round trip (hours) 
r^taotive borsejjower_ 

Tn ^ git*_ 

oaiy tr*tBc on Mgraent. 


100 

ao 

600 

5 


° Agen c n j e Pr ° V ^ e ^ R5PO. Shippers, Government 

Jiifonnation provided at the hearings conducted by 
, rv:< ' f “' Planning Office as reflected in their 
ofTr ■ <? t * ' ^ Public Response to the Secretary 

■^spoliation's Rail Service Report” indicates that 
xq n g to the Industrial and Commercial User Sur- 
PHut tf • >! ''‘ an ^ u, i°n center along this line would 
j^ nes >s and cause a loss of 100 jobs if rail 
Wt or t/ 1 * co,lf ‘ nuw l on the line. A large industrial 
^"*XV r rvr " ou ^ a * 8 ° adversely affected. 
tteVnl * H) 1 i,n alyrits using 1973 figures, shows 553 
j com,nnn » t y loss. $6,656 net local prop- 
»nd annual profit of $25,438. 


Revenue received by PC_$120,299 

Average revenue iier carload_ $291 


Variable (avoidable) coat of continued 
service: 

Coat incurred on tbe branch line__81,564 

Coat of uptrrHdina branch line to FRA 
Class I <1/10 of total upgrading coat).. 0 
Coat incurred beyond the branch line___93, 850 


Total variable (avoidable cost)_ 175,414 


N T et contribution, (loss) : total_ ( 55 , J15) 

Average per carload_ (133) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class T track, which has a 
maxiinm safe operatingspeed of 10 mph). 

Preliminary Recommendation 

Although the preliminary recommendation is that 
the Crescent Industrial Track not be included in the 
ConRail System, the possibility of immediately increas¬ 
ing revenue must be explored before a final recom¬ 
mendation can be made. Without immediately increas¬ 
ing revenue, continued operation of this line would 
require a rail service continuation subsidy. Under 1973 
traffic, revenue and cost levels, this line generates an 
annual excess financial burden amounting to $55,115 or 
$133 per carload. Recovery of costs would require ap¬ 
proximately a twofold increase in traffic or a 45- 
percent rate increase over the 1973 levels. Costs may also 
be reduced by reducing frequency, although this alone* 
will not make the line viable. 


PORTION OF THE MAYBROOK BRANCH 
USRA Line No. 667 
Penn Central 


To Montgomery- 

CAMPBELL j 
HALL 


EL u> J 
Port Jervis 



niunLAN U 

1 PC to 
Derby-She I ton 

MAYBROOK 
PORTION, 
BRANCH. PC 


EL to Jersey City 


This portion of the Maybrook Branch, formerly part 
of the New* Haven RR, extends from Campbell Hall 
(Milepost 0.0) to Highland, N.Y . (Milepost 28.0), a 
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distance of 28.0 milt*, in Ulster and Orange Counties, 
N.Y. At Campbell Hall, this line connects with the EL 
Ry. Montgomery Branch. At Maybrook (Milepost 2.8), 
it connects with the L&HR Ry. A continuation of this 
line runs from Highland to Derby-Shelton. (Also under 
study in this Report from Highland to Hopewell 
Junction.) This line was not described as potentially 
excess in the U.S. DOT Report (see Zone 56). 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information was provided for this line at 
the hearings conducted by the Rail Services Planning 
Office as reflected in their reports entitled “The Public 
Response to the Secretary of Transportation's Rail 
Service Report," For comments on the overall potential 
of this route as a through line to and from New Eng¬ 
land, see the discussion under line No. 668. 

Information for Line Retention Decision 

This line is required for through freight service; 
therefore, local rail service will be provided to all ship- 
pers located on the line. 

Recommendation 

It is recommended that this portion of the Maybrook 
Branch be included in the OonRail System. 


PORTION OF THE MAYBROOK BRANCH 

USRA Line No. 668 
Penn Central 


PC to Selkirk 

1 

PORTION. I l«-PCtoAtteay 

MAYBROOK 1 I 
BRANCH. PC I I 


PC to 


I I 

HIGHL AN 0> ^JjPOUGHK EEPSIE 

✓ I L N 

Campbell _\ 

Hall I , *-N-PC Beacon Brandi 

PC to ’ \ 

Weehawken __ „ w \ 

PC to New York 


PC to Derby- 
Shelton 


This portion of the Maybrook Branch, formerly part 
of the New Haven KR, extends from Highland (Mile¬ 
post 28.0) to Poughkeepsie, N.Y. (Milepost 29.5), a dis¬ 
tance of 1J) miles, in Ulster and Dutchess Counties, 
N.Y. Continuations of this line run from Highland to 
Camplxdl Hall (also under study in this Report) and 
from Poughkeepsie to Derby-Shelton. (Under study in 
this Report from Poughkeepsie to Hopewell Jet.) This 
line was not described as potentially excess in the U.S. 
DOT Report (see Zone 56). 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning ()ffice as reflected in theirt* 
ports entitled i4 The Public Response to the Secretary I 
of Transportation's Rail Service Report" indicated that I 
the state of New York felt it advisable that (he Pough¬ 
keepsie Bridge mute be retained pending an investiga¬ 
tion of the need for competitive rail service to and from 
New England, as well as to relieve congestion on the 
Northeast Corridor passenger route. The bridge 11 s 
damaged by a fire in 1974 and presently is out of service 

Information for Line Retention Decision 

This line is required for through freight service 
therefore, local rail service will be provided to all shij>- 
[>ers located on the line. 

Recommendation 

It is recommended that this portion of the Maybrook 
Branch be included in the UonRail System. 


PORTION OF THE LYONS FALLS BRANCH 
USRA Line No. 669 
Penn Central 


l«~ PC to 
l Lyons Falls 


BOONVILLE 


PORTION, " 
LYONS FALLS 
BRANCH. PC 


* ^ 

Buffalo- 
Albany 
Lint. PC 


33.0 milts 



UTICA 


>« — EL to 

\ Binjhamton 


This portion of the Lyons Falls Branch. h ,r " l > • I 

,„rt of the N-* \ ..rk ■ tattrel BRr< n) 1 

(Ifihpa to } \ coni 

distance of 33.0 mile*, in Oneiihi Count}.- • ^ | 

tinuation of this line runs in a northerly < if* 1 1 ^3 

Boonville to Lyons Falls (also itnder Jrtu'' 
Report). At Utica, this line connects with 

Albany In,,-of tin- PC and with tin- . I 

to Binghamton. This line was not ,le ■ 
tiallv excess in the U.S. DOT Report 
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Traffic and Operating Information 

button* (with their 1973 carloads) served by this line: 

-- 142 

Hotlind Patent---- 59 

Wca 1 --IZ ? 38 


Total carloads generated by the line_1,037 

imp 1 carloads per wwk__ jg, g 

Itefife carloads per mile______ 4 

iTCTfirr carloads per train___ 4 2 

!K3 operating information: 

Kaalier of round trips per year_ 250 

Moulted time per round trip (hours)_ 7 . o 

Locomotire bontcpm^r.______ 2,000 

Tnii crew slxc___ 5 


1 Iodide otttj t raffle on segment. 


Wormotion Provided by RSPO, Shippers, Government 

Agencies 

No sped fir information concerning this line was pro- 
the hearings conducted by the Rail Services 
PUiining Office as reflected in their reports entitled 
Tb» Public Kc.-jionse to the Secretary of Transporta- 
tirns Rail Service Report.” Studies by the State of New 
Wk DOT lead the state to estimate that, the 45-mile- 
Lyons Falls- Utica segment generates 3,100 car* 
I'ads and an annual profit, of $201,400. If abandonment 
*** to occur, the N.Y. DOT stud}’ indicated an annual 
®*®unity loss of $58,063 and net local property tax 
/*** of $;i6,520. Correspondence received by USRA 
r* Arthur Mendel of the Black Rivcr-St. Lawrence 
* ft *°nuc Development Commission indicates that the 
fusion is studying the impact of a loss of rail access 
T" 01 *’* Pacific, Burrows Paper, Latex Fibres, Kraft 
*• A.MF, ('Umax Manufacturing and other facil- 
j. l-*wis County. Analysis of shipper loca- 

i I SH.\ led to the identification of 14 potential 
p, ® s ® 'his line segment at Utica (2 patrons) Marey 
^ ollantl Patent (1), Banicveld (1), Reniscn (2), 
Jfnville (7). Georgia Pacific is actually located 
•fjt S'pnlent ,9 (Boonvillc to Lyons Falls). 

I for line Retention Decision 

l^mviv^byPC - $271. W6 

* Tenu * per cur load _ $262 

, * ToW * We > «*t of continued 
“lee: 

ltl ™ rrwl on the branch line _ 339. 200 

^ ^PKnnllna branch tine to FRA 

' 1/10 of ,0 *al iipvradinjc cost) . 23, 841 
,rwl the branch tine _ 207.879 

TW i — ■ — 

0 triable (avoidable) cost _ 570,480 

l “T ) : t0U " - (298,1534) 

Reload--- (287) 


This line would require upgrading to meet the re¬ 
quirements of the hederul Railroad Administration's 
minimum safety standards (Class 1 track which has a 
maximum safe operating speed of 10 rn.p.h.). Based on 
available information, this upgrading would includo 
the replacement of a total of 2,000 crossties (an aver¬ 
age of 60 crossties per mile). 

Although this lino generates a loss amounting to 
$298,534. USRA segment. 79, which is served via this 
line, generates a net contribution of $224,733. A rate 
increase of 7 percent above the 1973 levels would en¬ 
able financial self-sufficiency. 

Recommendation 

It is recommended that this portion of the Lyons 
Falls Branch be included in the ConRail System. 


PORTION OF THE CAMDEN SECONDARY TRACK 
USRA Line No. 670 


PC to - 
Camden 


Penn Central 


MC CONNELLSVILLE 

PORTION. 
CAMDEN 
SECONDARY 
TRACK. PC 



ROME 


Buffalo- Albany 
Line. PC 


s 


This portion of the Camden Secondary Track, form¬ 
erly part of the New York Central RR, extends from 
MeConneUsviVe (Milepost 28.0), to Rome, N.Y . (Mile* 
post 39.9), a distance of 11J) miles, in Oneida County, 
New York. A continuation of this line runs in a north¬ 
westerly direction from McConnellsville to Camden 
(also under study in this Report). At Rome, this line 
connects with the Buffalo-Albany Line of the PC. This 
line was not described as potentially excess in the U.S. 
DOT Report (see Zone 45). 


Traffic and Operating Information 

Stations (with their 1973 carloads) nerved by this line: 

Ilunmaton_ X 

MeConnellsville_ 651 


Total carloads generated by the line_ 652 

Average carloads per week_12.5 

Average carloads per mile_54. 8 

Average carloads per train_ 8 . 2 

1973 operating Information: 

Number of round trips per year_ 80 

Estimated time per round trip (hours)_ 6 

Locomotive horsepower___1,600 

Train crew size_ 5 
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Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secre¬ 
tary of Transportation* Rail Service Report” indi¬ 
cated that Whitehead Brothers, a firm engaged in 
producing industrial sand, said that loss of rail service 
would affect their ability to compete and would lose 
some customers. Another sand producer, G. W. Bryant 
Core Sands, said it would use rail more if it could get 
more cars. Mohawk Valley Wholesale Grocers said 
abandonment would be “injurious” and could force it 
to lost* business and perhaps relocate. 

The NY DOT branch line analysis shows that the 
whole branch from Rome up through McConnellsville 
to Camden handled 1007 carloads in 1973, was 21.2 
miles long, constituted $26,624 in net local property 
taxes, made an annual profit of $55,885, and the loss to 
the community would amount to $27,353. 

Information for Line Retention Decision 

Revenue receive* 1 by PC —--— $245,001 

Average revenue per earload—.- $370 

Variable (avoidable) coat of continued 
service : 

Co#t Incurred on the branch line - 133,135 

Coat of ujignidlng branch line to FRA 
Clans I (1/10 of total upgrading cost)— 10, )M 

Cont Incurred beyond the branch line - 182,076 


PORTION OF THE AUBURN BRANCH 
USRA Line No. 671 
Penn Central 

Buffalo- Jenny 

City Lin,. LV Comm* Bunch. PC 
v \ I, ,/ PORTION. 

\. '>V I AUBURN 

PC to —v ' | BRANCH PC (LV 

Victor ^ 2 * "' ^GENEVA „ 

^ .A. \// 

Naples / \« 14 0 miles s + PCt* 

Branch. LV t/ , \ ^ Syracuse 

/ * \ 

/ I ' 

/ I 

This portion of the Auburn Branch, formerly ptrtof 
the New York Central UR. extends from Cayuga { Milt- 
post 36.0) to Genera, .V.T. (Milepost 50.0), a dist*tK» 
of I£.0 mile*, in Ontario, Seneca and Cayuga Countks. 
N.Y. Continuations of this line run from t’syuga t« 
Syracuse ami from Geneva to Victor (a portion of the 
latter line is also under study in this Report). At 
Geneva this line connects with the Naples branchoftbe 
LV (also understudy in this Report), with the Coming 
Branch of the PC and with the Buffalo-Jersey Cityline 
of the LV. The last-named line is also under study a 
this Report from Mehoopany. Pa. to Buffalo. 

The Ijohigh Valley RR operates over this line under 
a trackage-rights agreement. 


Total variable (avoidable) cost-—- 276,977 

Net contribution (loss) : total --- (31.976) 

Average per carload --- (49) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Clitss I track, which has 
a maximum safe operating speed of 10 in.p.b.). Based 
on available information, this upgrading would include 
the replacement of n total of 1,650crossties (an average 
of 139 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Cam¬ 
den Secondary Track bo included in the ConRnil Sys¬ 
tem. Continued operation of this line would require a 
rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $31,976 or $49 per 
carload. Recovery of costs would require approxi¬ 
mately a 25 percent increase in traffic or a 13 iiercent 
rate increase over the 1973 levels. Costs may also be re¬ 
duced by a major reduction in frequency* and this may 
make the line viable. Whether reduced frequency is a 
possible solution which would not result in loss of reve¬ 
nue should lx* addressed in the RSPO hearings. 


Traffic and Operating Information 

Station* (with their 1973 cnrloads) nerved by thin 

Seneca Fhll* ----- 

Waterloo --- 

(•eneva* ---------- 


• Inoliiile* only traffic on acgmcnt. 

Total carload* generated by the line— 

verage carloads |»cr week --—-— 

verage carload* per mile --- 

vernge carloads per train - 

073 operating Information: 

Number of round trip* per year - 

Estimated time per round trip -—- 

Iiuoomotlve horsepower. -—- 




1 . 3 # 

30 .* 

lU 

ti 

250 

I 

2.000 

4 


Information Provided by RSPO, Shipps, Go 

Agencies - s pKH 

No specific information concerning t\\\± h IU J 
vided at the hearings conducted by the ^titled 
Planning Office as reflected in theii M"' 1 ^rti- 
“The Public Response to the Secretary of 
lions Rail Service Report.” General in m mgJl ygp* 
cates that this area is heavily agrieultm .i * U V• ||S j Jie gsif 
ricultural supply firms may have to go nUt 
ahandonment occurs. 
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Information for Line Retention Decision 


Bfrenue received by PC-$535,974 

irer&ge revenue per carload- $336 


Variable i avoidable) coat of continued 
service: 

Cost Incurred on the branch line__ 200,048 

Cod of upgrading branch line to FKA 
Claw 1 (1/10 of total upgrading cost). 19. 397 

Cost Incurred beyond the branch line_ 372,591 


Total variable (avoidable) coat_ 601, 036 


contribution (loss): total_ (65,062) 

Iren** per carload_ (41) 


This line* would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standanls (Class I track, which has a 
maximum safe operating speed of 10 mph). Rosed on 
miJnble information, this upgrading would include 
the replacement of a total of 1,400 crosstics (an average 
of lOOcroasties per mile). 

Priliminory Recommendation 

It is not recommended that this portion of the Auburn 
Branch be included in the ConKail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial bur- 
4jn amounting to $65,062 or $il per carload. Recovery 
” would require approximately a 40 percent in- 
'■trese in traffic or a 12 percent rate increase over the 
WS levels. Costs may also bo reduced by reducing fre- 
and this may make the line viable. Whether 
"'"ed frequency is a possible solution which would 

in 8 loss of revenue should be addressed in the 

hearings. 

30TH STREET BRANCH 
USRA Line No. 681 
Penn Central 


N.Y. At Spuyten Duyvil, the line, connects with the 
Hudson Line of the PC. This line was not described 
as potentially excess in the U.S. DOT Report (zone 58). 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this lino was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” 

Information for Line Retention Decision 

This line was identified for study because of various 
operational problems, and a reported potential loss of 
traffic generated by the New York Times facilities which 
currently use this branch. Correspondence received from 
the Office of the Mayor of New York, indicates that the 
relocation of the Times’ 60th Street printing press 
would reduce traffic by 3,500 annual carloads. Penn 
Central revenue would drop by $2.3 million. However, 
according to the City, the remaining traffic would 
amount to 28,320 cars, and $11.2 million in revenues. 
Tin's traffic in turn amounts to 2,340 cars per mile, per 
year, and approximately $926,000 in revenue per mile, 
per year. The average revenue for this retained traffic 
is approximately $395 per carload. The City has plans 
underway to continue the development of the West Side 
Corridor, and has aLready committed funds for de¬ 
velopment on the expectation that the railroad branch 
will be available. Proposed non-rail redevelopment 
along this branch will still be possible if developed ac¬ 
cording to an air-rights concept. 

Recommendation 

It is recommended that the 30th Street Branch be 
included in the ConRail System. 


PORTION OF THE VERNON INDUSTRIAL TRACK 
USRA Line No. 686 


Penn Central 


| Hudson Lino, PC 
SPUYTEN DUYVIL / 


T* 


30TH STREET 
BRANCH. PC 


BANK STREET 


fork Cm' ^ ranc * 1 ’ formerly part of the New 

postom t ,,7 PXte,lds fro, n Sjmytcn Duyvil (Mile- 
Hl C* aL**** Stnet < A ««> York), N.Y. (Milepost 
a ,t,a ' °f M l miles, in New York County, 


/ 


Buffalo-Albany / 
Line. PC / 

CANAST0TA 


5.2 miles 


ONEIDA 

CASTLE 


PC to—^ 
Vernon 


PORTION. VERNON 
INDUSTRIAL 
TRACK. PC 


This portion of the Vernon Industrial Track, for- 
merly part of the New York Central RR, extends from 
Oneida Castle (Milepost 252.5) to. Cana&tota, AM r . 
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(Milepost 257.7), a distance of 62 miles, in Madison and 
Oneida Counties, N.Y. A continuation of this line runs 
in an easterly direction to Vernon (also under study in 
this report). At Canastota, this line connects with the 
Huffalo-Albany line of the PC. This line (with the ex¬ 
ception of the portion from Oneida Castle to the Madi¬ 
son County line), was described ns potentially excess in 
the U.S. DOT Report (see Zones 45 and 46). 

Traffic and Operating Information 

Station* (with their 1973 airloads) served by thin lino: 
Canastota _—- 

Oneida Castle*-------—— 1^2 


Total carloads generated by the line - 

Average carloads per week -- 

Average carload* i* i r mile - 

Average carloads i*t train - 

1973 operating Information : 

Number of round trip* per year - 

Estimated time per round trip (hour*) - 

Locomotive horsepower --- 

Train crew slxe - 

• Include* only trnfBc on wesrtnenf. 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
alternate transportation would be available, but it would 
increase costs. Tele Con Corporation and Agrico Chem¬ 
ical Corporation pointed to increased costs. Mayor Her- 
l>ert Brewer of Oneida said that plans for an industrial 
park would l>e seriously hampered without rail service. 
The New York State DOT studied this line in its en¬ 
tirety between Canastota and Vernon (11.5 miles) and 
concluded that the entire line earned a $55,292 profit. 
Community loss from abandonment was estimated at 
$14,830 plus a loss of $14,444 in property taxes. 

Information for Lino Retention Decision 


Revenue received by PC - $348,880 

Average revenue per carload -- $410 


Variable (avoidable) coat of continued 
service: 

Cost Incurred on the branch line- 77, 003 

Cost of upgrading branch line to FRA 

Class I (1/10 of total upgrading cost). 5,751 


Cost Incurred beyond the branch line- 352,632 


849 

16.3 

163.3 

9.4 

90 

4 

1,000 

5 


Total variable (avoidable) cost 


835,476 


Net contribution (loss) : total - 13. 401 

Average |»er carload- —....._— 16 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class 1 track which has 


a maximum safe operating speed of 10 m.p.h.). Rased on 
available information, this upgrading would include \ht 
replacement of a total of 450 crossties (an average of 
86.5 crossties per mile). 

Recommendation 

It is recommended that this portion of the Vernon 
Industrial Track be included in the ConRail System. 


IOWVILLE SECONDARY TRACK 
USRA Line No. 687 
Penn Central 

/PC to Montreal 

u' 

i 


Philadelphia 


/ 


/ 

i 

S ' 1 . 

PC to Syracuse 


rv 
/ \ 


Newton Falls 
Branch. PC 


/ 


)Hewton Fall* 


T Vcarthage 

W lowville secondary 

1 1 < 

LOWVILLE 


Lowvillc 
- & Beaver 
River RR 


The Lowville Secondary Track, formerly part of the 
New York Central RR, extends from LoirrilU (Milt** 
| M >st 58.1) to Carthage, JV.Y. (Milepost 73.7) . « dist«« 
of 15.fi miles, in .Jefferson and Lewis Counties. XA. • t 
Lowville, this line connects with the Lowvillc A Beater 
River RR. At Cartliape, this line connects with »» 
Xowton Falls Branch of the PC. This line was not de 
scribed as potentially excess in the l -S. Ih?j wirt,,)e 
of Transportation Report of February 1* 

Traffic and Operating Information 

Htntiou* (with their 1973 airload*) served by thin line ^ ^ 

lowville 1 --------— gj* 

Castorlanri -....— ----—-- -_ 

« 1,706 

Total airloads generated by the line - 

Average carload* per week - 

Average* carloads per mile -—- ^ \ 

Average carloads per train -—. 

1973 operating Information: - j# 

Number of round trips i**r year - 5 5 

. Estimated time iht round trip (hours)- oOOO 

liocoiuotive horsepower - 5 

Train crew size --- 

1 loilutiot traffic from Lowville a Braver HR- ^ 

Information Provided by RSPO, Shipp*™' 

Agencies % t 

No information concerning this line " f j l j |inn j n tF 
the hearings conducted by the Rail ' 1 ^| |C j> u blk 
Ofliee as reflected in their reports entit 
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R#pmv* to rhe Secretary of Transportaf ion’s Rail Serv¬ 
ice Report * 

This line provides the only access to the Lowvillo & 
Beaver River Railroad. Correspondence from the Black 
RiverStv I a wren ce Economic Development Commission 
jidirited that most of the agricultural industries in 
j I*wiscounty would suffer through higher grain deliv¬ 
ery costs. 

iaformotion for Line Retention Decision 

Jtmuw tvcoIv**] by PC - $695,136 

Arms* revenue per cur loud __ $408 

I VirUMt* (avoidable) coat of continued service: 

C«i lAourrHl on the branch line __ 193. 788 

Oat of upgrading branch line to FRA 
Claw I: (1/10 of total upgrading cost).. 0.081 
0* ioenrred beyond the branch line _ 477,003 

Total rartable (avoidablei coat_ 680,502 

1 3b! contribution (l»»w) : total___ 14.573 

I Awn* t*r carload___ 9 

This line would require upgradingto meet the require- 
| »er*ts of the Federal Railroad Administration’s mini- 
man safety standards (Class I track which has a 
ttu'imom safe oj>eniting speed of 10 mph). Based on 
fttiilable information, this upgrading would include 
I ik replacement of a total of 1,000 crossties (an average 
♦fWcrossties per mile). 

j ftcowfn#ndobon 

It is recommended that the Lowvillc Secondary Track 
* ©chided in the ConRail System. 


PORTION OF THE MAYBROOK BRANCH 
USRA Line No. 708 
Penn Central 


" Hudson Lina PC 
p C to Ha r brook \ POUGHKEEPSIE 

V-'WW 


Thij 


PORTION MAYBROOK 
BRANCH. PC 

PC to Derby 
Junction. Conn 

13.1 mil os 

/'HOPEWELL 
✓ ^ JUNCTION 

Beacon Secondary 
Track. PC 


if ^ ,e Muybrook Brandi, formerly part 

Haven RR, extends from Poughkeepsie 


(Milepost 29.5) to Hopewell Junction^ .Vote York 
(Milepost 42.0), a distance of 13.1 miles> in Dutchess 
County. New York. Continuations of this line run from 
Hopewell Junction to Derby Junction, Conn., and from 
Poughkeepsie to Muybrook. The latter line is also under 
study in this Report. At Hopewell Junction, this line 
connects with the Beacon Secondary Track of the PC. 
This line was not described as potentially excess in the 
l T .S. DOT Report (see Zone 56). 

Information Provided by RSPO, Shippers, Government 
Agencies 

Xo specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
‘‘The Public Response to the Secretary of Transporta¬ 
tion s Rail Service Report/’ 

Information for Lino Retention Decision 

This line is required for through freight service, 
therefore local rail service will lie provided to all ship¬ 
pers located on the line. 

Recommendation 

It is recommended that this portion of the Maybrook 
Branch lie included in the ConRail System. 


ROCHESTER BRANCH 
USRA Lino No. 1000 
Lehigh Volley 


To PC 



P 

LV to Buffalo 


LIMA 


Rochester Junction 

t r- 

LV to Jersey City 


The Rochester Branch extends from Rochester Junc¬ 
tion (Milepost 379.5) to Rochester , AM\ (Milepost 
390.P), a distance of 11J miles , and from Rochester 
Junction (Milepost 879.5) to Lima , NJY. (Milepost 
1385.5), a distance of 0.0 miles. This is a combined dis- 
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Unce of 17J miU* in Monroe and Livingston Counties, 
N.Y. At Rochester this lme connects with the Buffnlo- 
Alhany line of the PC, the Falls Road Branch of the 
PC, the R&O RR. the Charlotte Secondary track and 
the Rochester Branch of the PC. The latter named is 
also under study in this Report. At Rochester Junction 
this line connects with the Buffalo-Jersey City line of 
the LV, also uuder study in this Report. At Mortimer 
it connects with the West Shore Branch of the PC and 
the Attica Branch of EL. 

This line was described as potentially excess in tire 
U.S. DOT Report (see Zone 47). 

Traffic and Operating Information 

Stations (with tlidr 1973 carloads) served l»y this line: 

Lima ----*--- 

Honeoye Fall* - 

Rochester ___——-——- 


Total carload* generated by the line -—- 1,74ft 

Average cartond* in»r week --— -*-—- 33. 0 

Average carload* per tulle...--- 101.0 

Average carload* per train- 0. 7 

1978 operating Information: 

Number of round trip* per year — - 260 


Estimated time per round trip ( hours> ...- 3 

Locomotive horsepower -— 1* 200 

Train crew aUe ----- ® 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report** indicated that 
Joslyn Manufacturing and Swift Chemical at Lima 
are rail dependent industries. Joslyn said its shipping 
costa would rise 50-150 percent without rail service. 
Swift was concerned with the damage to its products 
with additional handling. These two firms contributed 
12.3 percent of the tax l>ase of Lima. Both firms would 
relocate if rail service was withdrawn. The L Diversity 
of Rochester and its hospital projects, increased coal use 
with its current expansion. A spokesman said that the 
major stumbling block to Rochester Branch viability is 
the absence of switching, or interchange in the area. The 
N.Y. State Commissioner for Agriculture and Markets 
stated that six fertilizer plants on the line produce 10 
{Mircent of the state’s requirements and they need rail 
service since there is no feasible alternative to receive 
raw materials. The New York 1H)T analysis uses 1973 
figures and sees 1,704 carloads. §24.126 community tax, 
§23,487 in net local property taxes and annual profit 
of §82,376. 


65ft 

80 

294 

716 


Information for Line Retention Decision 

Revenue received by LV-—-$321, Ju | 

Average revenue per carload-—-- 4184 

Variable (avoidable) coat of continued 
service: 

Coat incurred on the branch line-22ft 74* 

Coat of upgrading branch line to FRA 
Clfts* I: (1/10 of total upgrading 
coat) .—►-—-20, TW 

Coat incurred beyond the branch line-19ft T 510 

Total variable (avoidablel cost.. 427.2 

— ■ ~ ■ 

Net contribution (loss) : Total.... 

Average per carload-- (61) 

This line would require upgrading to meet tlw nl 
quirements of the Federal Railroad Administrationi| 
minimum safety standards (Class I track, which ha 
a maximum safe operating speed of 10 inph). 
on available information, this upgrading would inclu 
the replacement of a total of 1,000 crossties (an aver 
of 58 crossties per mile). 

Preliminary Recommendation 

Although the preliminary recommendation is t 
the Rochester Branch not be included in the ( 
System, the possibility of immediately increasing 
nue must be explored before a final recommend 
can be made. Without immediately increasing the 
nue, continued operation of this line would requin* 
rail service continuation subsidy. Under 1P< ; * !n ® 
revenue and cost levels, this line generates an VB 
excess financial burden amounting to $10L n 44 or m* 
per carload. Recovery of costs would require appron 
mately a 85 percent increase in traffic or ft 30 per* 
rate increase over the 1973 levels. Costs niav also 
lowered by reducing frequency, although thisilon* 
not make the line viable. Regardless of the disport 
of the branch, the traffic at Rochester can lie han< 
by ConRail off the present PC mainline. 


( •' I 


CORTLAND SECONDARY TRACK AND EAST 
ITHACA RUNNING TRACK 

USRA Line No. 1002 

Lehigh Valley 


M«»d 
Secondary 
Trade. LV 


CORTLAND 

SECONDARY 

TRACK. LV I,. EL » Syr*c»M 

\ J 

kcORTLASD 


-SyraaiM 

B/iffich. EL 



*\ Frt«viM«j 

EAST * I i« EL to Bm**i»^tori 

ITHACA . \* EL " 

;*\ 1 

EAST ITHACA Seconds 

RUNNING Tr»d< LV. w 0»*l« 

TRACK. LV 
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The Cortland Secondary Track and the East Ithaca 
Running Track extend from East Ithara (Milepost 
50.4) to Cortland^ N.Y. (Milepost 71.8), a distance of 
tUmilfi in Cortland and Tompkins Counties, N.Y. At 
Fweville (Milepost 59.4), this line connects with the 
Mead Secondary Track and the Freeville Secondary 
Track, both LV. Both lines are also under study in this 
Report. At Cortland, this line connects with the Syra¬ 
cuse Branch of the EL. This line was described as po¬ 
tentially excess in the U.S. DOT Report (see Zones 52 
indM). 

Traflk and Operating Information 

tattoo* (with their 1973 carloads) served by this line: 

Rot_ 21 

Cortland .—_._ 193 


Total carloads generated by the Une _ 228 

Average carloads per week ___4 . 88 

Arm** carload* per mile.__ 10.7 

Anrag* carload* per train_ 4. 38 

BTC operating In formation: 

Number of round tripe per year_______ 52 

Ertlmated time per round trip (boars)_ 4 . 0 

Locomotive horsepower_____ 1 , 200 

Trtia ere* site_ 4 

Wormotion Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
iht Rail Services Planning Office as reflected in their 
sports entitled “The Public Response to the Secre- 
toj of Transportation s Rail Service Report” indi¬ 
ted that N.Y. State Electric Gas Corp. said that 11 
wits45 sidings are on “potentially excess” lines. Rail 
is indispensable on this segment at Etna. LV 
wd filed for abandonment but the utility had objected 
of the need for heavy equipment. Nineteen car- 
* *ere shipped over the line in 1973 and similar 
in 1W4. 

Other shippers making statements included Over- 
2 Door C «- <»» carloads), R. H. Miller (157 car- 
/*T S) * nd Gutchess Lumber Co. (65 carloads). Miller 
, abw donment of service would add $55,000 to its 
"Wportation costs without rail .service. The N.Y. 
hr^ ^ ' ,rowers Assoc, said that the area’s in- 
- *.( lghway system cannot handle Christinas tree 
“‘pn»nts as efficiently as rail 

"notion for Lina Retention Decision 

... 141. M5 

^ *weaue p,r carload_ ,182 

lr *m« T ° W * bIc ' cost of continued 

Oat rf 1 rwl ° n hra *ich Itne_ 182. 342 

t'ranch tine to KRA 

^Iacni^ 1 . 10Of , ° Uluplm,dln * 00 * t -- 

T'X*!!T. t *' > 0r " 1 ,ll<? * , ™ooh line _ 28, 0*8 

'l* ttth .. V * rUbl " 1 avoidable) coat--- 240,881 

nr , i" r , 2 "‘ : TotaL -(mSie) 

- (872) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 3,000 crossties (an average 
of 140 crossties per mile). 

Preliminary Recommendation 

It is not recommended that the Cortland Secondary 
Track and the East Ithaca Running Track be included 
in the ConRail System. Continued operation of this line 
would require u rail service continuation subsidy. Un¬ 
der 1973 traffic, revenue and cost levels, this line gen¬ 
erates an annual excess financial burden amounting to 
$198,816 or $872 per carload. Recovery of costs would 
require approximately a fourteen-fold increase in traffic 
or a 480 percent rate increase over the 1973 levels. Traffic 
at Cortland, however, can be handled by the EL or its 
successor. 

FREEVILLE SECONDARY TRACK AND MEAD 
SECONDARY TRACK 

USRA Une No. 1003 
Lehigh Valley 


MEAD 

SECONDARY 
TRACK. LV 

-A 

East Ithaca 
Running 
Track. 

LV , 


Auburn 
Branch. LV 
To Sayre 

^ ONEGO 

•~T 

EL to Chicago 


MEAD 



Cortland 
Secondary 
Track. LV 


itH - FREEVILLE 

SECONDARY 
TRACK LV 


EL to Hoboken 


The Freeville Secondary Track and Mead Secondary 
Track, extend from Owego (Milepost 289) to Mead, 
N.Y. (Milepost 339.6), a distance of 60.6 miUs, in Cay¬ 
uga, Tompkins, Cortland, ond Tioga Counties, N.Y. At 
Freeville (Milepost 323.1), this line connects with the 
East Ithaca Running Track and the Cortland Secon¬ 
dary Track. Both are LV lines and both are under study 
in this Report. At Owego this line connects with the 
Auburn Branch of the LV and the Chicago-Jersey City 
line of the Erie Lackawanna. This line was described 
as potentially excess in the U.S. DOT Report (see Zones 
52 and 53). 
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Traffic ond Operating Information 

Station* (with their 1973 carloads) served by this line: 

Newark Valley -~~--- 

IxH-ke _______—— 


476 

202 

15 

820 

100 

n 

20 

162 

m 


Total carloads generated by the line 

Average carload* per week - 

Average carload* per mile ——- 

Average carloads per train --- 

1073 operating Information : 

Number of round trips per year-.*- 

listlmated time per round trip ( hours)--, 

Ixjoomotive horsepower. — -——— 

Train crew size - 


_ 2.001 

38 5 

_ 39.6 

... 6 7 

.... 300 

_ 9.0 

_ 1.200 

_ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled fc4 The Public Response to the Secretary 
of Transportation* Rail Service Report” indicated that 
rail service is esst^ntial to community efforts toward de¬ 
velopment of industrial potential. This area is New 
York^s largest milk producing area and sendee is vital 
to dairy farmers and the agricultural industry. A lum¬ 
ber company reported that if it had to unload ship¬ 
ments at the next nearest railhead, costs would be in¬ 
creased $400 per car. Some companies stated that freight 
costs would rise substantially, with loss of rail service 
and a honey-butter company stated that loading takes 
10 hours, but without rail service loading would take 
three days. There is fear that without rail sendee a 
monopolistic situation would be created for trucking. 
Tioga Foundry, which shares a siding on the line with 
Stakmore Inc., receives all of its raw material over this 
line and shipment is not conducive by truck transport. 
Ward and Von Scoy shipped 397 carloads of feed over 
this line in 1973. 

The New York Department of Transportation in a 
special study stated that !>ctween Owego and Moravia 
a carload count of 1,902 over 49.1 miles results in an 
annual profit of $76*080, Without service the annual 
community loss would be $63*353 and loss of net local 
property taxes of $61,670. 


Information for Line Retention Decision 

Revonu** received by LV-—---$261 

Average revenue per carload-- $131 

Variable (avoidable) coet of continued 
service: 

Cost Incurred on the branch line..*.-.*- 573. 965 
Coat of upgrading branch line to FRA 
Claw I: (1/10 of total upgrading 

coot)_110,662 

Cost incurred lx?yond the branch line--.- 240.952 


Total variable (avoidable) coat -- 925.57^ 


Net contribution (loss) : total —-——-i66S»*4J'! 

Average per carload — -*-— <332) 

This line would require upgrading to m<*et thf re¬ 
quirements of the Federal Railroad Administration? 
minimum safety standards (Class I track, which hast 
maximum safe operating speed of 10 mph). Based oft 
available information, this upgrading would include 
the replacement of a total of 17,500 crossfics lan averse 
of 346 crossties per mile). 

Preliminary Recommendation 

It is vot recommended that the Freeville Sccondtn 
Track and Mead Secondary Track be included in d* 
ConRail System. Continued operation of this line wool i 
require a mil service continuation subsidy. Under lW 
traffic, revenue and cost levels, this line generates « 
annual excess financial burden amounting to $663,*# 
or $332 per carload. Recovery of costs would require 
approximately a thirty two-fold increase in traffic or* 
250 percent rate increase over the 1973 levels. 


ITHACA BRANCH 
USRA Line No. 1017 
Lehigh Valley 

ITHACA 


21.3 miles 
VvAN ETTEN JUNCTION 

I 

I 

LV to Jersey City —♦/ 

/ 

I 


ITHACA 
\ BRANCH. 
\ LV ^ 

LV to Buffalo 
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The Ithaca Branch extends from Van Etten Junction 
(Milepost 285,8) to I them. N.Y. (Milepost 307.1), a 
distance of SlJ mike, in Chemung, Tioga, and Tomp¬ 
kins Counties, N.Y. At Van Etten Junction, this lino 
connects with the Iiehigh Valley Jersey City-to-Buffalo 
line, t portion of which is also under study in this 
Report. This line was not described as potentially excess 


in the U.S. DOT Report (sec Zone 52 and 53). 

Traffic and Operating Information 

8UtSoaa (with their 1973 carloads) nerved by this Une: 

Spencer--—_____ 61 

Mac*_ 435 


Tout carloads generated by the line_ 496 

Arm** carloads per week--„----- 9 . ft 

Avmg* carload* per mile------ 23. 3 

Amt# carloads per train_ 3.2 

UT3 Operating Information: 

Xwnbfr of round trips per year_____ 156 

Estimated time per round trip (hours)___10.0 

Locomotive horsepower..__ 1, 800 

Train crew die________ 4 


laformolion Provided by RSPO, Shippers, Government 

Agencies 

.Vo specific information concerning this line was pro- 
at the hearings conducted by the Rail Sendees 
Plaiminp Office as reflected in their reports entitled 
w The Public Response to the Secretary of Transporta¬ 
tions Rail Service Report.” 

Wocmation for Lino Retention Decision 

Bennie received by LV___ $126, 770 

tnra** revenue per ca rload __ $256 

TirUbi* (avoidable) coot of continued 

*rvlee: 

incurred on the branch line _ 244, 527 

°* of upgrading branch line to FRA 
Qa»I: (l/ioof total upgrading coat). 0 

,DeurT ^ beyond the branch line _ 56. 656 


PORTION OF THE JERSEY CITY TO BUFFALO LINE 
USRA Lino No. 1020 
Lehigh Valley 


PC to Canandaigua 



This portion of the Jersey City to Buffalo Line, ex¬ 
tends from Van Etten Junction (Milepost 285.8) to 
Geneva Junction , N.Y . (Milepoet 342.1), a distance of 
56.3 mile a, in Chemung, Schuyler, and Se^ca Counties, 
N.Y. Continuations of this line extend southward from 
Van Etten Junction and northward from Geneva Junc¬ 
tion. Both of these continuations are also under study 
in this Report, There is a connect ion at the Van Etten 
Junction to the Lehigh Valley Ithaca Branch, which 
line is also under study in this Report This line was not 
described as potentially excess in the U.S. DOT Report 
(see Zone 52). 


variable (avoidable) coat_ 301,183 

**^attribution (low): total_ (174,413) 

prr carload______(352) 

This line would require no upgrading to meet the rc- 
Ir *n*nts of the Federal Railroad Administration’s 
mum safety standards (Class I track, which has a 
mum »fc operating speed of 10 mph). 

Nlitnii 
it is 


nor 7 Recommendation 


^ pecoim nended that the Ithaca Branch be in¬ 
ti^ |j ^ \ ,on ^ a ^ System. Continued operation of 
V , n ° u *^ re< l u ^ re a roil service continuation sub- 
tra ®°’ revenue cost levels, this line 
*°$174 m** an,u,A ^ CXCC8S financial burden amounting 
^uirt ° r car ^ oat l* Recovery of costs would 

^ j ^^PP^orimately a 250 percent increase in traffic 

—rate increase over the 1973 levels . 1 

nta ****** 00 buit page of this part. 


Traffic and Operating Information 

Station* (with their 1973 carloads) served by this line: 

Van Etten_ 3 

Cayuta- 177 

Odessa__ 200 

Burdett__ 17 

Caywood_ 30 

Gilbert___ 20 

Kendal a_„_l f 018 


Total carloads generated by the line_1,471 

Average carloads per week_ 28.3 

Average carloads per mile_ 26. 2 

Average carloads per train- 5.7 

1973 Operating Information: 

Number of round trips per year_ 260 

Estimated time per round trip (hours)_ 10.0 

Locomotive horsepower____1, 500 

Train crew idse_ 4 


645 































9988 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion^ Rail Service Report.” 

Information for Line Retention Decision 

Revenue received by LV-|5W»538 

Average revenue per carload——- $842 

Variable (avoidable) comt of continued 
service: 

Cost incurred on the branch Hue- 597,810 

Cost of upgrading branch line to FRA 
Glass I: (1/10 of total upgrading 

Cost Incurred beyond the branch line— 141,819 

Total variable (avoidable) cost- 739,029 

Net contribution (loss): Total- (236,091) 

Average per carload ___—— (160) 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Cla*» I track, which has a 
maximum operating speed of 10 mph). 

Preliminary Recommendation 

It is not recommended that this portion of the Jersey 
City to Buffalo Line be included in the ConRail System. 
Continued operation of this line would require a rail 
service continuation subsidy. Under 1978 traffic, reve¬ 
nue and cost levels, this line generates an annual excess 
financial burden amounting to $280,091 or $160 per car¬ 
load. Recovery of costs would require approximately a 
65 percent increase in traffic, or a 45 percent rate over 
the 1978 levels. Costs nmy also be lowered by reducing 
frequency, although this alone will not make the line 
viable. 


PORTION OF JERSEY CITY-BUFFALO LINE 
USRA Line No. 1021 
Lehigh Valley 


PC Corninf Branch, to Lyon* 


Auburn Brandi 
Canandai jcua, 
PC 


7 


Auburn Branch.PC,to Cayuga 
(LV operate* via Trackage Rights) 




GENEVA 

JUNCTION 


PC to Coming 


PORTION OF THE JERSEY 
CITY BUFFALO LINE. LV 


LV to Sayre Pa. >, 


This portion of the Jersey City-Buffalo Line of the 
Ix*high Valley, extends from Geneva Janet ion (Mile 
jK>st 842.1), to Geneva. N.Y. (Milepost 844.5), a dts- 
tance of £4 mile*, in Seneca and Ontario Counties, H.Y. 
Continuations of this line extend southward from 
Geneva Junction and westward from Geneva. Both of 
these continuations are also under study in this Report. 
Connections w r ith other lines at Geneva are: the Lehigh 
Valley Naples Branch, the PC Auburn Branch and the 
PC Coming Branch. The PC Auburn Branch between 
Geneva and Cayuga and the LV Naples Branch an* 
also under study in this Report. The LV operates over j 
this Auburn Branch segment under a trackage rights 
agreement. This line was not described as jKrtentiallv 
excess in the U.S. DOT Report (see Zone 52). 

Information Provided by RSPO r Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Kail Service 
Planning Office as reflected in their reports entitled 
“The Public Response, to the Secretary of Transporta¬ 
tion's Rail Service Report.” 

Information for Line Retention Decision 

This line does not. directly serve any shippers but isj 
used to serve USRA Segment Nos. 1020 and 1022. Thr | 
Preliminary Recommendation for both of these liiws is | 
that they not l>e included in the ConRail system. 

Preliminary Recommendation 

It is not recommended that this portion of the Jena) j 
City to Buffalo Line be included in the ConRail Sj* 
tern. 

PORTION OF JERSEY CITY-BUFFALO LINE 
USRA Line No. 1022 
Lehigh Valley 


lUcfccstar Branch. LV 
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This portion of the Jersey City-Buffalo Line extends 
from Gni'i'a (Milepost 344.5) to Rochester Junction, 
SJ. (Milepost 379.5), a distance of 35 JO miles, in On- 
Urio and Monroe Counties, N.Y. Continuations of this 
line extend southward from Geneva and westward from 
Rochester Junction. Both of these continuations are 
ibo under study in this Report. Connections at Geneva 
in*: the Lehigh Valley Naples Branch and the PC 
Auburn and Corning Branches (the LV operates via 
tnekage rights over the PC Auburn Branch). This line 
ii»connects with the Lehigh Valley Rochester Branch 
it Rochester Junction. Portions of the aforementioned 
(wnnections are under study in this Report except for 
the PC Coming Branch. This line was not described 
iepotentially excess in the U.S. DOT Report (See Zones 
47and 52). 

Traffic and Operating Information 

JiitioM (with their 1073 carloads) served by thla line: 


Miacbrjtter_ 835 

Fimington_ 2 


Total carloads generated by the line_._«% 163 

Aten#* carload* per week_ 00. 8 

lnr*!* carloads per mile_ 90. 4 

Awn** carload* per train _.... 12.2 

Operating Information: 

Number of round tripa per year___ 260 

ktiauitrd time per round trip (hours)__ 9.0 

lAttmotiYe horsepower_ t, 200 

Tula crew *•[***_...._____ _ ^ 

hformotion Provided by RSPO, Shipping, Government 
Agencies 

^specific infonnation concerning this line was pro- 
at the hearings conducted by the Rail Sendees 
ruling Office as reflected in their reports entitled 
. Public Response' to the Secretary of Transport a- 
^ s Rail Service Report,” 

^motion for Lino Retention Decision 


retired by LV- *108.853 

>*renue per rarload_ $128 

( * T oWaWe) cost of continued oerv- 

Cr» t l ^ urrwl 0,1 the branch line_ 450, 380 

<ir«ni(lltiic branch line to FRA 

b»t*r u Wf r * < H n S 0 

“fornd beyond the branch Unc_312.984 


T><a1 T *rt*ble (avoidable) coat_772,370 

total- ($388,517) 

^ Carload-- (|117) 

tyuiiM mP Wou ^ rwjuire no upgrading to meet the 
m ini- ^°f the Federal Railroad Administration’s 
^htui " Su ^ , - V standards (Omsk I track, which has a 
tn °Pf rating speed of 10 ni.p.h.). 


Preliminary Recommendation 

It is not recommended that this portion of the Jer¬ 
sey City to Buffalo line !>c included in the OonRnil Sys¬ 
tem. Continued operation of this line would require a 
rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $368,517 or $117 
per carload. Recovery of costs would require approxi¬ 
mately a four-fold increase in traffic or a 90 percent 
rate increase over the 1973 levels. Traffic at Genova, how¬ 
ever, is recommended for continued service by ConRail. 


PORTION OF THE JERSEY CITY-BUFFALO LINE 
USRA Line No. 7023 
Lehigh Valley 


VMM 


u*s. JP 


M « *.!«• 

V 


PoariOM jEUfY 
OTY -AUFFALD 
LINE. LV 


PftL MINCTKM 


: •/- -s, ui»_ ....._ 


| BATAVIA (LV) 
a » tak« 


' 1 A 0 » Eaai 


-T/ >• 

//»•“« 
fVlIliil 


LV* Jsrasy O* 


This portion of the .Jersey City-Buffalo line extends 
from P it L Junction (Milepost 394.1) to Batavia, N.Y. 
(Milepost 411.0), a distance of 16JO miles, in Genesee, 
Monroe and Livingston Counties, N.Y. This line was 
not described ns potentially excess in the U.S. DOT 
Report (sec Zone 48). 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Caledonia ______ 139 

Batavia___ 812 


Total carloads generated by the line ___ 451 

Average carloads per week _ 8.7 

Average carloads per mile __ 26. 7 

Average carloads per train _ 3 .0 

1973 Operating information: 

Number of round trips per year __ 150 

Estimated time per round trip (hours)_ *7.0 

Locomotive horsepower _ _ 1,500 

Train crew sire ___ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line w as pro¬ 
vided at the hearings conducted by the Rail Services 
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Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report. ’ 


Information for Lino Retention Decision 

Keren or received by LV - 

Average revenue per carload --— $201 

Variable < avoidable) coat of continued 
service: 

Coat Incurred on the branch line —...— 192,001 
Coat of upgrading branch line to FRA 

class I (1/10 of total intruding cost ) . 0 

Coat Incurred beyond the branch llue — 42,238 


$90,805 


Total variable (avoidable) cost. 


234, 299 


Net contribution (loss): Total-—— - *^ 

Average per carload------ (318) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration^ 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). 


tween Buffalo and Batavia, Presently this line serves 
as a segment of the Lehigh Valley Buffalo to Jersey 
City line. This line was not described as potentially 
excess in the UA DOT Report (see Zones 48 and 49), 


Traffic and Operating Information 

Station# (with their 1973 airload*) nerved by this line: 

WlUiaxnsrille- 288 

North Ton*wanda-——— —— -- 300 

'Niagara Fall*_ 4.015 

Suspension Bridge-— -- - 201 

Cheektowaga- 15 

Buffalo __ .. 15. in 

Niagara Junction, N.Y- 3 

Total carload* generated by the line- — 19, W) 

Average carload* per week- 383.6 

Average carloads per mile- ®11.9 

Average carload* per train---- — 133.0 

1973 ojiernting information: 

Number of round trip* per year-— 150 

Intimated time per round trip (hours).,.. 10 0 

Locomotive horsepower- L® 10 

Train crew rise_- 5 


Preliminary Recommendation 

It is not recommended that this portion of the Jersey 
City to Buffalo line be included in the ConRail System. 
Continued operation of this line would require a rail 
service continuation subsidy. Under 1973 traffic^ reve¬ 
nue and cost levels, this line generates an annual ex¬ 
cess financial burden amounting to $143,494 or $318 per 
carload. Recovery of costs would require approximately 
a three-fold increase in traffic or a 160 percent rate in¬ 
crease over the 1973 levela 


PORTION OF BUFFALO TO JERSEY CITY LINE 
USRA Line No. 1024 
Lehigh Valley 


EL MNii ( in Fill. 


rwii | r\. 

N\V 


PC u. Bi.dk toe* 

\ LV t» N i|»i Fall. 

*. .. V PC to 


PC to Vyr.c m 


\ » Balftoa \ 

PC to Baflala. \ \ \ jL U 

—-Vc^-1-- Ban v .a<PQ/ EL to Awm 

EL to Baffala fc,fUto<B<»iM»)*v l . * 

.^mi^acliMN. * BATAVU<LV)! U 


BUFFALWLV) n>th h 

1 

LV to Trffk Vwti 


'L to * \ 


EL to Atbca 


J 


LV to Jaran Gtr 




POBTION OF JEPSET 
C1TY*BUFFAL0 Ll*t LV 

— •! 


This portion of the Buffalo to Jersey City Line, ex¬ 
tends from Buffalo (Milepost 443.6) to Batavia (Mile¬ 
post 411.0), a distance of ,n.G miles, in Genesee and Erie 
Counties, N.Y. There are no industries on this line be- 


Information Provided by RSPO, Shippers, Govemmtnl 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion^ Rail Service Report.” 


Information for Line Retention Decision 

Revenue received by LV - 

Average revenue per carload --- 


$7,208,818 


Variable (avoidable) ro*t of continued 


w» nr Ice: 

Cost Incurred on the branch line- T49, 933 

Coat of upgrading branch line to FRA 
class I (1/10 of total upgrading cost). 

Coat, incurred beyond the branch line.. 3,640,015 


Total variable (avoidable) coat. 

Net contribution (loss): Total- —- 

Average per carload - 


4 , 389 . 6 ^ 

2 , 819.159 


141 


This line would require no upgrading to ® e ^ 
requirements of the Federal Railroad Adniini.tr* 
minimum safety standards (Class 1 track, " 1 
maximum safe operating speed of 10 mph). 


Recommendation _ , . 

It is recommended that the portion o Rulftl^ 

Jersey City line serving the industries in 1 ie 
area lx* included in the (ConRail System. I 
of the line will l>e subject to more detai a 
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PORTION OF JERSEY CITY-TO-BUFFALO LINE 
USRA Line No. J025 


Lehigh Valley 


LV V 6uff«4 MO to Ro<Keeler 


EL te Rochctter 

/ 

d 

I 14.1 MlM 

i i 


LV to ft»c**s4er 

/ 


I 

I*' 

| ROCHESTER 
JUNCTION 


• JUNCTION 


»ai junction ;» t ^ 

a * A»CJ Cmm a »rtot.i«c PORTION . JERSEY CITY 
RR » Rrtio/ ♦TCMRJFFALO LINE. LV 


LV to Jertey Ofy 


This port ion of the Jersey City-to-Buffalo Line of the 
Lehigh Valley, extends from Rochester J unction (Mile¬ 
post 379.5) to P&L Junction , N.Y. (Milepost 394.1), a 
distance of /J.£ miles, in Livingston and Monroe Coun¬ 
ts. X.Y. This line continues westward from P&L 
Junction to Buffalo and eastward from Rochester J unc¬ 
tion to Jersey City, N.J., both continuations are under 
*ody in this Report. At Rochester Junction the line 
inerts with the Rochester Branch of the LV to 
Rwhester and Lima, also under study in this Report- 
At PAL Junction the line connects with the BAO line 
toween A>hford and Rochester and with the Genesee 
i Wyoming UR to Retsof. This line was not described 
* potentially excess in the U.S. DOT Report (see 
Zonr 47). 



York. A continuation of this line extends southward 
from Warwick, also under study in this Report. Con¬ 
nections include: the Erie Lackawanna to Port Jervis, 
Jersey City and Newburgh at Grayeourt, the Erie 
Lackawanna to Port Jervis and Jersey City at Camp¬ 
bell Hall, and at Maybrook, the line connects with the 
PC to Poughkeepsie, The PC line to Poughkeepsie is 
also under study in this Report. This line was not de¬ 
scribed as potentially excess in the U.S. DOT Report 
(see Zone 56). 


WormoHon Provided by RSPO, Shippers, Government 

Agencies 

No specific information concerning this line was pro- 
at the hearings conducted by the Rail Sendees 
nning Office as reflected in their reports entitled 
tie Public Response to the Secretary of Transporta- 
R*ilService Re|M>rt” 

Emotion for Line Retention Decision 

^ lini* d»x*s not directly serve any shippers, and 
**** planned to be used for through service. 

binary Recommendation 

It is Hot recommended that this portion of the Jersey 
) to Puifalo Line be* included in the ConRail System. 


WARWICK, inclusive to maybrook, 

EXCLUSIVE 


.*Mv 


USRA Line No. 1700 
Lehigh & Hudson River Railway 


to Maybrook Line extends from May 
JLs, , J I *P«4 0.0), to Warwick, N.Y. (Mileposi 
(lsr?Ul<v °f %!.0 miles , in Orange County, Nev 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
Georgia Pacific at Warwick, N.Y., handled 276 car¬ 
loads in 1972 ; 296 carloacLs in 1973; and anticipated 310 
carloads in 1974. Jones Chemical of Warwick, N.Y., 
ships liquefied chlorine gas. If rail service were lost, the 
company would relocate at a cost of $3 million in lost 
annual salaries and $26,000 in school taxes. 

Information for Line Retention Decision 

The line is required for through freight service, there¬ 
fore local rail service will be provided to all shippers 
located on the line. 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class T track, which has a 
maximum safe operat ingspeed of 10 mph). 

Preliminary Recommendation 

It is recommended that the Warwick to Maybrook be 
included in the Con Rail System. 
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PORTION OF THE CHAUTAUQUA SECONDARY 
TRACK 


U5RA Line No. 249 


Penn Central 


PC to Brocton 


MAYVILLE 

Erie Secondary 
Track. PC 

% 

Chicago-New York 
Main Line. EL 

Titus Secondary 
Track. PC 



PORTION. 
CHAUTAUQUA 
SECONDARY 
TRACK. PC 


28.8 miles 



. C0RRY Emporium 

N If-Secondary 

Track. PC 


This portion of the Chautauqua Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
MayviUt, N.Y. (Milepost 65.0), to Carry , Pa. (Milepost 
93.8), a distance of 28J8 in Chautauqua County, 

New York and Eric County, Pennsylvania. A continua¬ 
tion of this line runs from Mayville to Brocton (also 
understudy in this Report). AtCorry, this line connects 
with the Chicago-to-Jersey City line of the EL and 
with the Erie Secondary Track, the Emporium Second¬ 
ary Track and the Titus Secondary Track of the PC. 
The three latter -lines are also under study in this Re¬ 
port. This line was described as potentially excess in 
the U.S. DOT Report (see Zones 50 and 51). 


Traffic and Operating Information 

Station* (with their 1973 carloads) served by this line: 


Clymer _ 106 

Sherman ------— 206 

Mayville ____-_— 596 


Total carloads generated by the line - 1.009 

Average carloads per week ___— 19.4 

Average carloads per mile -- 35. 0 

Average carload* per train - 9. 2 

1973 operating Information: 

Number of round trip* per year _ 110 

Estimated time per round trip (hour*) - 8 

Locomotive horsepower - 2, 000 

Train crew slse _-____—-_ 4 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports eutitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” stated that 


the area around Sherman produced over 500 tonsof 
milk and over 30 tons of meut in 1973. It was st-ated 
that some perishable food products cannot bt? shipped 
by truck. There is also a furniture company at May- 
ville which moves 60 percent of its furniture by raiL 
Two local farm services indicated that they would close 
down if this line is abandoned. RSPO indicates tkt 
Ethan Allen Inc. shipped 561 cars of household furni¬ 
ture from Mayville, X.Y.: Meyerink Milling Co. (feed, 
fertilizer) received or shipped 117 cars from Tinner. 
N.Y. in 73, except 125 carloads in 74; Agway-Skr* 
man (Farmers Mills) in Sherman, N.Y. had 142 car¬ 
loads in 73, expect about 100 in 74 (grain and feed); 
and Farmers Mill Coop. (Clymer. N.Y.) shipped 149 
cars. The Town of Sherman, N.Y. shipped 253 earlwufa 
of grain in 73. Meyerink Milling and Sherwan-Agwiy 
would close down without rail service. The State of No* 
York, in its special studies, identified this line as losing 
$28.9*24 per year. The annual community loss from 
abandonment was estimated at $37,101, plus $38,ITS 
in net local property taxes. The State of Pennsylvania 
did not publish its estimate of rail impact for this 
segment. 


Information for Line Retention Decision 

Revenue received by PC -—---$271,870 

Average revenue per carload. -- 


Variable (avoidable) cost of continued 
service 

Coat Incurred on the branch line-258.082 

Cost of upgrading branch line to FRA 
Class I: (1/10 of Total Upgrading 

cost)____—-- & 

Cost Incurred beyond the brunch line- 220.008 


Total variable (avoidable) cost —- 

Net contribution (loss) _ 

Average per carload _-_ 


484.1» 
(212.280) 


( 210 ) 


This line would require no upgrading to meet the 
requirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which h*s fl 
maximum safe operating speed of 10 mph). 


Preliminary Recommendation 

It is not recommended that this portion of the Ch*u 
tauqua Secondary Track be included in the Con 
System. Continued operation of this line would 
a rail service continuation subsidy. Under 10^ 
revenue and cost levels, this line generates^ 
excess financial burden amounting to $2125*- or 
per carload. Recovery of costs would requin * l l ! ^ ^ 
mately a five-fold increase in traffic or an P 
rate increase over the 1973 levels. 
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PORTION OF THE VALLEY BRANCH 
USRA Line No. 260 
Penn Central 


Jamestown. N.Y.^t» 


FALCONER -r* 

at w _ a 




19.2 miles 


EL Hoboken* 
Chicago line 

4—PORTION. 
VALLEY 
BRANCH.PC 


t 


NORTH WARREN 
V-PC to Warren 


Struthtrs Running 
Track. PC 


Emporium 
Seconda/y 
Track. PC 


This portion of the V'alley Branch, formerly part of 
ilieXew York Central RR, extends from Falconer, N.Y. 

* Milepost 82.1) to North Warren, Pa* (Milepost 51.8), 
4 distance of 193 miles, in Chautauqua County, New 
Wk ami Warren County, Pa. At Falconer this line 
connects with the Chicago-to-Jersey City line of the EL. 
Aeontinuition of this lino runs from N. Warren to War- 
rco i>Iilej)ost 54.4) where it connects with the Einpo- 
num Secondary Track of the PC. Both lines are also 
under study in this Report. In June 1978, the PC 
applied to the TOO for permission to abandon this 
line (Docket No. AR~5, Sub. 168). In September 1974, 
^ applied to ITSRA for permission to abandon 
Wilme, No action has been taken on either application. 
This lim*^ with the exception of the portion in Penn¬ 
sylvania which was not studied, was deserilied as poten- 

excess in the IJ.S. DOT Report (see Zones 50 
*nd 75). 


Tf °^ c 0n< * Operating Information 

‘ <M 'with their 1973 carloads) nervod by thin line: 

rUcODH’__ 

%__ **- 

ImkU_ 


258 

19 

54 

S3 

14 



Alw car t°ads generated by the line _ 

** pep wwk ___ 

Clouds per mile _’ 

per train _ 

?^tiDKi U formaUon: 


423 
8.1 
22.0 
8.4 


r,,u,,d per year..... CO 

Ilitu* per round trip (hours)- 12.0 

h'Tiepower... • 

T ^i»nrew 


1,500 

4 


Information Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted bv 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report” indicated that 
several companies are opposed to the possible abandon¬ 
ment of this line. A corporation in Frewsburg which 
purchases, sells and handles various forms of metal 
alloys indicates that any such action would have a seri¬ 
ous adverse effect on their business unless there could be 
a guarantee of continued service by the EL. The Com¬ 
missioners of Warren County expressed a strong inter¬ 
est in retaining this line for the numerous businesses 
located along the line. 

Information for Line Retention Decision 

Revenue received by PC __ $135, 105 

Average revenue per carload _ $309 

Variable (avoidable) cost of continued 
Kerr Ice : 

Cost Incurred on the branch line _ 174.941 

Ccwt of upgrading branch line to FRA 
dan* I (1/10 of total upgrading cost)_ 34, 848 

Coat incurred beyond the branch lino _ 92,093 

Total variable (avoidable) eo«t__^___ 301,882 

Net contribution (Ions) : total ___ (100,777) 

Average per carload ___ i _ ( 390 ) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Rased on 
available information, this upgrading would include 
the replacement of a total of 7,000 crossties (an average 
of 865 crosst ics per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Valley 
Branch be included in the ConRnil System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial 
burden amounting to $166,777 or $396 per carload. Re¬ 
covery of costs would require approximately a four¬ 
fold increase in traffic or a 125 per cent rate increase 
over the 1973 levels. 


PORTION OF THE AUBURN BRANCH 
USRA Line No. 1015 
Lehigh Valley 

This portion of the Auburn Branch, extends from 
Sayre, Pa. (Milepost 271.0) to Owego. N.Y. (Milepost 
289.6), a distance of Iti/I miles, in Bradford County, Pa. 
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PORTION, AUBURN 



awl Tioga County, N.Y. This line continues northward 
from Owego. a portion of which is also under study in 
this Report, Also at Owego the line connects with the 
Erie Lackawanna Jersey City-Chicago line. Connections 
at Sayre, include the Lehigh Valley Waverly-Elmira 
Branch (via truckage rights over the EL); and the Le¬ 
high Valley Jersey City-Buffalo line, a lino which is 
also understudy in this Report between Mehoopany, Pa. 
and Buffalo. This line was not described ns potentially 
excess in the U.S. DOT Report (set* Zones 53 and 73). 


Traffic and Operating Information 

.Stations (with their 1973 carload*) served by thU line: 
Sinlthboro _ 180 

Total carload* x^neroted by the line# _ 180 

Average carload* j»er week _ 3 , 5 

Average carload* per in lie _ 9 . 7 

Average carload* per train _ 3.5 

1973 Operating Information ; 

Numlkor of round trip# |K»r year ___ 52 

G*timated time per round trip (hour*) ___ 12.0 

Locomotive horsepower _ GOO 

Train crew niace ___ -I 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public- Response to the Secretary of Transporta¬ 
tion's Rail Service Report.* N.Y. State DOT indicated 
that this line generated 200 carloads and produced a 
profit of $49,400. 

Information for Line Retention Decision 


Revenue received by LV_____$35,882 

Average revenue per carload_ $190 


Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line_169,1G6 

Cost at upgrading brunch Une to FRA 
Class I: (1/10 of total upgrading cost) 0 
Cost Incurred beyond the brunch line... 21.GG2 


Total variable (avoidable) cost_ 190.828 


Net contribution (loss): Total_ (154,946) 

Average per carload__ (801) 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 


minimum safety standards (Class I track, which has a 
maximum safe operating speed of lO'mph), 

Preliminary Recommendation 

It is not recommended that this portion of the Au 
bum Branch be included in the Con Rail System. Con 
tinued Operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, re venue and 
cost levels, this line generates an annual excess financial 
burden amounting to $154,940 or $861 |>er carload. 
Recovery of casts would mm ire approximately au 
eleven fold increase in traffic or a 430 per cent rate 
increase over the 1973 levels. 


PORTION OF THE JERSEY CITY-TO-BUFFAtO UNE 
USRA Une No. 1016 
Lehigh Valley 



This portion of the Jersey City-to-Buffalo him . 
tends from Sayre, Pa. (Milepost 271.0), to 1 an hth" 
Junction, N.Y. (Milepost 285.8) a distance of 
in Bradford County, Pennsylvania, and Tioga 
Cheming Counties, N.Y. Continuations of this line ex¬ 
tend northward from Van Etten Junction ami s 011 ^ 
ward from Sayre. Both continuations my also 11,1 
study in this Report. Connections with other line ^ 
dude: the Lehigh Valley Auburn Branch Sayo* ^ 
the Lehigh Valley Ithaca Branch at \ nil htten ^ 
tion. Both branches are also under study in ‘ > 
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Additionally, this line connects with the Lehigh Valley 
Wavcrly Elmira Branch at Sayre. This line was not 
described as potentially excess in the U.S. DOT Report 
Zones 52,53 and 73). 


Traffic ond Operating Information 

Kitira* (with their 1973 carloads) served bj this line: 

fcff*- 834 

Wiftrly - — -- - 633 


Total carloads generated by the line_ 867 

kttnp carloads per week- 16. 7 

Awtfe carloads per mile- 58. 6 

Arerage carloads per train- 2.8 

1971 operating Information: 

.Somber of round trips per year___ 812 

Eitlmated time per round trip (hours)_ 10.0 

Train crew size____ 4 


laformolion Provided by RSPO, Shipping, Government 
Agencies 

Xo specific information concerning this line was pro¬ 
dded at the hearings conducted by the Rail Services 
Pluming Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report/* 


Information for Line Retention Decision 

Revenue received by LV_ $177, 980 

Average revenue per carload_ $205 

Variable (avoidable) cost of continued 
service: 

Coat incurred on the branch line_ 286. 388 

Coat of upgrading branch line to FRA 
Claes 1 (1/10 of total upgrading 

cost) - o 

Cost Incurred beyond the branch line.. 106. 330 


Total variable (avoidable) coat_ 392,718 


Net contribution (lorn): total__ (214. 738) 

Average per carload... (248) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which haa a 
maximum safe operating speed of 10 mph). 

Preliminary Recommendation 

It is recommended that the portion of the LV traffic 
at Sayre and Waverly be handled by ConRail or the 
EL or its successor (see Chapter 3). The line north of 
Waverly is not recommended for inclusion in the 
ConRail System nor to the EL or its successor. 1 

1 See Errata Sheet on Uit page of this part. 
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OHIO 


Intrastate 


PC 


U3RA 
line number 


Terminals 


fe$ 

»7 

371 

372a 

m 

374 

375.'376/37? 

387/3S8 

477 
477ii 

478 
478s 
480 

481'4*2 

483 

485 

485s 

447 


488 

430 

491 

m 

494 

4fe/496ft 

494c 

W,49$-49Ha 

499a 

500 
500a 
500b 

501 

50250(3 504 
505.30* 

307 

StySlfc 

84 

$U 

$W 

31ft, 

Sl6e 

Slfti 

517 

*U 

519,520 

SIS 

**752* 

>29 

*!53l*53 2 


North Benton to Alliance 

Alliance to Mount Union 

Magnolia to Minerva 

Dover to New Philadelphia 

Dover to Newcomers town 

Newcomers town to Cambridge 

Marietta.to Cambridge 

Elyria to Bellevue 

Lilly Chapel to Miami Xing 

Columbus Union Station 

Holmcsville to Howard 

Howard to Mount Vernon 

Columbus to Mount Vernon 

Luckey to Berwick 

Berwick to Kenton 

Berwick to Spore 

Spore to Bucyrus 

Edison to Johnstown 

Granville to Heath 

Glow Rock to Thurston 

Truro to East Columbus 

Truro to Bremen 

Athens to Armitagc 

Bremen to Cirfclevillc 

New* Lexington to Crook*ville 

Morrow to Circleville 

Delaware to Scioto 

Sims Station to Worthington 

Columbus to Marion 

Bucyrus to Marion 

Paget to Jones 

Bellefontainc to St. Marys 

Bello Centro to Bellefontainc 

Clyde to Green Springs 

Now Lexington to Coming 

Coming to Hobson 

Xenia to Spring Valley 

Spring Valley to Waynesville 

Milford to Clare 

Milford to South Lebanon 

Sjuth Lebanon to Morrow 

Now Pnris to Bradford 

Old River Junction to New* River Junction 

New River Junction to Eaton 

l^ebanon to Hagcman 

Lytle to Hempstead 

Hempstead to Clement 

Bryan to Van Wert 

\an Wert U Aosonia 


USRA 
line number 

§ 

Terminal* 

536/537 

Springfield to Yellow* Springs 

533 

Anson,a to Meekers 

539/540/553a 

Meekers to West Manchester 

541 

West Manchester to Carlisle Junction 

549 

Troy to Cold Springs 

551 

Troy to Arcanum 

558 

Eggleston Ave to Avondale 

560 

Oxford State Street to Union Village 

.561 

Columbus to Xenia 

562 

Dayton to New Pan* 

639 

Dayton to Xenia 

640 

B reman to New Lexington 

641 

Minerva to Bergholi 

641a 

Bergholz to Pan 

642 

Warwick to Massillon 

643 

Millbury Junction to Fremont 

643a 

Fremont to Clyde 

644 

Trinway to Zanesville 

644a 

Zanesville to Crooksville 

692 

Glass Rock to Spangler 

706 

Thurston Secondary Track at Heath 

714 

Warren to Ashtabula 


Interstate 

Ohio to Michigan (these lines are discussed under Michigan) 

393 

Vulcan, Ohio to N&W Xing East of Adrian 

437 

Alexis, Ohio to Carieton, Mich. (C&O Trackage 


Rights) 

530 

Bryan, Ohio to Hudson, Mich. 


Ohio to West Virginia 

353 

Martin's Ferry, Ohio to Benwood, W. Va 

514a 

Hobson, Ohio to Nitro, W. Va. 

Ohio to Indiana (these lines are discuned under Indiana) 

520a 

Eaton, Ohio to Richmoud, Ind. 

554 

Glen Karo, Ohio to Hunter, Ind. 

571a 

Cedar Grove, Ohio to Valley Junction. Ind. 

638 

New' Paris, Ohio to Richmond, Ind. 


PORTION OF THE MINERVA BRANCH 
USRA Line No. 365 
Penn Central 

This portion of the Minerva Branch, formerly part of 
the New York Central RR, extends from North Benton 
{Milepost 18.5) to Affiance* Ohio (Milepost *22.9), a 
distance of .f .i ruffes, in Mahoning. Portage and Stark 
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Counties, Ohio. This line is in Zones 93,90, and 96 in the 
U.S. Department of Transportation Report, “Rail Serv¬ 
ice in the Midwest and Northeast Region," dated Feb- 


PORTION OF 
THE MINERVA 
BRANCH. PC 


Ncwten Falls 


PC Alliance 

I a 



B&O Mam Line 


/a^ PC to Newton 
Falls 


PC to 

Mount Union 


V PC Line Pittsburgh- 
*-Ch icago 


nmry 1, 1974. The northerly continuation of this line, 
from North Benton to the B&O at Newton Falls, is also 
under study in this rej>ort. At Alliance, PC lines to 
Cleveland* Chicago and Pittsburgh intersect as do local 
lines to Bayard and Mount Union, Ixrth also under 
study. 


maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 1,300 cross! ira (an average 
of 295 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the 
Minerva Branch be included in the ConRail System. 
Continued operation of this line would require a rail 
service continuation subsidy. Under 1973 traffic, rev¬ 
enue and cost levels, this line generates an annual excess 
financial burden amounting to $37,139 or $1,004 per 
carload. Recovery of costs would require approximately 
a five-fold increase in traffic or a 241 percent rate in¬ 
crease over the 1973 levels. 


MT. UNION INDUSTRIAL TRACK 
USRA Line No. 367 
Penn Central 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 


North Benton._-_—--- 37 

Total carload* generated by the line,_ 37 


Average carloads per week-—--— 0. 7 

Average carloads per mile- 8.4 

Average carloads per train-—-0.8 


1973 Operating Information: 

NurnU r of round trips per year_ 45 

Estimated time per round trip (hours)____' 1. 5 

Locomotive horaei>ower_-_1, 750 

Train crew rite___ _ _—_ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

No information was provided at the hearings con¬ 
ducted by the Rail Services Planning Office as reflected 
in their reports entitled u Thc Public Response to the 
Secretary of Transportation's Kail Service Report.'* 

Information for Line Retention Docision 


Revenue received by pc-....._$15,385 

Average revenue per carload___ $416 


PC to N r-PC to North Benton 

Ravenna -4 \ \ . 

\ / s- Pittsburgh- 

ALLIANCE ^_ £ Chicago. PC 

MOUNT UNION • 1 to Bsrird 

INDUSTRIAL MT UNION N 2.3 miles 
TRACK. PC 

The Mount Union Indust rial Truck, formerly part of 
the New York Central RR-, extends from .4 Manet 
(Milepost 25.6) to Mi. Union , Ohio (Milepost 265),* 
distance of 2J milt*, in Stark County, Ohio. This liw 
connects at Alliance with Penn Centrals line to 
Ravenna and Cleveland and with Penn Central? line 
between Pittsburgh nnd Chicago. The three other Pran 
Central lines at Alliance are the branches to Baysn- 
Newton Falls, and Niles. The first two are under stud} 
in this report. Penn Central filed to abandon tin? 
(Docket No. AB-5 Sub. 179). This line was not 
scribed as potentially excess in the U.S. !><ri R C P° 
(see Zone 96). 


Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line_82,314 

Coat of upgrading branch line to KRA Clans 

I (1/10 of total upgrading coat)._11,641 

Cost Incurred beyond the branch line_8, 569 


Total variable (avoidable) coat__ 52,524 


Net contribution (loss) total_____... (37,139) 

Average per carload_____(1.004) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class 1 track which has a 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by thin line ^ 

Alliance 1 ________ 

11 

Total carloads generated by the line..-- ^2 

Average carloads per week - — - 

Average carloads per mile -*- (^5 

Average carloads per train - 

1973 operating information: 22 

Number of round trip* per year— --—- 4 £0 

Estimated lime per round trip (hours)- ^xjsO 

Locomotive horsepower.———-—- 4 

Train crew sUc----—-——— 

1 Include* only truffle on 
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lnformotion Provided by RSPO, Shippers, Government 

Agencies 

No specific information concerning this line was pro- 
rkM a* the hearings conducted by the Kail Services 
pluming Office as reflected in their reports entitled 
u Th* Public Response to the Secretary of Transporta¬ 
tions Rail Service Report.” 

Information for Line Retention Decision 

fewii* received by PC _—_ $2,102 

Arfrajce revenue j>er carload - $191 

Viriible (avoidable) coat of continued 
service: 

Goat incurred on the brunch line _ 23, 433 

Cortot upgrading branch line to FRA Cions 

1 Cl/10 of total upgrading cost) _ 14, 620 

Cod Incurred beyond the branch line _ 2, 240 


Total variable (avoidable) coat_ 40,300 


Net contribution (loss): total.. (38,207) 

Attvage per t arload---(9, 473) 

This line would require upgrading to meet the re¬ 
tirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
milable infonnation, this upgrading would include 
toe replacement of a total of 300 crossties (an average 
1J0 crossties per mile). 

fctlimlnory Recommendation 

It is not recommended that the Mount Union Indus¬ 
trie Track be included in the ConRail System. Con¬ 
oid operation of this line would require a rail service 
^tmuation subsidy. Under 1973 traffic, revenue and 
levels,this line generates an annual excess financial 
amounting to $38,207 or $9,473 per carload. 
f!' ver y °f costs would require both an increase in 
and a rate increase over the 1973 levels. 


PORTION OF TUSCARAWAS SECONDARY 
TRACK 

USRA Line No. 371 

Penn Central 

Th' 

f‘m! f * ie Tuscarawas Secondary Track, 

,tm , *' e Pennsylvania RR. extends from 
^ r iMilcjxjst 2.9) to Magnolia. Ohio (Milepost 
littihij ' °T 12 -i mile*, in Stark. Carroll and Co- 

kver*' J | '| un, ‘ f ‘ s - Ohio. Tliis line continues south to 
l^edi'f%ri ' 5 n * 8 ° uu< ^ er study in this Report. At 
•*•”) *n<l Minerva (Milejxwt 2.6) it 
5 ^ r * nch « of the NAW R.v. At Bayard 

Wl '* 1 l ^e PC’s Bayard Branch, and with 
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the Mahoning Secondary Track to Alliance. At Minerva 
it also connects with the Alliance Branch of the PC 


NAN to 

Canton 




o' '' N * PC to Pm 


N&W to Carrollton 


PORTION. TUSCARAWAS 
SECONDARY TRACK. PC 


to Pan. This line, except between Bayard and Minerva, 
was described as potentially excess in the U.S. DOT 
Report (see Zones 96 and 97). 

Traffic and Operating Information 

Stationa (with their 1973 carloads) nerved by this, line: 

Minerva 1 _ 175 

Malvern _ 10 

Way nes burg _ 617 

Magnolia - 189 


1 Include* only traffic on segment. 

Total carloads generated by the line _-_-_ 901 

Average carloads per week ___ 19.0 

Average carloads per mile _ 14. 7 

Average carloads per train __ 6. 6 

1973 o|>eratlng information : 

Number of round trips per year _-_ 150 

Estimated time per round trip ___ 4 

Locomotive horsei>ower ___ ___ 1.750 

Train crew' si*e _____ 4 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
rejiorts entitled ““The Public Response to the Secretary' 
of Transportation’s Rail Service Report” indicated that 
the Tuscarawas Chamber of Commerce said the line 
generates 109 carloads per mile. 


Information for Line Retention Decision 

Revenue received by PC _ $338,241 

Average revenue per carload _ $342 


Variable (avoidable) coat of continued 


service : 

CoKt Incurred on the branch line _ 152.105 

Cost of upgrading branch line to FRA 

rinss I < 1/10 of total upgrading coat. ). 0 

Coat Incurred beyond the branch line.. 236,350 

Total variable (avoidable) cost _ 388.455 


Net contribution (loss): Total_ (50,214) 

Average per carload_ (51) 




























10000 


This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). 

An evaluation of coal reserves by USRA staff indi¬ 
cates there may be reserves adjacent to this line. 

Preliminary Recommendation 

It is not recommended that this portion of the Tusca¬ 
rawas Secondary Truck l>e included in the ConRail Sys¬ 
tem. Continued operation of this line would require a 
rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates on annual 
excess financial burden amounting to $50,214 or $51 per 
carload. Recovery of costs would require approximately 
a 50 percent increase in traffic or a 15 percent rate 
increase over the 1973 levels. Costs may also be reduced 
by reducing frequency, although this alone will not 
make the lino viable. 


Average carload* per week ___,_ ^ . 

Average carload* per mile ____ 250.7 

Average carload* per train ...... jo ^ 

1073 operating information : 

Xlimiter of ronnd trip* per year _,_ 

KMtimnted lime per round trip (hour*)_ _ ^5 

Locomotive horsepower _t, 750 

Train crew him* ___ 4 

1 Include* onljr truffle on segment. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports ent itled, “The Public Response to the Secretary 
of Transportation’s Rail Service Report,” indicates that 
the Ohio Power Company at New Philadelphia \m 
this line to move ammonium nitrate, which is used to 
extract coal from mines. 


PORTION OF TUSCARAWAS SECONDARY TRACK 
USRA Line No. 372a 


Penn Central 


# B&O Wheel ing- 


Willard Line 






PC to Bayard 




DOVER 
/ 

A 

Dover 
Secondary 
Track. PC 


• PORTION OF TUSCARAWAS 


X 

\V 


SECONDARY TRACK. PC 
NEW PHILADELPHIA 
3.0 miles 


B&O 


Tikis portion of the Tuscarawas Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Dover (Milepost 28.8), to New Philadelphia^ Ohio 
(Milepost 31.8), a distance of 3j0 in Tuscarawas 

County, Ohio. This line connects at Dover with the PC 
Dover Secondary Track and the northerly continuation 
of the Tuscarawas Secondary Track, both under study 
in this Report. The B&O line from Wheeling also serves 
Dover. This line was not described as potentially excess 
in the U.S. DOT Report (see Zone 97). 

Traffic and Operating Information 

Stations < with their 1D73 carloads) served by this Hue: 

Dover 1 _ 752 


Total carloads generated by the llue_ 752 


Information for Line Retention Decision 


Revenue received by PC---$222,834 

Average revenue per carload-- $296 

Variable (avoidable) cost of continued 
service: 

Coat Incurred on the branch line.. ^41 

Coat of upgrading branch line to FRA 

Class I: (1/10 of total upgrading cost4,348 
Coat incurred beyond the branch line- 150. 


Total variable (avoidable) coat- 

1X839 

Net contribution (loos): total- 09 

Average per carload-.-_ 

'Hus line would require upgrading to meet the 
tnouts of tho Federal Railroad Administration* muu ' 
mum safety standards (Class I track, which has a niaxj 
mum safe operating speed of 10 mph). Based on »'*■ 
able information, this upgrading would include 
placement of a total of 750 crossties (an average < 
crosstics per mile). _ . « 

An evaluation of coal reserves by l SR A >tal 
cates that there* may be coal reserves adjacent tot a 


■commendation 

It is recommended that if possible. Chi * 1 ' ^ 

rvice to this line. If such an agreement can 
.ached, tins portion of the Tuscan^ Sect® . j 
rack will lie included in the ConRail ' ,n '-jiy, 
Transfer of this line to Chessie w >l 1 j ert in, 
npair the profitability of ConRail or <* ' 
ie Region under the provisions of 
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PORTION OF DOVER SECONDARY TRACK 
USRA Line No. 373 
Penn Central 


Tuscarawas 


Secondary | 



MO RR -j- 

19.2 miles 

.4 1 


PC to-- 

Cambridge 


PORTION OF 

« - DOVER SECONDARY 

TRACK. PC 


NEWCOMERSTOWN 

Piltsburgh- 

Co I urn bus line. PC 

I 


This portion of the Dover Secondary Track, formerly 
(artof the Pennsylvania RR, extends from Newcomers- 
fcm iMile] >o>l 84,1) to Dover , Oh , (Milepost 103.8), a 
^diaance of if)Jt mites, in Tuscarawas County, Ohio. A 
tatinustion of this line extends southward from New- 
"wstown to Cambridge (also under study in this Re¬ 
port). At Dover, this line connects with the Tuscarawas 
^omkrv Track, PC (and with a PC' line to New 
Philadelphia, both also under study in this Report). 
Abo it Dover, this line connects with the Baltimore & 
bjijo Railroad. At Newcomerstown, this line connects 
* tli the Pittsburgh -Col urn bus Lane of the PC. This 
i was described as potentially excess in the U.S. DOT 
fol^rt (gee Zone 97). 


ond Operating Information 


Moo* I with their 1973 carloads) ncrvwl by this line: 
uotfr‘ __ 


Stone Or,vk 



7SO 

414 


Total carloads generated by (be line... 1, ii>! 

iZ!T isrioads per week_ 23. 0 

cnrioodK tulle___02.2 

t* r train-- 0.0 

■f Wing Information: 

*ETw ,,er , “ ar -- 201 

u, ,M Un * l« round trim boon_ ■} 

lK )r .,.,K )Wpr _ lrM 

I hrt " -*-~- -- i 

trafflp on »tgmenL 

III 

^ n 0 { n .^ rovid e d by RSPO. Shipper*. Government 


,J ,a,ion provided nt the lienrinps conducted by 
ifr^ Planning Office as reflected in their 

,rir The Public Res|K>nse to the Secretary 
T K >rtation s Rail Service Report" indicated that 


the Tuscarawas Chamber of Commerce estimated 109 
cars per mile. Dover Chemical estimated that shipments 
from Houston, Texas via truck would be $4.34 per cwt 
compared to a mil rate of $1.25 and $1.75 per cwt. Stone 
Creek Brick at Stone Creek shipped 433 carloads in 
1973 according to the. testimony. Trucking is not an 
alternative because of weight and length factors. 

Information for Line Retention Decision 

Revenue received by_ $440. 887 

Average revenue per carload- $300 


Variable (avoidable) coat of continued 
Hervlce: 

Oast Incurred on the branch line_ 230,025 

Cost of upgrading branch line to FRA 
Class I (1/10 of total upgrading 

cowt ) _ 0 

Coat Incurred beyond the branch line— 287,788 


Total variable (avoidable) cost_ 198, 713 


Net contribution (loss): total- (57.826) 

Average per carload--- (48) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). An evalu¬ 
ation of coal reserves by USRA staff indicated that there 
may be recoverable reserves adjacent to this line. 

Preliminary Recommendation 

It is not recommended that this portion of the Dover 
Secondary Track be included in the ConRail System 
unless this line is required to provide service from 
USRA Line segment No. 372a. Continued operation of 
this line would require a rail service continuation sub¬ 
sidy. Under 1973 traffic, revenue and cost levels, this 
line generates an annual excess financial burden amount¬ 
ing to $57,826 or $48 per carload. Recovery of costs 
would require approximately a 35 percent increase in 
traffic or a 13 percent rate increase over the 1973 levels. 
Costs may also be reduced by reducing frequency, 
although this alone will not make the line viable. 


PORTION OF MARIETTA BRANCH/DOVER 
SECONDARY TRACK 

USRA Line No. 374 

Penn Central 

This portion of the Marietta Branch and the Dover 
Secondary Track, formerly part of the Pennsylvania 
RR, extends from Cambridge (Milepost 58.8) to New- 
comerstown. Ohio (Milepost 84.5), a distance of 204 
miles, in Guernsey and Tuscarawas Counties, Ohio. The 
southern section of the Marietta Branch, which rims 
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from Marietta to Cambridge and the line’s northern 
connection, the PC Dover Secondary Truck, are both 
under study in this Report. The Penn Central line from 


PC to Bayard 

I 


PORTION OF 
PC MARIETTA 
BRANCH 

25.7 miles >' 


t 


NEWCOMERSTOWN 


A 


PC Pittiburgh- 
St Louis Line 


\ '.CAMBRIDGE 
B&O Wheeling V 

Columbus Line 1 


PC to Marietta 


Pittsburgh to St. Louis connects with this line at New- 
comerstown: the B&O Columbus-'Wheeling line con¬ 
nects at Cambridge. This line was described as poten- 
tially excess in the I T .S. DOT Report (see Zones 97 and 
102 ). 


Traffic and Operating Information 

Stations (with their 1073 carload*) served bjr thb* line: 

Cambridge -- 407 

Oldham _..._-_*_._ 0 


Total carload* generated by the line _. 407 

Average carload* per week ______ 7.8 

Average carload* per mile ____ 20.0 

Average carload* per train _ 2.9 

1973 Operating information : 

Number of round trips per year ____ 140 

Estimated time per round trip (hours)_ 10 

Locomotive horsei*>wor ___ 1, 500 

Train crew al*e __ 5 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation % Rail Service Report” indicated that 
the Cambridge Area Chamber of Commerce said PC 
maintenance has curtailed usage and line abandon¬ 
ment would Ixxist transportation costs and unemploy¬ 
ment. Termination of Penn Central service would not 
be opposed if alternative service could be provided over 
CAO/B&O. 

Information for Line Retention Decision 


Revenue received by PC___$186. 568 

Average revenue per earload__ $458 


Variable (avoidable) coat of continued 
service: 

foot Incurred on the branch line_ 223.062 

Cost of upgrading branch line to FRA 
Oa*s I: (1/10 of total upgrading coat) — 0 

Cost incurred ttpyond the branch lino_ 104, 999 


Total variable (avoidable) coat_ 327.961 


Net contribution (loss) : Total_...._... <141, 393) 

Average per earload_ (347) 


This line would require no upgrading (a meet the re¬ 
quirements of the Fed oral Mai I road Administration's 
minimum safety standards (Class I track, which hast 
maximum safe operating spec>d of 10 mph). An evalua¬ 
tion of coal reserves by USRA staff indicates t here nut 
he reserves adjacent to this line, but the size of the « 
serves and the |>otenti' I for economical mining is un¬ 
known at this time. 

Preliminary Recommendation 

It is not recommended that this portion of the M»r 
ietta Branch Ire included in the ConRail System. Con¬ 
tinued operation of this line would require n rail service 
continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $141,393 or $347 per carload. 
Recovery of costs wotdd require approximately a 165 
percent increase in traffic or a 75 percent rate increase 
over the 1973 levels. 


PORTION OF MARIETTA BRANCH 
USRA Line No. 375/376/377 
Penn Central 


B&0 Pittsburgh- ~ PC “ t>0ye ' 

Columbus Line —v 

\ \ CAMBRIDGE 


PC MARIETTA 
BRANCH 

B&0 to — 
Cumberland, Ohio 


Pleasant 
City 58.Smiles 



This portion of the Marietta Branch, formerly P* rt 
of the Pennsylvania RR, extends from Marietta 
post 0.0) to Cambridge, Ohio (Milepost 58,8) ♦ a distaiK^ 
of 58^8 miles, in Washington, Noble and 
Counties, Ohio. This line continues north as the 
Secondary Track to Dover. It connects with the j ^ 
(Pitteburgh-Coltimbus line) at Cambridge aJ1( ^ yrlt . 
B&O branch to Cumberland, Ohio at Pleasant (. 
August 1972, Penn Central petitioned to abum<* n 
portion of this line south of Dexter City ( ! * ' 

27.0), ICC Docket No. AB-5. Sub. 92. No action 
been taken. This line was described as 
in the IJ.S. DOT Report (see Zones 102 and U /♦ 
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Traffic ond Operating Information 


ftitloa* »wltb their 1973 carloads) served by this line: 

By»vWo_ 2 - 82 

Peasant City-1- 2 

An - 24 

BeU? Volley- 1 

OridrrdJ ..- d87 

Marietta- 459 


Total nirloads genera tcM by the line__ 903 

Krtnpi carlnuds per week- 17. 4 

AtffKtr carloads per mile.™_ _ ___ 15.4 

Avenge? carloads per train___20.1 

1973 opera r true infonnation: 

Nturtter of round trips i*»r year______ 45 

Bttimated time per round trip (hours)___ 12 

Lownwtire horsepower_1.500 

Tnin crew sine_ 5 


Informotion Provided by RSPO, Shippers, Government 
Agencies 

Infonnation provided at the hearings conducted by 
the Bail Services Planning Office as reflected in their 
sports entitled “The Public Response to the Secretary 
f>f Tnasportation’s Rail Service Report” indicated that 
t.v Marietta Chamber of Commerce stated that Dexter 
1 ’• (Zone 102) and Xewcomerstown (97) cannot be 
W from (he other direction because the railroad 
kidp crossing the Muskingum River (owned by B&O) 
snolonger in service. Testimony submitted by Allen K. 
Pcnrtila, Evans Products Co., states the BAO also senses 
Iir^etta but cannot service their plant because the B&O 
** no ^.vsical connection with the PC. USRA staff 
**T $ih * Public Utilities Commission and Ohio DOT 
& luted that the B&O has a standing petition to ahan- 
the B&O line, from Marietta to or in the direction 

r*P 4 ** V ^ c V * R and McConnellsville. 

} confirmed (hat the bridge at Marietta is 
1 1 and PC no longer connects with the B&O. 

Wwmotion for Lino Retention Decision 

wT re '* lv< ' <l h y PC-$33), 7U3 

k? arnna per carload_ $307 

avoidable) cost of continued 
*TVfo*; 

r * lncrjfpf,| ou line.. 459. 397 

npcnuling branch line to FRA 
< 3 *. X * * 1J/10 of l °t*l upgrading cost). 72.503 
tfeyood the branch line_ 195, 588 

variable in voidable) co«t_ 727. 548 

-(896.758) 

.. (488) 

I VBttnfnr r OUlcl upgrading to meet the re- 

atithu u ) f * l< * ^h^ral Railroad Administration's 
a l ”> standards (Class I track, which has a 


maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 14,40Q crossties (an aver¬ 
age of 245 cro«tics per mile). 

An evaluation of coal reserves bv USRA staff indi¬ 
cates there may be reserves adjacent to this line, but coal 
reserves are of unknown quantity and quality. 

Preliminary Recommendation 

It is not recommended that the Marietta Branch be 
included in the ConRail System. Continued operation 
of this line would require a rail service continuation 
subsidy. Under 1973 traffic, revenue and cost levels, this 
line generates an annual excess financial burden amount¬ 
ing to $395,755 or $438 per carload. Recovery of costs 
would require approximately a three-fold increase in 
traffic or a 120 percent rate inereuse over the 1973 levels. 

PORTION OF NORWALK BRANCH 
USRA Line No. 387/388 
Penn Central 


.-M 4 W » %m++t 



This j>ortion of the Norwalk Branch, formerly part 
of the New York Central RR, extends from Elyria 
(Milepost 209.4), to Bellevue (Milepost 250.7), a dis¬ 
tance of 11.3 miles, in Lorain and Huron Counties, Ohio. 
This line continues west to Toledo: the adjacent sec¬ 
tion from Bellevue to Clyde is under study in this Re¬ 
port. At Elyria connection is made with the PC Buf- 
falo-Chicago line and with the B&O Lorain-Medina 
line. At Bellevue, X&W lines to Columbus, Sandusky, 
Chicago. Cleveland and Pittsburgh intersect. Two other 
X&W lines cross this branch; the Huron Dock line at 
Norwalk and the Lorain-Wellington line at West 
Oberlin. Two B&O branches also cross this portion of 
the Norwalk Secondary Track; the Mansfield-.San¬ 
dusky line a( Monroeville and the Lorain-Medina line 
at Elyria. In Deceml>er 1972, the Penn Central filed to 
abandon this line (ICC Docket No. AB-5, Sub 132). 
No action has been taken. The portion of this line be¬ 
tween Elyria and Norwalk was described as poten¬ 
tially excess in the U.S. DOT Report (see Zones 91 and 
100). 
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Traffic and Operating Information 

Station* (with their 1973 carloads) served by this line: 


Oberlin ------- 05 

Kiptou _-_——- 72 

Wnkcman —.- 14 

Bellevue _____ 675 


Total carloads generated by the line- 902 

Average carloads per week-—— 18. 5 

Average carloads per mile- 23.8 

Average carloads per train_ 4.8 

1978 operating information: 

Number of round trips per year___ 200 

Estimated time per round trip < hours)- 12 

Locomotive horsepower-1,500 

Train crew size-.- 6 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation s Rail Service Report v indicated that 
abandonment will hamper potential for industrial 
growth, according to NOACA. The group claims lack 
of PC care requires shippers to move two-thirds of their 
grain by truck at higher cost. 

Information for Line Retention Decision 


Revenue received by PC ___ $ 435.120 

Average revenue per carload _ $452 


Variable (avoidable) coat of continued 
service : 

Coot Incurred beyond the branch line _ 427,189 

Coat of upgrading branch Une to FRA 

Class I : ( 1/10 of total upgrading coat) _ 72. 008 

Coat incurred beyond the branch line _ 269,168 


Total variable (avoidable) coat _ 768,915 


Net contribution (lows) : total _ (888.796) 

Average per carload _ (347) 


This line would require upgrading to meet the re¬ 
quirement of the Federal Railroad Administrations 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
tire replacement of a total of 10,000 croasties (an average 
of 242 croest ies per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the 
Norwalk Branch lie included in the ConRail System. 
Continued operation of this line would require a rail 
service continuation subsidy. Under 1973 traffic, revenue 
and cost levels, tliis line generates an Annual excess 
financial burden amounting to $333,795 or $.347 i>er car¬ 


load. Recovery of costs would require approximately a 
two-fold increase in traffic or a 75 percent rate incisa* 
over the 1973 Jevela Costs may also be reduced by reduc¬ 
ing frequency, although this alone will not make the 
line viable. 


CAMP CHASE INDUSTRIAL TRACK 
USRA Line No. 477 
Penn Central 


PC to Toledo 

N. 


\4~C80 to Toledo 


PC to MIAMI 

Logansportyl CROSSING 

- 

Buckeye Yard -q 
PC to Cincinnati _r 

•ndfc.Louis - La 9m ,^\ Ch-lMW ». Vi 

PC CAMP CHASE- 

INDUSTRIAL - . N >f ci0B 

TRACK LILLY • » ® 

CHAPEL r*° . #«*' 

Cincinnati 



PC to Cleveland 
i 

I 
I 
/ 

/ 

/ 

7 ■‘^r- — — Colombo* 

* PC to 


The Camp Chase Industrial Track, formerly part of 
the New York Central Railroad, extends from Mami 
Crossing (Milepost 141.5) to Lilly Chapel, Ohio (Mile 
post 155.4), a distance of 133 trait*, in Franklin and 
Madison Counties, Ohio. The Camp Chase Secondary 
Track leaves the 1*0 Indianapol ifi-Colnmbus Main 
Line at Miami Crossing. The extension of this line, 
which parallels the PC main into Columbus is 
under study in this report. This line was described as j 
potentially excess in the U.S. DOT Report (see Zontf 
103 and 110). 


Traffic and Operating Information 

Station* (with their 1»73 airloads 1 served by this Une ^ 

-~~ ~ '* i 

3.^1 


Galloway ___ 

Lilly Chapel _ 

Columbus 1 --- 


Total carloads generated by the line- 

Average carloads per week ---" 

Average carloads per mile -.- 

Average carloads per train - 

1073 operating information: 

Number of round tripe per year ——- 

Estimated time per round trip, hours.- - 

Locomotive horsepower. ------ 

Train crew - - 

* Include* only traffle on scirwrai. 

| 

Information Provided by RSPO, Shipp*' 5 - ® 

Agencies , 

Information provided at the hearing'' 011 j ( ^; r 
the Rail Services Planning Office !<8 
reports entitled “The Public Response ’ 1 
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of Transportation’s Rnil Service Rejx>rT. : ’ indicated 
tint die Pillsbury Company is negotiating with Penn 
Central to operate a 100-car unit train for its Lilly 
Chape! Plant nml it antici|>utcs a need for 675 more 
cats bv 1978. 

Information for Line Retention Decision 

Brrwme m-vlved by PO-$1. 331. 64(3 


revenue per carload_ $403 


Vtriiblp (avoidable) cowt of continued 
service: 

Cost Incurred on the branch Une_ 277.179 

0»t of uj grading branch line to FRA 
Cliai I ( 1/10 of total upgrading coat >. o 

Out torurrvd beyond the branch line-— 518, 718 


Total variable (avoidable) coat_ 795, 887 


NK contribution (lows) : Total_ 535, 70s; 

temp* per carload.___ iQg 

Ttiis line would require no u|>grttding to meet the re¬ 
quirements of the Federal Railroad Administration's 
iiffiimum safety standards (Class 1 track, which has a 
auinmm safe operating speed of 10 mph). 


htammendotion 

It is recommended that the Camp Chase Industrial 
Track lie included in the Con Rail System. 


COLUMBUS UNION STATION 
USRA Line Ne 477a 
Penn Central 


PC to Galion I . 

| l N4W to Sandusky 

m "i 1“ 

“LIMBUS MP 136 41 



Holmesvitlc 


GAL ION-COLUMBUS LINE. 
PC. AT COLUMBUS 

PC-B40 Joint Track 
■ to Newark. Ohio 


/• 

Pc '»Laodoo and Indianapolis N4 * „ *, ft yj^wia 


it; I'"""*'* * u ' on Station extends from Mifcpoxt 
^ U distant of j£ niilrg, in Franklin 
f s; f U ° ^ provides access to the ('olumbus 

iiil] v p h ), ‘ * line w not described as poten- 
x *** in the T .S. DOT RejK>rt (see Zone 108). 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this Uue : 
Columbus*_______.__._ 71 


Total carloads generated by the line _ 71 

Average carloads per week _ _ _ l. 4 

Average carloads per mile. _ 44. 3 

Average carloads per train _ 1. 4 

1973 oi>o rating information : 

Number of round trip* per year. _ 52 

Estimated rime per round trip (hours) _.... _ 2. ii 

Locomotive horae|xr\ver _..._...._..... 1, 200 

Train crew size _ 5 

1 Include only traffic un segment. 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report/’ 

Information for Line Retention Decision 

Revenue received by 1X7 ___„ $20, 856 

Average revenue per carload _— $294 

Variable (avoidable) cowt of continued 
.service : 

Coat incurred on the branch line _ 24. 200 

Cowt of upgrading branch line to FRA Ctasw 

I: (1/10 of total upgrading coat) _ 0 

Cowt incurred beyond the branch line _ 13, 263 

Total variable (avoidable) cowt _ 37,463 

Net contribution (Iowa) : total _ (16,607) 

Average per carload ___ (234) 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). 

Preliminary Recommendation 

It is not recommended that this line at Columbus 
Fnion Station be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $16,G07 or $234 per carload. Re¬ 
covery of costs would require approximately a 220 per¬ 
cent increase in traffic or an 80 |>errciit rate increase over 
the 1973 levels. 


PORTION OF MOUNT VERNON SECONDARY 
TRACK 

USRA Line No. 478 
Penn Central 

This |*>rtion of the Ml. Vernon Secondary Track, 
formerly part of the Pennsylvania RR. extends from 
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HolmetviUe (Milejx^t 54.6), to Howard, Ohio . (Mile¬ 
post 89.9), a distance of 353 mile *, in Knox and Holmes 
Counties, Ohio. The continuation of this line from 


HOLMESVILLE 



PORTION OF 
MT. VERNON 
SECONDARY 
TRACK. PC 


Howard to Mount Vernon and Columbus is also under 
study in this Report. In August, 1972, Penn Central 
filed a |)6tition to abandon this line (ICC Docket No. 
AB-5, Sub. 93). On September 25th, 1974, PC applied 
to the U.S. Railway Association for similar action 
< Docket No. 75-45). No final action has been taken in 
either case. This line was described as |>otentially ex¬ 
cess in the U.S. IX)T Report (see Zone 97). 


TrofR< and Operating Information 

Station* (with their 1975 carload*) served by this line: 

HolmcsrlUe ———-—— 544 

MUlersburg - 329 

Klllbuck _ 91 

Glenmont -- 54 

Brink Haven—— - 5 


Total carloads generate by the line- S67 

Average carloads per week___16. 7 

Average carloads per mile-— -——- 24.6 

Average airload* per train—---- 5.8 

1973 operating information: 

Number of round trip* per year- 150 

Estimated time per round trip (hours)- 4.0 

Locomotive horsepower-—-1. 200 

Train crew siae_ 5 


Information for Line Retention Decision 

Revenue received by p C --- $£34.210 

Average revenue per carload -- 4270 

Variable (avoidable) cost of continued 
service : 

Cost incurred on the branch line... -316,968 

Cost of upgrading branch line to FRA 
class I (1/10 of total upgrading cost).. 0 

Cost incurred beyond the branch line— 160, 445 


Total variable (avoidable) cost--- 4T7.413 


Net contribution (loss): total -<243,203 1 

Average per carload--- (281) 

This line would require no upgrading to meet the re 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which hast 
maximum safe operating speed of 10 mph). 

The potential for near-term increases in traffic vol¬ 
ume appears to depend on Patrick Industries, which 
projected a 75- to 100-carload increase in 1974 over 
1973. and Pampered Beef Exports which begun pro¬ 
duction in 1974 hut provided no estimate of traffic 
potential. 

Preliminary Recommendation 

Although the preliminary recommendation is that 
this portion of the Mt. Vernon Secondary Track not 
be included in the ConRail System, the possibility of 
immediately increasing revenue must be explored 
fore a final recommendation can be made. Without 
immediately increasing revenue, continued operation 
of this line would require a rail service continuation 
subsidy. Under 1973 traffic, revenue and cost levels, 
this line generates on annual excess financial burden 
amounting to $243,203 or $281 per carload. Recover) of 
costs would require approximately a three fold i ncre ^ 
in traffic or a 105 percent rate increase over the l#i 
levels. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportations Rail Service Report* indicated con¬ 
siderable concern about the increased transportation 
costs which would result from the loss of rail service. 
Data was provided by eleven shippers on the line which 
indicated that they planned to increase their use of rail 
service. 

According to PC staff, historically, the line has been 
subject to devastating floods on a 19-year cycle. The last 
one in 1989 caused $1.5 million in rehabilitation work 
for bridges, culverts, subgrade and track damage. 


PORTION OF MOUNT VERNON SECONDARY 
TRACK 

U5RA Line No. 478a 
Penn Central 


PORTION OF 
PC MT. VERNON 
BA0 to Willard . SECONDARY / 

jnd Swduricr—* *. TRACK 

• f /4— PC to 

•. ^^HOWARD 

MT. VERNONJ^T ^ 4 

. ^-lO.lmile* 

- * 

PC to *.« — M0 to Whceltn* 
Columbus *. *i»N««»'*‘.OI>'0 
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This portion of the Mt Vernon Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Bowrd (Milepost 89.9) to Mt. Vernon (Milepost 
100*0), a distance of 10.1 miles , in Knox County, Ohio. 
The eastern and western continuations of this track are 
both also under study in this Report. The Baltimore & 
Ohio line between Newark and Willard crosses this line 
it Ml Vernon. This line was not described ns poten¬ 
tially excess in the U.S. DOT Report (see Zone 97). 

Traffic and Operate Information 

Suttos (with their 1073 carloads) nerved by this line: 

Bo ward--- 1. 881 

XL Vernon 1 - 179 


Preliminary Recommendation 

Although the preliminary recommendation is that 
this portion of the Mt. Vernon Secondary Track not 
be included in the Con Rail System, the possibility of 
immediately increasing revenue must be explored be¬ 
fore a final recommendation can be made. Without 
immediately increasing revenue, continued operation of 
this line would require a rail service continuation sub¬ 
sidy. Under 1973 traffic, revenue and cost levels, this 
line generates an annual excess financial burden amount¬ 
ing to $51,473 or $25 per carload. Recovery of costs 
would require approximately a 20 per cent increase in 
traffic or a 12 percent rate increase over the 1973 levels, 

A reduction in frequency must be explored; this could 
make the line self-sustaining if no revenue were lost. 


Tot*! larloads generated by the line __ 2.060 

irwte* carloads per week _____ SO. 6 

Aw*?* carloads per mile _ 204.0 

Amt** carloads per train _ 8 . 2 

IMJ operating information: 

Namber of round trip* per year _ 250 

BitlmitPtl time per round trips (hours)____ 12 

UauBotke horsepower_ 1.200 

Turn crew *lze_ 5 

bdoita only truffle on segment. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
Rail Services Planning Office as reflected in their 
sports entitled u The Public Response to the Secretary 
«f Transportations Rail Service Report” indicated that 
MiIIwockI Sand shipped 2,143 cars in 1973 and projected 
&&cars in 1974. 


Idormotion for lino Retention Decision 

by PC... *420,755 

****** ”** 011 * i*t carload_ *204 

(avoidable) coat of continued 
*rri<*- 

|V hictifMHi on the branch line _ 286.066 

of grading branch line to FRA 

1: <1/10 of total upgrading 

Wt) ^ 

lararred t**yond the branch line.... 186.162 


^triable (avoidable) coat_...._ 472.228 

: tot "'-- '»1. 473) 

* Pw rarlniMi_____ (25) 

Woi,u * rt *quire no upgrading to meet the re- 
fc; iinia I S ' '* ,P Railroad Administration's 

n > safety standards (Class I track, which has 
mim n1t> operating speed of 10 mph). 


PORTION OF MT. VERNON SECONDARY 
TRACK 

USRA Line No. 480 
Penn Central 


BIO <o Oil Lid an) 
Saodbiky- 


NAW to Sandusky 


PC to Cleveland 





-PC to Holies v.H« 


MT VERNON 


COLUMBUS^ 

>n \ 

PC to Oocinnot# y / • T* 

/ •* caoio 


; / PC (Joint w.th 
*• IT BSO to Newark. 
Okie) 


r- BA0 to Nooark 
and Wheelin| 

e 

PORTION OF 
MT VERNON 
SECONDARY 
TRACK PC 


4— PC ID Charieitoo W. V» 


and St Louts 

PC to 


T • Ver»«* 

Lilly Ot*P«l ‘ RAO NSW to 

to Cocewtab West Virginia 


This portion of the Mt. Vernon Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Mt. Vernon (Milepost 100.0), to Columbus (Milepost 
140.5), a distance of IfiJb miles , in Franklin, Delaware 
ami Knox Counties, Ohio. This line continues eastward 
to Holmeoville; its eastern segments are also under 
study in this Report. At Columbus, ten routes con¬ 
verge (2 B&O, 2 C&O, 2 N&W, the remainder are Penn 
Central). Two local PC routes, also under study in this 
Report, are accessible via Columbus—the Western 
Branch toward Charleston. W. Vn. and the Camp 
Chase Secondary Track to Lilly Chapel. At Centerburg, 
this line intersects the PC Thurston Secondary Track, 
which is also under study in this Report. This line ex¬ 
cept for a short portion near Columbus was described 
as potentially excess in the U.S. DOT Report (see Zones 
97 and 103). 
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Traffic and Operating Information 


Station# (with their 1973 carload#> wired by thl# line: 
Rat —- 

Westerville ----—- 


1.782 

13 

10 

190 

448 

83 

£15 

277 


Total carload# Rene rated by the line —-- 

Average carload# per week - 

Average carload# per mile - 

Average carload* per train - 

1973 operating information: 

Number of round trip# per year —-- 

Estimated time per round trip (hour#) - 

IxK*omotive horsepower —-— --- 

Train crew size- 


8,018 
58.0 
74.5 
10.1 

300 

7 

2, 400 
5 


* Includes only traffic on segment. 


Information Provided by RSPO, Shippers, Govtmmtnf 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
Cellar Lumber felt that a switch to truck would close 
or curtail their business. PPG said trucking could not 
substitute for rail in hauling raw materials. Tnbound 
sand to PPG is received from Howard, Ohio on Line 
No. 478a. 


PORTION OF EASTERN BRANCH 
USRA Line No. 481/482 
Penn Central 


PC to Toledo- 


PORTION OF EASTERN 
BRANCH. PC 30 

B&0 to Chicago 

Poston a 
N&ft to Chicago 
C&0 to Columbus 


C&D 

Toledo NAP to Sandusky 



Kenton 


This portion of the Eastern Branch, formerly part of 
the New York Central Railroad, extends from Luc)u y 
(Milepost 15.8), to Berwick , Ohio (Milepost 46i), i 
distance of 304 tni/cs, in Wood and Seneca ( ounlifc, 
Ohio. This line continues northward to Toledo and 
southward to Kenton. The southern continuation, the | 
Thurston Secondary’ Track (to Bucyrus) and the San¬ 
dusky Secondary Track (to Clyde), which intersect the 
line at Berwick, are all under study in this Report. At 
Fostoria, the N4W Chicago-Cleveland. B<V<) t hicagH 
Pittsburgh and the CAO Columbus Toledo lines ®**| 
This line was described as potentially excess in the 1 .>• 
DOT Report (See Zones 100 and 113). 


Information for Lino Retention Decision 

Revenue received by PC ---— $838,122 

Average revenue per carload - $278 


Variable (avoidable) coat of continued 
oervlce: 

Cost Incurred on the branch line - 498.107 

Coat of upgrading branch line to FRA 
Cla## I: (1/10 of total upgrading 

coat) _—- 0 

Cowt Incurred beyond the branch line _ 414.043 


Total variable (avoidable) coat- 912,810 


Net contribution (loss) : total - (74.088) 

Average per carload _-___ (25) 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 m.p.h.). Al¬ 
though service to this line generates a loss, a 17 |>ercent 
increase in t raffic or a 9 percent rate increase above 1973 
levels would enable financial self-sufficiency. 

Recommendation 

It is recommended that this portion of the Mt. Vernon 
Secondary Track be included in the ConRail System. 


Traffic and Operating Information 

Station# (with tbelr 1973 carload#) served by thl# Une: 


Pembervllle-— 

Fostoria----- 

New Rlegel- 

Berwick_*—*- 


11 

If 

M 

l 


in] 
25 . • 
5.21 


1»! 

I 

1.730 

4 


Total carload# generated by the line . 

Average carload* per week --—-- 

Average carloads per mile - 

Average carload# per train - 

1973 operating Information : 

Number of round trip# per year - 

Estimated time per round trip (hour#) - 

Locomotive horsepower —-—-—————- 

Train crew sloe (people)-- 

Information Provided by RSPO, Shipp***, Gove 

A9endef ted bfl 

Information provided at the hearings condu .j 

the Rail Services Planning Office as ref!*** 
reports entitled “The Public Response to t v 
of Transportation’s Rail Service Rep 01 "* irv :n e F> 
American Oil is located at Berwick. on the j 

vator no longer uses the PC, but has am * 

Chessic. 
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Information for Line Retention Decision 

Kprftttn* received by Penn Ceutrnl - $312,658 

irertge revenue per carload - $398 

Variable (avoidable) cost of continued 

sendee 

r.'fti Incurred on the branch line.. _ 259, 741 

Coat of upgrading branch line to FRA 
Class I (1/10 of total upgrading 

cost i...—- 0 

Cost Incurred beyond the branch line.... 100 , 737 


Total variable (avoidable) cost_ 426,478 


JCftcontribution (low) : total___(113,820) 

Avail* per airload___—_ (145) 

This line w ould require no upgrading to meet the re¬ 
quirement of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). 


Branch of the PC. At Forest, the PC Pittsburgh-Chi- 
cago Line crosses. At Carey the C&O Toledo-Coiumbos 
line and the AC&Y RR Main Line intersect. At Berwick 
the line continues northward to Lackey (a line also 
under study in this Report ) and also connects with the 
PC Sandusky Secondary Track to Clyde and the PC 
Thurston Secondary Track to Bucyrus, both also under 
study in this Report. This line was described as po¬ 
tentially excess in the U.S. DOT Report (see Zones 
110 and 112). 

Traffic and Operating Information 

Station* (with their 1973 carload*) served by this line: 


Carey - 5,327 

Wharton _____ 4 

Forest _ 3 

Patterson ___ 22 

McVittys - $48 

Grants _ 41 


Preliminary Recommendation 

It is not recommended that this portion of the East¬ 
ern Branch be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
** levels, this line generates an annual excess financial 
burden amounting to $113,820 or $145 per carload. Re- 
«vm of costs would require approximately a 75 per- 
increase in traffic or a 35 percent rate increase over 
tWl973 levels. 


PORTION OF EASTERN BRANCH 
USRA Line No. 483 
Penn Central 


C$0 Toledo- # 

Columbus—4 • 
Line 


>•••• 


Pittsburgh 
Line - 


KENTOnT.. 


PC to Luckcy 
and Toledo 


BERWICK 

^ 4 'PC to Bucyrus 
4—• A CAY Ham Line 



—PORTION OF PC 
■ EASTERN BRANCH 


Chicago-! ersey C»ty 
El Line 


^4-PC Toledo-Columbus Line 


0 f,i ^ K>r ^ ,0n °f the Eastern Branch, formerly part 
m, ^ e;v ^ f>r k Central RR, extends from Ktrtrick 
*° Bruton. Ohio , (Milepost 74.1), n 
mite*, in Seneca, Wyandot and Hanlin 
7° hifv Kenton, this line intersects the Main 
Erie Lackawanna Ry. and the Western 


Total carloed« generated by the line_6.245 

Average carloads per week____]20 .1 

Average carloads per mile_ 223.8 

Average carloads per train___ 20. 8 

1973 operating Information: 

Number of round trips per year_ 300 

Estimated time per round trip (hours)___ g.0 

Locomotive horsepower_ 2,250 

Train crew size _ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
M. A. Hogan Elevator. Inc,, estimated 51 carloads and 
projected 155-205 carloads. This company’s rail use 
declined in 1973 due to poor weather conditions and 
poor rail service (PC staff also reported outbound traf¬ 
fic would increase if cars were available). The Boich 
Lime and Coal Company at McVittys (not. on patron 
list) operates a high quality Dolomite limestone quarry 
which has a life expectancy of 50 years. 

Information for Line Retention Decision 


Revenue received by PC_$ 1 , 837,160 

Average revenue per carload_ $294 

Variable (avoidable) coat of continued 
service: 

Coat Incurred on the branch line_ 412. 478 

Ccwit of upgrading brunch line to FRA 
ClnKii 1 ( 1/10 of total upgrading 

coat)- 45.012 

Coat Incurred beyond the branch line.. 1,087. 274 


Total variable (avoidable) coat_ 1.545,364 


Net contribution (Joes) : Total_ 291.796 

Average per carload----- 47 
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This lint* would require upgrading to meet the re¬ 
quirement- of the Federal Railroad Administration's 
minimum safety standards (Class 1 track, which has 
a maximum safe operating speed of 10 mph). lias^jd uti 
available information, this upgrading would include 
the replacement of a total of 0.400 crossties (an average 
of *220 crossties per mile). 

Recommendation 

It is recommended that this jmrtion of the Eastern 
Branch be included in (be ConRail System. 


PORTION OF THURSTON SECONDARY TRACK 
USRA Line No. 485 


Information for Line Retention Decision 

This line is only used to serve the traffic generated on 
1SRA Line Segment 485a. The construction of« coo- 
nection at Bucyrus will eliminate the need for this lint 

Preliminary Recommendation 

It is not recommended that this portion of the Thur¬ 
ston Secondary Track be included in the ConR&il 
System. 

PORTION, THURSTON SECONDARY TRACK 
USRA Line No. 485a 
Penn Central 


Penn Central 


PC to Toledo 


7 



A CAY Main Line 


PORTION OF 
THURSTON 
SECONDARY 
TRACK. PC 


PC to Bucyrus 


7 ' 


# 

This portion of the Thurston Secondary Track, 
formerly part of the New York Central RR, extends 
from Berwick (Milepost 46.0), to Spore, Ohio (Mile¬ 
post 62.0) * a distance of 16S) miles, in Crawford, Wyan¬ 
dot and Seneca Counties, Ohio. All three Penn Central 
connections at Berwick to Kenton, Clyde and 1 oledo 
are under study in this Report, as is this line’s southern 
extension from Spore to Bucyrus. Penn Central applied 
to abandon this line (ICC Docket # AB-5 Sub. 41). 
This application was approved in June, 1973; however, 
tracks will not lx* removed until a connection is con¬ 
structed at Bucyrus linking the lower portion of the 
Thurston Secondary Track to the PC Pittsburgh- 
Chicago line. This line was not shown in the U.S. DOT 
Report (see Zones 100 and 112). 


Information Provided by R5PO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
‘‘The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” 


PORTION. PC \ 
THURSTON 
SECONDARY 
TRACK 

6 . 


PC to Berwick 

N&W to Sandusky 
(PC has Trackage 
Carrothersl 


'k SPORE A ;PC hM T ' ick, ' < 
1Y j* ^Rights to Carrothf 

*\ .* r—- PC Pittsburgh- 

4 miles—►V.* ! Chi cajo Line 

• BUCYRUS 


•4—N&W to Columbus 


This portion of the Thurston Secondary Track, for¬ 
merly part of the New York Central RR. extends from 
Spore (Milepost 62.9) to Bucyrus. Ohio (Milepost 
69.3), a distance of 6*4 miles, in Crawford County. Ohio. 
The northern extension of this line, from Spore to Ber¬ 
wick is also under study in this report. At Bucyrus the 
NAW Columbus-Sanduaky line (over which die Fd»» 
trackage rights to Carrothers) and Penn Central’* hrif 
between Pittsburgh and Chicago meet. PC has applied 
to abandon the Spore-Berwick line (ICC Docket 
AB-5 Sub. 41). This application was approved in Juoe 
1973; however, tracks will not be removed until * lV)n 
nection is constructed at Bucyrus to the P( Pitts >urg 
Chicago line. This line was not described as potent u J 
excess in the U.S. DOT Report (see Zone 112b 

TroflRc and Operating Information 

Stations (with their 1975 carloads) ******* flL 4 ^ 
line: Spore ---- --— 


Total carloads generated by the tine——. 

Average car Ion (In per week----- 

Average carloads per mile--- - i3lX 

Average carloads per train.. -- 

1975 operating Information: 3# 

Number of round irlp* per year- ±0 

Kxtimated time per round trip (hours)- j.Ttt 

liocomotlve horsepower--- 5 

Train crew siie---- - 
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foforffloh’on Provided by RSPO, Shippers, Government 

Agencies 

No information was provided at the hearings con¬ 
ducted by the Rail Service Planning Office as reflected 
i# their reports entitled “The Public Response to the 
Secretary of Transportat ion’s Rail Service Report”. 

Informoticn for Line Retention Decision 

Bitfow* received by PC - $1,104.068 

Irrrtp? revenue per carload - $200 

Variable {avoidable) coat of contlnned 
ferric*: 

Cert torarm! ou the branch line _ 140. 630 

Cort of upgrading branch line to FRA 
Can I: 11/10 of total upgrading 

Cert lacurml t>eyond the branch line _ 748,469 


Total variable (avoidable) coat. 


SO contribution (loan): total_ 

Amur per carload_ 


889,000 


- 304.973 

- 66 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I trade, which has a 
DAximum safe operating speed of 10 mph). 

Irtommendohon 

It * recommended that this portion of the Thurston 
fccofidarv Track be included in the ConRail System. 


PORTION OF THE THURSTON SECONDARY 
TRACK 

USRA Line No. 487 
Penn Central 

r PC Cleveland- 
\ Columbus Line 


^PORTION OF THURSTON 
SECONDARY TRACK. PC 


EDISON ^ /~rQ\ 
tWSON^/ $E( 

*\ ▼ Mount Gilead 

-i mil** \ ^ 

\ 


311 


Centerburf 



PC Columbus- 
Holmesville Line 


fkh . 

[^ le Thurston Secondary Track for- 
thp New York Central RR, extends from 
‘ 1 *P°8t 87.2) to Johnstown, Ohio (Milepost 
Irttplp L<taace °f 32.1 miles, in Morrow, Knox, and 
»iri Ohio. At Edison this route connects 

^ < lc 'eland-Cohnnbus-Main Line, and at 


\4“PC to Heath, now 
out of service 


Centerburg, this line crosses the PC Mount Vernon Sec¬ 
ondary Track, which is also under study in this Report. 
Penn Central filed to abandon the entire srtetch of the 
Thurston Secondary Track between Mt. Gilead and 1 
Heath (ICC Docket No. AB-5, Sub. 62). In August 
1974 PC applied to the U.S. Railway Association for the 
same (Docket No. 75—14). No action has been taken on 
either request. This line was described as potentially 
excess in the U.S. DOT Report (see Zones 97, 102 and 
112 ), 

Traffic and Operating Information 


Stations (with their 1973 carload*) served by this line: 

Mount Gilead_ 88 

Fulton_ 63 

Marengo_ 0 

Croton_ 7 

Johnstown ...._ 76 


Total carloads generated by theMinos_ 232 

Average carloads per week___ 4. 5 

Average carloads per mile_ 7.2 

Avemge carloads per train___ 2.3 

1973 operating information: 

Number of round trljw per year___ 100 

Estimated time per round trip (hours)_ 7.0 

Locomotive horsepower_-__ 1 , 750 

Train crew sloe_ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office os reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
the track lias been out of* service south of Johnstown 
since 1971 due to a culvert washout. The Fulton Eleva¬ 
tor Co. projected 5 to 15 cars of business. Snyder Milling 
Service of Marengo cited 69 cars of grain business in 
1973 and projected 100 carloads. Hydraulic Press Mfg. 
Co. at Mt. Gilead cited their need for rail service in 
order to move 150 ton shipments of heavy machines. 
They cited 23 carloads of business in 1973, but projected 
no growth. Snyder’s Milling Service claimed that rail 
cars ordered from PC on Februury 13, 1973, were not 
received at its siding until June 18, i973. 

Information for Line Retention Decision 


Revenue received by PC_$122,428 

Average revenue per carload_ $528 

Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch line_ 266,863 

Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading cost) 37,384 
Cost Incurred beyond the branch line_ 52. 667 


Total variable (avoidable) cost_ 356,914 


Net contribution (loss): total__ (234,486) 

Average per carload___ (1, 011) 
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This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class 1 track, which has 
a maximum safe operating speed of 10 m.pji.). Based on 
available information, this upgrading would include 
the replacement of a total of 4,388 crossties (an average 
of 137 crossties per mile). 

Recommendation 

It is recommended that the portion of the Thurston 
Secondary Track from Milepost 87.2 to Milepost 89.0 
be included in the ConRail System. 

Preliminary Recommendation 

It is not recommended that the portion of the Thurs¬ 
ton Secondary Track from Milepost 89.0 to Milepost 
119.3 lx* included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial bur¬ 
den amounting to $234,486 or $ 1,011 per carload. Re¬ 
covery of casts would require approximately a 335 per¬ 
cent increase in traffic or a 190 percent rate increase over 
the 1973 levels. 

PORTION OF THURSTON SECONDARY TRACK 
USRA Line No. 488 
Penn Central 


\ 4 - - PC to Edison 

\ 

> GRANVILLE 

PORTION OF THURSTON 
5.0 miles *| SECONDARY TRACK. PC 


t 

PC-B&O Joint 
to Columbus 


> HEATH 


PC-BAO Joint 
to Newark 


PC to Thurston 


This portion of the Thurston Secondary Track, 
formerly part of the New York Central RR, extends 
from near Granville (Milepost 128.0) to Heath . Ohio 
(Milepost 133.0), a distance of 5.0 mite*, in Licking 
County, Ohio. The joint line of the Penn Central and the 
mO running between Columbus and Newark passes 
through Heath. The Thurston Secondary Track con¬ 
tinues south from Heath, which line is also under study 
in this report. In July 1972, the Penn Central filed to 
abandon the entire stretch of the Thurston Secondary 
Track between Mt. Gilead and Heath (ICC Docket No. 
AB- 5 , Sub. 62). The PC has also applied to the IJ.S. 


Railway Association for permission to abandon this lit* 
(Docket No. 75-9). No final action has been taken ot 
either application. This line was described as i m >teutially 
excess in the U.S. DOT Report (set* Zone 02). 

Traffic and Operating Information 

Statloius (with their 1973 carloads) served by ttii- line: 
Granville _—-—- - T2 


Total carloads generated by the line - 72 

Average carloads per week - 1.4 

Average carloads per mile -—- — 114 

Average carloads per train —-— -—--LA 

1973 operating information : 

Number of round trip* per year - - 40 

Estimated time per round trip (hours) -— -- 2A 

Locomotive horsepower,^,, .——--L 200 

Train crew rise - — 4 


Information Provided by RSPO r Shippers, Government 
Agencies 

No information was provided ut the I ion rings con¬ 
ducted by the Rail Services Planning Office as reflected 
in their reports entitled “The Public Response to tk 
Secretary of Transportation^ Rail Service Report 

Information for Line Retention Decision 


Revenue received by PC ---— $20.0*) 

Average revenue per carload -- 

Variable (avoidable) coat of continued 
service: 

Coat incurred on the branch line - 41.9*4 

Coat of upgrading branch line to KRA 
Claim I: (1/10 of total upgrading cost)- 4.342 
Coat incurred beyond the branch line -19. 

Total variable (avoidable) coat - 


Net contribution (lews) : total - 

Average per carload -- 

This lino would require* upgrading <h .' 

requirements of the Federal Railroad Adhiinistr* i n 
minimum safety standards (Class 1 track " l ^ l Jj on 
maximum safe operating speed of 10 ni.p.L )- * . 

available information, this upgrading wou ' 
the replacement of a total of 684 crossties un a 
of 137crossties per mile)* 


Preliminary Recommendation 

It is not recommended that this portion ^ <vsten J 
ton Secondary Track be included in the t 0,1 kfl . mil 
Continued operation of this Iiw* wou 1 ^73 traffic] 

service continuation subsidy, Undei 1 u ^nual 
revenue and exist levels, this lino geo* rn * ^ or 
excess financial burden amounting t° ^ ’ ap pn^i* 
per carhmd. Recovery of costs \voul< n< i u ^ ^rtent 
nmtely a four-fold increase in traflf ,M 
rate increase over the 1973 level. 
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Z&W RUNNING TRACK 
USRA Line No. 490 


Penn Central 


I 

| PC t* Gallon 

I*"" 


• I 


To Ncwirk 




-*-4 


DAO RR 

i 


PC Co Zonesviflo 

THURSTOH GloofordCLA^ROCK^ 

^ ” \ 

Hil*s - T \ 

j PORTION. UR RUNNING TRACK. PC \ PC to Gookmll. 
|« PC » Coming to 


|l-16.1 


His portion of the Z&W Running Track, formerly 
put of the New York Central RR. extend* from Gla*» 
Rod (Milepost 43.6) to T hunt on (Milepost 28.8), a 
dsunce of 16J8 milct. in Perry and Fairfield Counties, 
Ohia At Thurston, Ohio this line connects with PC 
• ; **i “II under study, to Corning, to Columbus, and 
Culion; nf Glass Rock with PC line under study to 
luJtonham and thence to Zanesville and Crooksville, 
( feio (all under study). The B&O crosses this line at 
Ihlser. This line was described as potentially excess in 
DOT Report (see Zone 102). 


Wormotion Provided by RSPO, Shippers, Government 

Agencies 

No specific infonnation concerning this line was pro- 
"iM at the hearings conducted by the Rail Services 
nanning Office as reflected in their reports entitled 
Public Response to the Secretary of Transpor- 
’ations Rail Service Report”. 

Wermofion (or Line Retention Decision 

_ 2**® *' nt ‘ does not directly serve any shippers. It is 
a '' a " ov erhead line between segments 493 and 692. 
^ preliminary recommendation for both of these 
th «y nof be included in the ConRail System. 

Tninory Recommendation 

h is not recommended that this portion of the Z&W 
Um,n * * r8c * t ^ included in the ConRail System. 


EAST COLUMBUS BRANCH 
USRA Line No. 491 
Penn Central 

•'•~Yori *, Brandy formerly part of Ihe 

til to/r'‘ < r t . ral RR > ext««ds from Truro (Milepost 
4i:. ,.X' Ohio (Milepost 1 . 0 ) a distance 

^joins*! . r>/ - ™ llkRn f <»'»dy, Ohio. At Truro this 
; r t * ' Branch, which is also under 

‘'"Port from IVuro. eastward. At East 


Columbus, the joint B&O/Pcnn Central line from Co¬ 
lumbus to Newark, Ohio crosses at grade. This line was 


PC Western 
Branch 
Columbus- 
Thurston 


joint PC-B&O 
Line Columbus- 



described as potentially excess in the U. S. DOT Report 
(see Zone 103). 


Traffic and Operating Information 

Station* (with their 1973 carloads served by this line: 
Columbus 1 _*_ 180 


Total carloads generated by the line _ 180 

Average carloads per week _ 3. 5 

Average carloads per mile _ 46, 2 

Average carloads per train _ 3. 5 

1973 operating information: 

Number of round trips per year _ 52 

Estimated tJme per round trip (hours) _ 4.0 

Locomotive horsepower _ 1, 200 

Train crew sire _ 5 

* Include* only traffic an Mxment. 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
u The Public Response to the Secretary of Transporta¬ 
tion s Rail Service Report.” 

Information for Line Retention Decision 


Revenues received by PC ___ $49,043 

Average revenue tier carload _ $272 


Variable (avoidable) cost of continued 
service : 

Cost incurred on the branch line _ 47, 686 

Coat of upgrading branch line to FRA 

Class 1 : 1 1/10 of total upgrading cost) _ 4, 253 

Coat incurred beyond the branch line . 32. 922 


Total variable (avoidable) cost.. _ 84,861 


Net contribution (loss): total__(35,818) 

Average per carload_ (190) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety stundurds (Class I track, which has 
a maximum safe operating s|)ced of 10 mph). Based 
on available information, this upgrading would in¬ 
clude the replacement of a total of 526 crossties (an 
average of 135 crossties |>er mile). 
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Preliminary Recommendation 

It is not recommended that this portion of the East 
Columbus Branch bo included in the ConR&il System. 
Continued operation of this line would require a rail 
service continuation subsidy. Under 1973 traffic, rev¬ 
enue and cost levels, this line generated an annual ex¬ 
cess financial burden amounting to $35,818 or $199 
per carload. Recovery of costs would require approxi¬ 
mately a 220 percent increase in traffic or a 73 percent 
rate increase over the 1973 levels. 


WESTERN BRANCH 
USRA Line No. 493 
Penn Central 


PC to Scioto 
and Toledo 

TRURO 


^ PC to East 
I Columbus 



Thurston / 
_ * 


PC Morrow 
Secondary 
Track 


PC to 

"If Glass Rock 

PORTION OF 
WESTERN 

BREMEN R BRAMCH ' PC 
N PC to 

New Lexington 


'H. It POR 


This portion of the Western Branch, formerly part 
of the New York Central Rlt. extends from Truro 
(Milepost 141.2) to Rrtmen (Milepost 173.8), a dis¬ 
tance. of S2M mite#* in Franklin and Fairfield Counties, 
Ohio. This line connects with PCs East Columbus- 
Truro Branch at Truro (E. Columbus Branch) and the 
Thurston Secondary Track and Z&W Running Tracks 
at Thurston, and the Morrow Secondary Track at 
Bremen. From Truro, the Western Branch extends 
to Columbus and Toledo. From Bremen it extends to 
New Lexington and Hobson. The line was described as 
potentially excess in the U.S. DOT Report (sec* Zones 
102 & 103). 

Traffic and Operating Information 

Station* (with their 1073 carloads) served by this line: 
Columbus 1 _—--- 4S1 

Pickcrlngton _ *1 

Baltimore _-_—- 1.405 

Thurston - 29 

Bremen __~_ 35 


Total carloads generated by the line - 

Average carloads per week ---- 

Average carloads per mile - 

Average carloads per train --*- 

1973 operating information : 

Number of round trips per year _-_ 

Estimated time per round trip (hours) __ 

Locomotive horsepower _—- 

Train crew Rise - 

1 Include* only traffic on segment. 


1.95S 
37.7 
GO 1 

&r» 

230 

9 

1 . 200 
5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to t lie Secretin 
of Transportation’s Rail Service Report” indicatedthit 
Crown Zellcrbach at Baltimore shipped 1411 ears in 
1972. They estimate they would lose one-third of their 
business if this line were abandoned. 

Information for Line Retention Decision 

Revenue received by PC --—-- Wdl.SIt 

Average revenue per carload --- $2*7 

Variable (avoidable) cost of continued 
service: 

Coat incurred on the branch line.-.-401, Oiu 

Cost of upgrading brunch line to FRA 

Class I: (1/10of total upgrading cost)- 0 

Cost incurred beyond the branch line - 335, 230 


Total variable (avoidable) cost —-- 73^274 

Net contribution (loss) : total --- (174,757 1 

Average per carload - (W 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration^ 
minimum safety standards (Class I track, which hast 
maximum safe operating speed of 10 mph). 

Preliminary Recommendation 

It is not recommended that this portion of the West¬ 
ern Branch bo included in the ConRail System, (or* 
tinued oj>ertttioii of this line would require a rail 
continuation subsidy. Under 1973 traffic, revenue m 
cost levels, this line generates an annual excess finauci 
burden amounting to $174,757 or $89 per carload. 
cry of costs would require approximately a 75 perci^ 
increase in traffic or a 30 percent rate increase over t 
1973 levels. 


ARMITAGE-ATHENS 
USRA Line No. 494 
Penn Central 


PC to 

New Lexington 

vB 

PC TRACKAGE , ARMITArF 
RIGHTS P urD - ^ ARMlIAfcfc 


C&0 RY 


SvER \,4 ARMITAGI 

r 4- 1.3 miles 

• • ••••*•4* ••••••• • 


ATHENS 


/ PC to Kxnauga 
\ 


B30 Pjgkersburr 

_Cincinnati 

Ma'n Line 


These trackage rights over the Chesap^ 1 ^ 
Ry, extend from Armitogt (Milepost 74 * N 
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(j\io (Milepost 76.0), a distance of JJ miles, in Athens 
County, Ohio. This line links upper segments of the old 
Xc* York Central line from Central Ohio to Wast Vir- 
{inii with the city of Athens. Both segments of the Penn 
Central line, north from Armitage and south to 
Kmuga nnd Charleston. West Virginia are also under 
grady in this Rej^ort. The main line of the BAG passes 
through Athens. The CAO Branch of which this seg¬ 
ment was originally a part, was tom up some years ago. 
The ICC has approved CAO’s application to abandon 
but track removal awaits the approval of a Penn Central 
ihudonment petition. This line was not described as 
potentially excess in the U.S. DOT Report (see Zone 
1(4). 

(•formation for Line Retention Decision 

This line is only PC trackage rights over a CAO line 
which has l*oen approved for abandonment. 

htliminory Recommendation 

Ii is not recommended that trackage rights over this 
portion of the CAO 1 k» included in the ConRail System. 


PORTION OF MORROW SECONDARY TRACK 
USRA line No. 496/496A 
Penn Central 


CiOliUM . 

CIRCLEVILLE 


p C to Cincinnati * 


PORTION OF MORROW 
SECONDARY TRACK. PC 



BREMEN 


CAO-►; 

Columbus* • 
Gmllipolis 


portion of the Morrow Secondary Track, for- 
® fr *> part of the Pennsylvania RR. extends from 
(Milepost 49.9) to CireleviUt, Ohio (Milepost 
•* * dint*** of 31 £ miles, in Pickaway and Fairfield 
^****j*« Ohio. This line crosses the N&W at Circleville. 
tii ^! 1 * ^ nl Ijineastor. The Penn Central connee- 
are under consideration in this Report, These in- 
cia*' f ^ •stern extension of this line toward Cin- 
’’ an< * 'he Western Rranch from Bremen north 
' P ’ , ° n a,u ^ south to Connnp. This line, except for 
*rilihT 10n ^ r0 * n ^ re,,len to Circleville, was not de- 
I Jr * P°'ontiany excess in the U.S. DOT Reixirt 
**Tories 102 and 103 ). 


Traffic and Operating Information 

Stations (with their 11*73 carload*) served by this line: 

Lancaster __ 833 

Amanda _..._____ 30 

Stoutsville _ 24 

Circleville ___ 5, 338 

Bremen * _ 55 


Total carload* venerated by the line_ 6,378 

Average carload* per week _ 123 

Average carload* per mile _ 204 

Average carloads per train _ 23, 2 

1973 operating information : 

Nil ml >er of round trip* per year ___ 275 

Estimated time per round trip (hours)_ 12 

Locomotive horsepower ___ 3,500 

Train crew else___ 5 

1 Include* onlj traffic on Mjrment, 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” by the Lan¬ 
caster Chamber of Commerce indicated that 33 percent 
of the total jobs in Baltimore, Ohio, would be eliminated 
if rail service is terminated. Columbia Cement claimed 
2,200 outbound shipments of cars with estimated reve¬ 
nue to PC at $1.1 million westbound to Thurston and 
south to Nitro, West Virginia. 

Information for Lino Retention Decision 


Revenue received by PC___... $1, 644.524 

Average revenue per carload__ $256 


Variable (avoidable) coot of continued 
service: 

Coat incurred on the branch line_ 589, 211 

Coat of upgrading branch line to 
FRA Class 1 (1/10 of total upgrad¬ 
ing coat)---- 34, 037 

Coat incurred beyond the branch 
line_ 1.360,918 


Total variable (Avoidable) coat. 1.784,198 


Net contribution (lots): total_ (139,672) 

Average per carload_ (22) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track which has a 
maximum safe pperating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 44212 crossties (an average 
of 135 crosstics per mile). 

Service to this line must be provided via Segment 
640 which would increase the loss. 
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Preliminary Recommendation 

It is not recommended that this portion of the Morrow 
Secondary Track be included in the ConRail System. 

The heavy traffic on the line indicates that the possi¬ 
bilities for increased rates to achieve viability should be 
explored before preparation of the final recommenda¬ 
tion. 


PORTION OF ZANESVILLE SECONDARY 
TRACK 

USRA Line No. 496c 


PC We*tem 
Branch to Bremen 

\ MEW LEXINGTON 

_i-,- 

PC Western - *\ 

Branch to Comin( \ 


Penn Central 

/ 

ZANESVILLE / *"PCto 

SECONDARY TRACK .PC/ F u | t0 nham 

i _ J 


t CROOKSVILLE f 

or 7*. 


S.6 miles 


PC to Zanesville 


This portion of the Zanesville Secondaiy Track, for¬ 
merly part of the Pennsylvania RR. extends from 
CrooksvUle (Milepost 29.0) to New Lexington (Mile¬ 
post 38.3), a distance of 9J miles, in Perry County, 
Ohio. This line connects with PC’s Western Branch at 
New Lexington and the Crooksville Running Track at 
Crooksville, both of which are under study in this Re¬ 
port. This line continues from Crooksville to Zanesville. 
This line was not described as potentially excess in the 
U.S. IX)T Report (see Zone 102). 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

New Lexington___„_ 409 

Crooakvllle__ 228 


Total carloads generated by the line - 637 

Average carloads per week _ 12.3 

Average carloads per mile --— 74.1 

Average carloads per train ___ 2.7 

1973 operating Information : 

Number of round trips per year ... . _ 240 

Estimated time per round trip (hours)_ 6 

Locomotive horsepower _ 3.500 

Train crew fdse _ 5 

Information Provided by RSPO, Shippers, Government 
Agencies 


Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation*8 Rail Service Report” indicated that 
the Monsanto Company estimated 85 to 115 carloads in 
1973. Mayor James Cannon stated plans for a Crooks¬ 
ville Industrial Park could bring additional tonnage 
to this line. Hull Pottery Co. estimated 111 carloads in 
1973 and Elliot Lumber estimated 12 carloads in 1973. 


Information for Line Retention Decision 

Revenue received by PC-$101.1(4 

Average revenue per carload- $300 

Variable (avoidable> coat of continued 
service: 

Cost incurred on the branch line- 182.433 

Cost of upgrading branch line to FRA 

Class I < 1/10 of total upgrading coat) __ 18,132 
Coat Incurred beyond the branch line-144.950 

Total variable (avoidable) coat- 345.521 

Net contribution (loss): Total-- <151,4171 

Average per carload- (242) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which his i 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include the 
replacement of a total of 3,314 crossties (an average of 
356 crossties per mile). 

Although this line generates a loss, it is required to 
serve USRA Segment 513/513a which generated a net 
contribution of $211,650. 

Recommendation 

It is recommended that this portion of the Zanefi* 
ville Secondary Track be included in the ConRail Sys¬ 
tem. 


PORTION OF MORROW SECONDARY TRACK 
USRA Line No. 497/498/498a 
Penn Central 


PC It Xwwia 


Cmrt Hew we 

\ M0 Uftif 

Oitliicw»e Lmm , # 

/ ^ # # 


c *0 «»» 

Cel****'*"* ' r * f1 * 4 



Janet we / * t 

L *40 <• 

*■ PC lw OM m4 Ceec«WM 
C-eoeweto 



oftatmit 


PORTION OF HOMO* 
iCCONOARV TRACI K 


This portion of the Morrow Second ft n Tra k 
formerly part of the Pennsylvania RR. °* ten '' . ^ 
CirrkriUe (Milepost 81.1) to .Vonwr. 

148.9), a distance of 67.8 miU*. in Pickaway, 
Clinton, and Fayette Counties. Ohio. This s * 
extension, to Bremen, is also under study in ’ >> o 
Between Washington Court House and 1 n . ^ 
(19.3 miles) the Penn Central has trao 
over the B&O Columbus-Cincinnati Une? . lsoun <kr 
Penn Central lines from Cincinnati to Xenia, ^ 

study in this Report, converge. At Was inpt ^ 
1 louse, a BAG line from Xenia to Chilhco 
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DTAI Main Line cross. At Circleville, the N&W line 
nirninjT from Columbus to West Virginia points con- 
In August 1972. Penn Central filed a petition to 
ikndon the part of this line between Wilmington and 
Clirksville and to abandon Penn Central service over 
B40 trackage rights between Wilmington and Wash¬ 
ington Court House. (ICC Docket No. AB-5, Sub. 80.) 
In August 1974, the PC made similar application to the 
PS.Railway Association (Docket No. 75-35). This line 
ns described as potentially excess in the U.S. DOT 
Report (see Zones 103 and 105). 

Traffic end Operating Information 

Sink** (with their 1973 carloads) served by this line: 


William^* ft -----— - - - -- 60 

Sm Holland___ 10 

WublnjcKui Court House -- 441 

Site*. 114 

Kdrtn_ 3 

WBttln&ton _ 96 

OutaTlHe ___ 1,015 


Total airloads generated by the line - Z - 1, 809 

iwrifr carload* per week _-_....___ 34. 8 

earioadff j>er mile ____ 87. 8 

Atvrai* cirlottdR per train _ * 6. 0 

051opetitif»k' information: 

Xonber of round tripe per year _ 800 

EattnuiifHl time per round trip (hours) ___ 11.5 

locomotive horsepower_._...._ 1,750 

Tula crew wze___ _ _ _ 5 

Woimotion Provided by RSPO, Shippers, Government 

Agencies 


^formation provided at the hearing conducted by 
^ Rail Sen ices Planning Office as reflected in their 
sports entitled “The Public Response to the Secretary 
Transportation’s Rail Service Report” indicated that 
Nashington Court House area Chamber of Com* 
testified, PC, they say. serves four businesses that 
prater] 200 carloads in 1978. Wilmington Iron and 
^ Company says buyers of its produets will not 
trucked shipments. Champion Bridge claims 
tKleristit^ of their shipments (70 to 90 feet) pre* 
^Aipping by truck. 

Bolton for Line Retention Decision 

t rw'WviKj by PC.... *527.406 

^ revenue per carload_ *292 

^ * (avoidable) coot of continued 

•rriflfc • 

'&curr»*4 on the branch line_692,660 

^Prradlng branch tine to KRA 
^ of total upgrading 

L CWr— - 50,253 

»eurrtHl beyond the branch llne._ 237. 045 

V , 1 Ui v * rt *M* lavoldnblf) coat__ 979.968 

I ‘ u UrT^ Uti ' total- (382,552) 

^* e ^c 4r i^d- <ii*) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 6,347 crossties (an average of 
131 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Mor¬ 
row Secondary Track be included in the ConRail Sys¬ 
tem. Continued operation of this line would require a 
rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $352,552 or $195 
per carload. Recovery of costs would require approxi¬ 
mately a 120 percent increase in traffic or a 66 percent 
rate increase over the 1973 levels. 


DELAWARE RUNNING TRACK 
USRA Line No. 499a 
Penn Central 


C&0 Toledo* 
Columbus Line 


PORTION OF 
DELAWARE 
RUNNING 
TRACK PC 


SCIOTO 


1+ ! 5.2 miles 4^ 


a 

N4W Sandusky—* 
to Columbus 
Line 


PC to 

Cleveland-4/ 

/ 

D / 

W DELAWARE 

\ 9 
^ Jones 

i 
i 


. PC to 
Columbus 


This portion of the Delaware Running Track, form¬ 
erly part of the New York Central RR. extends from 
Delaware (Milepost 114.0) to Srioto y Ohio (Milepost 
119.2). a distance of 6£ in I)e!aware County, 

Ohio. The main lines of the Chesapeake & Ohio and the 
Norfolk & Western cross this branch witli the C&O 
crossing cast of Scioto and the NAW crossing at Dela¬ 
ware. At Delaware the Penn Central Cleveland to Cin¬ 
cinnati main line crosses, this portion of which is also 
under study in this Report. This line was described us 
potentially excess in the U.S. DOT Report (see Zone 
103). 


Troflfic and Operating Information 

Stations t with their 1973 carload*) nerved by thin line: 


Delaware___„_J, 129 

Sdoto_____ 318 


Total onriand* generated by the line. . _ 1.447 
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Average carload* per week--- 27. 8 

Average carloads per mile-— 278.3 

Average carload* per train---—- 5. 3 

1973 operating information: 

Number of round tripe per year-— 275 

Estimated time per round trip (hours)-- *L 5 

Locomotive horsepower---— It 750 

Train crew sire-- 5 

Information Provided by RSPO, Shippers, Government 
Agencies 


Information provided at the hearings conducted by 
(he Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secre¬ 
tary of Transportation’s Rail Service Report” indicated 
that tiie Delaware County Regional Planning Com¬ 
mission was in favor of Chessie assuming service over 
this line if it is not included in the ConRail System. 

Information for Line Retention Decision 

Revenue received by PC_ ---—-— $486,928 


Average revenue per carload. - $337 

Variable (avoidable) coat of continued 
service: 

Coat Incurred on the branch line - 207,009 

Coat of upgrading branch line to FRA 

Claim I (1/10 of total upgrading coat) 10,351 
Coat Incurred beyond the branch Une - 278, 699 


Total variable (avoidable) coat- 496,059 

Net contribution (loss) total-—- (9,131) 

Average per carload- (0) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 1,539 crossties (an average 
of 296 croesties per mile). 

Available information indicates that new industries 
on this line may generate an additional 2,500 carloads 
per year. 

Although this line generates a loss, a 4 percent increase 
in traffic or a 2 percent rate increase will enable financial 
self-sufficiency. 


post 128.5), a distance of ilJtniJts, in Franklin, Deli- 
ware and Morrow Counties, Ohio, This line is the former 
Cleveland-Cincinnati main line. The line runs via 


N&W Sandusky 
Columbus 


SIMS STATION 
Edison 


PC to Cleveland 


J 

• Paget | J 
Delaware ' E 

Jones | ~ 

GT0N f. 

/'• 

P r fra r A I. 


til 


Thurston 
Secondary 
Track, PC 


WORTHINGTON 


PORTION OF PC 
UNE GALI0N 
TO COLUMBUS VIA 
DELAWARE 


PC to Columbus 


Paget, Delaware and Jones; there is a direct PC track 
from Paget to Jones known as the Delaware Cut-Off, 
which is under study separately. At Edison, the Pf 
Thurston Secondary Track connects, and the 
Sandusky-Columbus line crosses at Delaware and 
Worthington. This line was described as potentially 
excess in the U.S. Department of Transportation Re 
port (see Zones 103 and 112). 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted hy 
the Rail Services Planning Office as reflected in their re 
ports entitled “The Public Response to the Secretary 0 
Transportation’s Rail Sendee Report” indicated that 
this line has potential as a passenger train mute * 
tween Cleveland, Columbus and Cincinnati. The D»'* 
ware Farmers Exchange Association indicated that t 
loss of rail service could make a million dollars wor * 
of plant facilities worthless. 

Information for Line Retention Decision 

This line is required for through freight 
therefore, local rail service will be provided to a 
pen? located on the line. 


Recommendation 

It is recommended that this portion of the Delaware 
Running Track be included in the ConRail System. 


Recommendation 

It is recommended that this portion of the (r,ilk>n 
Columbus line be included in the (’onRail >\ 


PORTION OF GALION-COLUMBUS UNE 
USRA Line No. 500 

• e 

Penn Central 

This portion of the (Julion Columbus Line, formerly 
part of the New York Central UR. extends from Sims 
Station (Milepost 87.2) to -Worthington* Ohio (Mile* 


PC TRACKAGE RIGHTS OVER N&W 
USRA Line No. 500o 

Colombus-Marion 

, , v-AVV Rv ^ T ' 0: '' 

These trackage rights over the >«» • 

Marion (Milepost 66.5) lo Columbus. 
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112.7) # distance of 46£ milet, in Franklin, Delaware 
in<i Marion Counties, Ohio. This line is part of Norfolk 
l Western’s through route from Sandusky to Colum- 

C&O to Toledo 


EL to Chicago \ 

Jr 


PCto litditftapolis -k / 

s r. 


. f / N&W to Bucyrus 
\+ I* (PC ha* Trackage Rights) 


PC-EL Joint 
Track to Galion 


• i 

EL to Dayton V ; ' i PC TRACKAGE RIGHTS 



Worthington 


PC to Toledo 

S 1 *- 

PCtoCkic T >^ : A p c to 

. \/X^ 

Buckeye Y ir d ' * 

to Indianapolis 


Holmes vi lie 

Joint BSO-PC 
to Newark, Ohic 


T / 

to Lilly Chapel ^ 
BSO to Cincinnati 


t N 


N&W to Portsmouth 
*^PC to Charleston 
C&O to Charleston 


COLUMBUS 

W' also lias trackage rights from Marion to 
There are six lines radiating from Marion and 
^ lines serv ing Columbus in addition to this N&W 
, is line was not shown in the D.S. DOT Report 

>** Zones 10# and 112 ). 

'"'••motion for U n « Retention Decision 

shippers on this line are served by the N&W. 
, u ,r “f ca 8 e nghts which allow it to use the line 
D'crhe&d route for through traffic. 

^ Ol »m*ndotion 

_ ^commended that the trackage rights over this 
0 1 " N&1V be retained by the ConRail System. 


PENN CENTRAL TRACKAGE RIGHTS OVER 
N&W RY. 

USRA Line No. 500b 
Bucyrus to Marion 



PC to Toledo 

Nf / 

\ \ 

PC toSenr.ck * N&N to Bellevue 
" d T °' t<fe / \ and S»n<h,sky 
T Carrothcrs 
BUCYRUS 

- 

PC to Pittsburgh 

* PC TRACKAGE RIGHTS 
OVER N&W RY 

PC-EL Joint 
Trackage to Galion 

v MARION 

N&W to Columbus (PC 
*• has Trackage Rights) 

\ 

C&O to Columbus 


This portion of the Norfolk & Western Ry., over 
which the former Pennsylvania RR had trackage rights, 
extends from Bucyrus (Milepost 48.6) to Marion, Ohio 
(Milepost 66.5), a distance of 17 If miles , in Crawford 
and Marion Counties, Ohio. This is a portion of the 
through Norfolk & Western Line between Sandusky and 
Columbus. PC also has trackage rights from Marion to 
Columbus. At Marion, three railroad lines cross; the 
Eric Lackawanna from Dayton and Chicago to Youngs¬ 
town, the Chesapeake & Ohio from Toledo to Columbus, 
and the Penn Central St. Louis-to-Clcvcland line. At 
Bucyrus the Pe.nn Central Pittsburgh-Chicago line con¬ 
nects as does a branch to Berwick and Toledo which is 
also under study in this report. This line was not shown 
in the U.S. DOT Report (see Zone 112). 


Information for Line Retention Decision 

The shippers on this line are served by the N&W. 
PC has trackage rights which allow it to use the line as 
an “overhead” route* 


Recommendation 

It is recommended that the trackage rights over this 
section of the N&W be retained by the ConRail System. 
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DELAWARE CUT-OFF 
USRA Line No. 501 
Penn Central 


PC to Cleveland 


PC Main Line 

Routing 

Via Delaware 

PC- 

DELAWARE 

CUTOFF 



4 PC to Cincinnati 


The Delaware Cut-Off, formerly part of the New* 
York Central RR, extends from Paget (Milepost 111.1), 
to Jones, Ohio (Milepost 117.1), a distance of 34 miles, 
in Delaware County, Ohio. The Penn Central's Cleve- 
land-to-Cincinnati line uses the routing from Paget to 
.[ones which runs around Delaware, Ohio. This branch 
is known as the Delaware Cut-off, and serves as a by¬ 
pass route for through trains not servicing shippers in 
Delaware. This line was descril>ed as potentially excess 
in the U.S. DOT Report (see Zone 103). 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information for this line was provided at 
the hearings conducted by the Rail Services Planning 
Office as reflected in their reports entitled “The Public 
Response to the Secretary of Transportation’s Rail 
Sendee Report.” 


Information for Line Retention Decision 

This line is required for through freight service, 
therefore local rail service will be provided to all ship¬ 
pers located on the line. 


Recommendation 

It is recommended that the Delaware Cut-Off be in¬ 
cluded in the ConRail System. 


ST. MARY’S SECONDARY TRACK 
USRA Line No. 502/503/504 
Penn Central 

The St. Mary s Secondary Track, formerly part of 
the New York Central RR, extends from Bettefontaine 
(Milepost 54.7), to St Mart/'s (Milepost 93.5), a dis¬ 


tance of 38Ji miles, in Logan and Auglai^ Counties, 
Ohio. This line branches off the Penn Centnlt 
St. Louia-Cleveland Main Line at Bellefonume wtart 
it also connects with a PC branch to Belle Cent re, which 


N&W to 
Fostoria 

V 

ST. MARY S .* 


ST. MARY S 

SECONDARY TRACK.PC 



• • mr SI ater i 

u 


N&W 
Frankfort 


N&W to 
Minster B&O Toledo 
Cincinnati 
Line 


Wapakoncta 



also is under study in this report, and with the PC line 
to Urbana and Springfield. Three other mi! roads eras 
this line; the Detroit-Toledo & Ironton at Slater, the 
Baltimore & Ohio at Wapakoncta and the Norfolk 4 
Western at St. Mary's. This line was descrilxxl as poten¬ 
tially excess in the U.S. DOT Report (see Zone 110). 
The PC has filed a petition to abandon this line (ICC 
Docket No. AIL-5, Sub. 08; USRA Docket No. 75-2S). 


Traffic and Operating Information 

Station* (with their 1973 carloads) served by thin line: 

Ktiftsells Point -------- 

Lake View _— 

Wnpakoneta _—-—-- 

Moulton ___—- 

8t Mary’s _• 

Lewlstown -____—-—-- 

Total carload* generated by the Hue. - 

Average carloads per week -* 

Average carload* per mlle_ 

Average carload* per truin. 

1973 operating information: 

Number of round trip* per year - 

Estimated time per round trip (hours) - 

Locomotive horsepower --- 

Train crew tdae -—- 


443 

&s] 


Information Provided by RSPO # Shippers, Governmt 
Agencies 

Information provided at the hearings ronductecl ^ j 
the Rail Services Planning Office, as reflected in ^ j 
reports entitled “Tbe Public Response 
of Transportation's Rail Service Report in li<at ^ 
Ainetek Westchester Plastic's Company a 1 ^ ^ j 

recently completed a $1.3 million plant ex P an8! °” 0<|( j s in 
mony indicated that Ametek shipped 720 ^ 

1973 although USRA shipper files indicate on ^ 
loads moved via PC. It appears that tin n,1 ‘ 3 
this traffic moved by the B&O. 
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Information for line Retention Decision 

R#renu£ received by PC-$116,128 

Awue revenue per carload- $262 

Viriabie (avoidable) cost of continued serv¬ 
ice: 

CoM Incurred on the brunch line-..... 319, 789 

C<*t of upgrading branch line to PKA 
CUus I (1/10 of total upgrading cost)— 57, 787 
CoM Incurred beyond the branch line- 76, 979 

Total variable (avoidable) coat_ 454,555 


Xd contribution (loss): total—*-(388,427) 

Arm ye per >n rlond —-— (764) 

This line would require upgrading to meet the re¬ 
quirement* of the Federal Railroad Administration's 
minimum safety standards (Class 1 truck which has a 
mixiimim safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
(hereplacement of a total of 6,000 crossties (an aver¬ 
se of 155 c toasties per mile). 

Discussions will be held with the Ii&O concerning 
their assumption of all service at Wapakoneta. 


Track which is also under study in this Report, and 
the Bellefontaine Branch, both PC. In July, 1072, the 
Penn Central filed a petition with the ICC to abandon 
the segment of this branch north of Huntsville (ICC 
Docket No. AB-5, Sub. 76). No action has been taken 
on this application. This line was described as potenti¬ 
ally excess in the U.S. DOT Report (sec Zone 110). 

Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 


Belie Center _ 29 

Huntsville ___ 27 


Total carloads generated by the line _ 56 

Average carloads per week _ _ _ 1.1 

Average carloads per mile __ a 9 

Average carloads per train _ 1.4 

1973 operating Information: 

Number of round trips per year _ 40 

Estimate time per round trip, hours _ Z 5 

Locomotive horsepower _ l, 750 

Train crew sire _______ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 


Mminory Recommendation 

It is not recommended that the St, Mary’s Secondary 
Tnek be included in the ConRail System. Continued 
^ration of this line would require 11 rail service con- 
rinuation subsidy. Under 1973 traffic, revenue and cost 
this line generates an annual excess financial 
^rden amounting to $388,427 or $764 j>er carload. Re- 
"wy of costs would requin* approximately a nine- 
Md increase in traffic or a 300 percent rate increase 
**U*W3 levels. 

BELLEFONTAINE RUNNING TRACK 
USRA Line No. 505/506 


No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Service 
Planning Office as reflected in their reports entitled “The 
Public Response to the Secretary of Transportation’s 
Rail Service Report/’ 

Information for Lino Retention Decision 

Revenue received by PC _ $16.827 

Average revenue i»cr carload _ $300 

Variable (avoidable) coat of continued service : 

Coat incurred on the branch line _ 58,121 

Coat of upgrading branch line to FRA Cla*s 

I < 1/10 of total upgrading coat)_ 13.726 

Coal incurred beyond the branch line _ 7 , 714 


Total variable (avoidable) cost_ 79,561 


PC BELLEFONTAINE 
Running track 


Penn Central 

BELLE CENTRE 


Huntsville 


*C Si Mary's ^ X 
Track \ 


PC | 



PC Indianapolis- 
^Cleveland Line 


BELLEFONTAINE 


**\ ,rita me Running Track, formerly part of 
k'l * f ’ n,r| il HR. extends from BeUe Centre 
i/T *^ >c Ohio (Milepost94.0), 

^ 1 f * n Iaqfja County, Ohio. TWs 

4 / ; - ,e V ejitrcie fndjtihtpoliK-CldNk 


‘ J ,f ' funtAi 


uvastrs through BeliefonH>ne Also 
Ulue are 0»o St. M.iryV. Secondary 




Net contribution (loos): total___(62,734) 

Average per carload__( 1 , 120 ) 

This line would require upgrading to meet the re¬ 
quirement* of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating sj>eed of 10 mph). Based on 
available information, this upgrading would include 
tbe replacement of a total of 3,300 crossties (an average 
of 407 orossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Belle 
fontuine Running Track be included In the Co&R&il 
System. Continued operator* of thin line would require 
a rail continuation subsidy. lector 1973 traffic, revenue 
and coal level*-. this lino gciierue? an annua) exre&j 
financial btuxtra amounting to S62,73* or $1,120 p\r 



























10022 


carload. Recover}’ of costs would require approximately 
a seven-fold increase in traffic or a 370 percent rate in¬ 
crease over the 1973 levels. 


PORTION OF SANDUSKY SECONDARY TRACK 
USRA Line No. 507 


Penn Central 


N&W Bellevue- 
Totedo - > *• 

Norwalk Branch 
PC 

5.4 miles 



GREEN SPRINGS 
i 

PC to Tiffin. / 
Berwick - ►/ 


PORTION OF 

h-SANDUSKY SECONDARY 
TRACK»PC 

^-N&W Buffalo- 
Chicago Main Line 


This portion of the Sandusky .Secondary Track, for¬ 
merly part of the New Y'ork Central RR, extends from 
Clyde (Milepost 17.3) to Green Springs. Ohio, (Mile¬ 
post 22.7). a distance of 54 nkUes, in Seneca and 
Sandusky Counties, Ohio. This segment is the upper 
portion of the PC’s Sandusky Secondary Truck; the 
lower segments (below Green Springs) are also under 
study in this roj>ort. At Clyde, the Penn Central s Nor¬ 
walk Branch, also under study, and the N&W*s Belle¬ 
vue-Toledo lines cross and at Green Springs, the N&W s 
Butfalo-Chicago Main Line is met. The Penn Central 
has filed a petition to abandon this line (ICC Finance 
Docket No. 26810). The ICC tentatively approved the 
abandonment, but stayed the order owing to protests 
until December 0, 1974. The line was al*andoned as of 
December 9, 1974. This line was descried as i>otentially 
excess in the IT.S. DOT Report (see Zone 100). 


in their reports entitled u Thc Public Response to the 
Secretary of Transportation’s Rail Service Keporf. 

Information for Line Retention Decision 

Revenue received by PC. -- $13,23* 

Average revenue per carload - $20* 

Variable (avoidable) coat of continued 
service: 

Coat incurred on the branch line ——— 38, 817 
Coat of upgrading branch line to FRA 

Class I (1/10 of total upgrading coat) — 14.052 
Cost Incurred !>eyond the brunch line -0,445 

Total variable (avoidable) cost - <0,214 

Net contribution (loan) total - ($40.8741 

Average per carload ---($700) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track which hast 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 2,622 crossties (an nvenip 
of 486 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the San¬ 
dusky Secondary Track be included in the ConRail 
System. Font in ued ojwration of this line would require 
a mil service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual ex¬ 
cess financial burden amounting to $49,976 or ^69 pt. 
carload. Recovery of costs would require approximate) 
a thirteen-fold increase in traffic or a 380 percent rate 
increase over the 1973 levels. 


PORTION OF WESTERN BRANCH 
USRA Line No. SI3/513a 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by thia line: 
Green Springs -—----- 


Total car lands generated by the line--- 65 

Average carloads per week- 1.3 

Average carloads per mile-—-12.0 

Average carload* per train----- 2.2 

1973 operating information: 

Number of round trips per ycar_- 30 

Estimated time per round trip < hours)- 2. 0 

Ijooomotlve horHej>nwer_ __—„-—---1,750 

Train crew *Ue---- 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

No information was provided at the hearings coh 
duHod by the Rail Services Planning Office as reflected 


Penn Central 


PC to 


Columbu, 7 pcu> 

_/LEXINGTON^ Crook *ville 

~T f "/PORTION OF 

mJJ^sssSk 


CORNING 


I 4- PC to Hohsort mi 
1 West Ybgiei* 

This portion o{ the Western Branch. ^ 

of the New York Central KB. i< } '. #Milcp^ 

ingion (Milepost 185.0) to Coming, OA* Qhio 
197.5). a distance of /£.5 mile*, in Bch \ <■ 
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This lino is a middle segment of the Colwnbus-Chnrles- 
ton. West Virginia. Western Branch, which is under 
jtodv in this report. The PC’ Zanesville Secondary 
Trtok running east from New I^exington to Orooksville 
»nd Zanesville is also under study. The portion of this 
lino from New Lexington to near Moxtihulti was not 
described as potentially excess in the IJ.S. DOT Report 
I« Zone 104). 


SOUTHERN BRANCH 
USRA Line No. 514 
Penn Central 


PC to New Lexington and Coltmbus 



Traffic ond Operating Information 

SUtimtf (with their 1973 carloads) served by this line: 

flonnyblll _____ - _-_____ 3,019 


Total carloads generated by the line - 3.019 

Aw*** earlnml* per week - 58.1 

Awtg* carltNids per mile ---*-- 241.5 

Atm^e carloads per train _ -_ 20.3 

tSTS operating Information: 

Number of round trips per year --- 150 

&ftlinnt«I time per round trip (hours) _ 8.0 

Locomotive horsepower ___-__ 1, 750 

Train crew niw.^...... 5 


Informotion Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
lie Rail Services Planning Office as reflected in their 
Rport* entitled 4 ‘The Public Response to the Secretary 
nf Transportation's Hail Service Report” reflected con - 
<^rn that this entire line to West Virginia be retained 
to connect the coal fields in southeastern Ohio and 
southwest West Virginia. 


Wormotion for Lino Retention Decision 

received by PC _I_ $854, 902 

Arrrage rvrctiue per carload _ $283 

T «rUbb» (avoidable) cost of continued 
•mire: 

<npt tonirret! cm the branch line _ 233,070 

,/f u l*rrading branch lkne to FRA clam* 

l. < 1/10 of total upgrading cost )__._ 0 

** l*eyond the branch line _ 410. 236 


Tx»tnl variable (ovoidnble) coat_ 

(loan): total_ 

***** per carload..... 


013 312 


_ 211,650 

70 


TV r 

UJs > In ** would require no upgrading to meet the re 
trernent- of the Federal Railroad Administration’s 
^ standards (Class I track, which has a 

) lM °I >ora ** n K speed of 10 mph). An evalua- 
«X',v. U ' rb * rve ® by USRA staff has confirmed the 
of .i Urge active mine at Sunnyhill. 

jJnJ, mended that this portion of tip Western 
included in the Con Rail System. 


“T 

C&O to Logan 
and Columbus 


-j 


CORNING 


56.4 miles 


B&O to 

Cincinnati 




1 


SOUTHERN BRANCH. PC 

% PC has Trackage 

*0 Rijhts(inactive) 

»ec |\ 0vcr c&0 to Athens 

J .£>. 

| Athens 

B&O to Parkersburg. N.Va. 
CiO to Pomeroy 


Armitagc C« # l 

I • 


C30 to Logan 
and Columbus 

V 


. 


..*v 

HOBSON 



PC has Trackage 
Rights over C&O 


PC to Swiss. W. Va. 


The Soutliem Branch, formerly part of the New 
York Central RR,extends from Coming (Milepost 0.0) 
to Hobson* Ohio (Mile|>ost 56.4), a distance of 564 
miles, in Perry, Athens, arid Meigs Counties, Ohio. A 
continuation of this line extends southeastward from 
Holxson (a |>ortion of this, Hobson to Kanauga, is owned 
by the Chesapeake & Ohio and PC operates via track¬ 
age rights). Connections arc: the aforementioned Ches¬ 
apeake & Ohio line at Hobson and at Armitagc; the 
Baltimore & Ohio at Grosvcnor; and the PC Western 
Branch at Coming. The continued portion and the PC 
Western Branch are also under study in this Report* 
This line was described as potentially excess in the U.S. 
DOT Report (see Zones 102 and 104). 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 
Gloucester __ ^ 

Armitagc _ 4 

Athena _ 6 

Growvennr __ 0 


Total carloads generated by the line _„__ 50 

Average carloads per week --- 1,0 

Average carloads per mile ___ 0.9 

Average carloads per train _ 1.0 

1978 operating information : 

Number of round trips per year __ 52 

E*tIncited time per round trip (hours) _ 6 

l ocomotive horsepower _ 6, 750 

Train crew size ______ 5 
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Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report*’ indicated that 
the Columbus and Southern Electric Company and the 
Columbia Cement Corporation arc opposed to the aban¬ 
donment of service on this line. Union Carbide Corp. 
emphasized its concern about the inability of the 
Charleston or Gauley Bridge connections to absorb the 
increased flow of rail cars and the questionable ability 
to receive adequate service if service is curtailed. 

Information for Lino Retention Decision 

Revenue received by PC..—_._ $12, 400 

Average revenue per carload ___ $240 

Variable (avoidable) coat of continued 
aervicn: 

Coat Incurred on the branch line _.— 384,155 

Cost of upgrading branch line to FRA das* 

I (Mo of total upgrading coat)_ 42, 837 

Coat incurred beyond the branch line - 9,308 

Total variable (avoidable! coat--— 436,300 


Net contribution (loss): total-—— (423,840) 

Average per carload- (8,477) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph.). Based on 
available information, this upgrading would include 
the replacement of a total of 2,810 crossties (an aver¬ 
age of 50 crossties per mile). 

USRA staff have been unable to establish the presence 
of coal reserves capable of being mined adjacent to this 
line. 

Preliminary Recommendation 

It is not recommended that the Southern Branch be 
included in the ConRail System. Continued operation 
of this line would require a rail service continuation 
subsidy. Under 1973 traffic, revenue and cost levels, ibis 
line generates an annual excess financial burden 
amounting to $428,840 or $8,477 per carload. Recov¬ 
ery of costs would require approximately a one 
hundred-fold increase in traffic or a 3,400 per cent rate 
increase over the 1973 levels. 


PORTION OF C&X BRANCH 
USRA Litre No. 515 
Penn Central 

This portion of the C«£X Branch, formerly pan of 
the Pennsylvania Rli. extends from Xenia (Milepost 


PC to —s* XENIA 

St. Louis-— 


PC to 
Pittsburgh 


B&0 to 
Dayton 

SPRING 


/_ 

..if 7 *. 4 - 840 ,o 

£l •• Chillicothe 

/ §.| 

• I 4— PORTION 0 
-1 C & X BRA) 
VALLEY J 


OF 

BRANCH. PC 


I**. 


PC to 

South Lebanon 


54.7) to Spring Valley (Milepost 61.4), a distance of 
6.7 mil#*, in Greene County, Ohio. This line is the 
northern segment of the Penn Central’s C&X branch, 
Its lower portions are also under study in this Report 
At Xenia the Penn Central Pittsburgh-St. Louis Main 
Line and the Baltimore & Ohio Dayton-ChiUicothe lines 
cross. This line was described as potentially excess in 
the U.S. DOT Report (see Zone 108). 


Traffic and Operating Information 

Station* (with their 1973 carloAda) served by this line: 
Xenia* — - ---*.20$ 


Total carloads generated by the line— 

Average carloads per week - 

Average carloads per mile --- 

Average carloads per train - 

1973 operating information : 

Number of round trips per year - 

Estimated time per round trip (hours) .... 

Locomotive horsepower -- 

Train crew si*e _ 


1.208 
23.2 
Ida. 3 
121 

100 

s 

1,500 

5 


1 Include* only trtfllc on segment. 


Information Provided by RSPO. Shipper*, Governmwl 
Agendas 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report indicated t 
the Green Landmark Corjxirated stated that if ruJ 
service were eliminated, grain shipments might increase 
in cost about 5 to 10 cents per bushel *' J 

Stores have projected 875 carloads in 19<4 and han 1 
844 carloads in 1978. 


Information for Una Retention Daciaion 

Revenue received by PC -- 

Average revenue r** r carload ---- 


$ 294 . 1 ® 


Variable (avoidable) coat of continued 
service*: 

Coat incurred on the branch Hue --- 
Coot of upgrading branch line to FRA 
Cla& 1. (1/10 of total upgrading 

co*t / ——-—— —- 

Coat incur;-** beyond the braich hoe— - 


114.6*6 


Q 

liC. I# 


Total variaH* (avoidae— ' et * L -‘ ~ —■ 

N>; contrtkdon r lo«>-—--, / f 

Aveng* pr* rarhnfi_.. __ *— 


6B2 
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This line would require no upgrading to meet the 
lequiteinents of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which lias 
i maximum safe operating s|>eed of 10 m.p.h.). Al¬ 
though service to the entire line generates a loss, a 7 
percent growth in traffic or a 2 jiercent rate increase 
would make this portion of the line financially self- 
sufficient. 

Recommendation 

It is recommended that this portion of the C&X 
Branch Ik* included in the ConBatl System. 

PORTION OF C&X BRANCH 
USRA Line No. 516 
Penn Central 


in their reports entitled “The Public Response to the 
Secretary of Transportations Rail Service Report” 
Correspondence from the Whynesville Lumber & Sup¬ 
ply Company at Waynesville indicates that car short¬ 
ages, poor condition of cars, and improper handling 
of cars contributed to the low volume of traffic handled 
on the line. 


Information for Line Retention Decision 

Revenue received by PC_$31, 087 

Average revenue per carload_ $290 


Variable (avoidable) cant of continued serv¬ 
ice: 

Cosct incurred on the branch line __ 00,000 

Coat of upgrading branch line to FRA Class 

1 (1/10 of total upgrading coat)_ 5, 405 

Coat Incurred beyond the brauch line _ 15,384 


Total variable (avoidable) cost__ 87,815 


PORTION OF 
C&X BRANCH. PC 


| PC to Xenia 

SPRING 
VALLEY i* 

If 

-Li 

I WAYNESVILLE 

PC to - ►/ 

South Lebanon I 

Ihis portion of the C&X Branch, formerly part of 
Pennsylvania RR, extends from Spring Valley 
• Milepost 01.4) to Waynewille, Ohio (Milepost 08.9), 
»distance of 7.5 mile t, in Warren and Greene Counties, 
Ohio. Tliis line is a middle segment of the Penn Ccn- 
,r *‘ s C&X branch; both the northern and southern 
^rtinecting segments are also under study in this re- 
! r 'rt. lhi* line was descril>ed as potentially excess in 
^ ** s '- IM)T Report (see Zones 100 and 108). 

beffic and Operating Information 

SUtloiw (with their 1973 carloads) served bv this 
llae: 

Valley. 

w *msviiu. 

T»tal c fl rl,md* gyrated by the line __ 

ap carload* _ 

. 7°*° Ikt mile _ 

J?*** cari,^,^ IH , r fniJn _ 

information: 

S7 t ^7' ,nA ,r,I * s |K ' r vonr —-- 

horsepower. __ „ 

"* ll “TWV hIzo _ r , 

Men* 

Agencle^ r ° V ' C * eC ^ ^ Shippers, Government 

was provided at the hearings con- 
*> tue Kail Sendees Planning Office as reflected 


Net contribution (low*): total_(56,128) 

Average per carload_ (530) 

This line would recpiire upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 288 crossties (an average of 
38 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the CVSX 
branch be included in the ConRail System. Continued 
operation of this line would require a mil service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial bur¬ 
den amounting to $56,128 or $530 per carload. Recovery 
of costs would require approximately a threefold in¬ 
crease in traffic or a 180 percent rate increase over the 
1973 levels. 


23 

56 

PORTION OF C&X BRANCH 

USRA Line No. 516b 

27 

Penn Central 

106 

2.0 

14.1 

fir pc to 

2.1 

MILFORD / Loveland 

50 

4.0 

T~f 

S.i miles f 4 -" PORTION OF C*X 

I BRANCH. PC 

ft ft ft a 

1,500 


^ .* /CLARE . . . 

PQ to -►# NAW Main Line 


Cincinnati 


Cincinnati- 

Portsmouth 


This portion of the CAX Branch, formerly part of 
the Pennsylvania RR, extends from Milford (Milepost 
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105.6) to Clare , Ohio (Milepost 111.0), a distance of 
64 miles, in Hamilton County, Ohio. The northern part 
of this branch, from Milford to Loveland and Xenia is 
also under study in this report. Below Clare, this line 
runs into Undercliff Yard in Cincinnati. At Clare the 
Main Line of the Norfolk & Western crosses. This line 
was not described as potentially excess in the U.S. DOT 
Report (see Zone 106). 

Traffic cmd Operating Information 

Station* (with their 1973 carload*) aonred by this line: 

Milford _ l 18 

Terrace Park ---—--- 9 

Total carloads generated by the line --- 118 


Avenure carload* per week - 2. 3 

Average carloads tier mile - 40. 3 

Average carloads per train - 2. 3 

1973 operating information: 

Number of round trips per year - 52 

Estimated time per round trip (hours) - 5 

Locomotive horsepower -I--—- 1. 500 

Train crew slse - - --— 5 


information Provided by RSPO, Shippers, Government 


Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report’* indicates that 
Cle.mont Lumber generated 103 carloads in 1973. 

tutor motto* for Una Retention Decision 


Revenue received by PC -—- 127. 899 

Average revenue per carload - $236 

Variable (avoidable) coat of continued 
service : 

Coat Incurred on the branch lino - 58,376 

Coet of upgrading branch line to FRA 
Class I (1/10 of total upgrading cost ) ~ 3. 863 

Coet Incurred beyond the branch line - 18,376 


Total variable (avoidable) twit- 80,615 


Net contribution (Iom) : total- —- (52,716) 

Average per carload -—- (447) 

This line would require upgrading to meet the re¬ 


quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 192 crossties (an average 
of 35 croesties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the C&X 
Branch be included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 t raffle, revenue and cost 


levels, this line generates an annual excess financial 
burden amounting to $52,716 or $447 per carload. Re¬ 
covery of costs would require approximately a six-fold 
increase in traffic or a 190-percent rate increase over the 
1973 levels. 


PORTION OF C&X BRANCH 
U5RA Line No. 51 6c 
Penn Central 


Middetown 
Secondary Track. 
PC 


SOUTH 
v LEBANON 


PC to Morrow 


PORTION OF CAX 
BRANCH. PC ^ 


a 

fl L 

r/ 


Middletown Junction 


Loveland f 

BA0 Cincinnati- 

Cumberland Md. 

MILFORD J Main Line 

/^PCto 
Cincinnati 


This portion of the C&X Branch, formerly part of 
the Pennsylvania HR. extends from South Lebanon 
(Milepost *87.8) to Milford\ Ohio (Milepost 105.6), a 
distance of 17& miles, in Hamilton, Clermont and War¬ 
ren Counties, Ohio. The northern and southern con¬ 
tinuations of this branch (to Morrow and Cincinnati, 
respectively) art* also under study in thus report. At 
Middletown Junction the PC Middletown Secondary 
Track connects and at Loveland the Cincinnati* umber- 
land, Maryland Main Line of the Baltimore & < )hio RR 
crosses. This line was not described as potentially excess 
in the U.S. DOT Report (see Zone 106) . 

Traffic and Operating Information 

Stations ( with their 1973 carloads) served by this line: 

8. Lebanon --—- ^ 

SO 

Total carloads generated by the line .... 

Average? carloads per week -————- « « 

Average carloads per mile ---- 

Average carloads per train ---- 

1973 operating information : g 

Numlier of round trips per year - ^ 

Estimated time per round trip (hours) -- | 500 

locomotive horsepower - 5 

Train crew size -—--- 

Information Provided by RSPO, Shippers, Gov* 
Agencies 

No specific information concerning this line " 

vided at the hearings conducted by the ni en titW 
Planning Office as reflected in their ro ^ rrang p 0r u- 
“The Public Response to the Secretary <> 
t ion's Rail Service Report.” 
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Information for line Retention Decision 


Refill** revived by PC—.. $ 11 . 880 

Amuge revenue per carload.. $305 

Virttble <avoidable) coat of continued 

•ervlce: 

Coat incurred on the brunch line_ 126. 373 

Cose of ui>gradlng branch Une to FRA 
CU«I <Moof total upgrading:cost). 11.442 
0*t Incurred beyood the branch line,. 6* 83-1 


Total variable (avoidable) coat_ 144.640 


Net contribution (loss) : total_ (132.760) 

imife t>er carload- (3. 4414 > 


This line would require upgrading to meet the re¬ 
tirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
tviikble information, this upgrading would include 
lie replacement of a total of 645 crossties (an average 
of % crossties per mile). 

Preliminary Recommendation 

li not recommended that this portion of the C&X 
Breach be included in the ConRnil System. Continued 
operation of this line would require a rail sendee con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
li'tels, this line generates an annual excess financial 
torden amounting to $132,760 or $3,404 per carload. Re- 
wpr >’ would require approximately a twenty- 

‘ix-fold increase in traffic or a 1,1*20 percent rate in- 
™»overthe 1973 levels. 


PORTION OF C&X BRANCH 
USRA Line No. 516d 
Penn Central 

PORTION OF 
CAX BRANCH. PC 

/ r PC to 

X«ma l Circlevil(t 

SOUTH * S _ i _ 

lEBANON/f | MORROW 

/ (4-4.6 milot-W 

/«~PC to 
Loveland 

portion of the C&X Branch, formerly part of 
m ^y^Riiia RR, extends from Morrow (Milepost 
\ s ' uf h Lebanon Ohio (Milepost 87.8), a dis- 
j! % ° t 4/r mi k*. in Warren County, Ohio. Tliis line 
^•rro v ,al * n * >enn C entra ^ 8 C&X Branch. At 
^('ir l "-* u,u ^ er s Bidy f radiate to Xenia 

0 f South Lebanon, the southern por- 

* branch continues to lx>veland. All 


lines connecting with this one are also under study in 
this report. This line was* not described as potentially 
excess in the U.S. DOT Report (see Zone 106). 


Traffic and Operating Information 

Station* (with their 1973 carloads'I served by thi* line: 
Morrow _____ 38 


• Total carloads generated by the Une ___ 38 

Average carloads per week ___ 0. 7 

Average carloads per mile - 8.3 

Average carloads per train _ 1.5 

11*73 operating information : 

Number of round trips per year ____ 25 

Estimated time per round trip (hour*)—_ 2.0 

Locomotive hursejxnver ___ l f 000 

Train crew size. _ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Kail Services 
Planning Office as reflected in their reports entitled 
ik The Public Response to the Secretary of Transporta¬ 
tion s Rail Sendee Report.*’ 


Information for Une Retention Decision 

Revenue received by PC _ $6, 132 

Average revenue per carload-.-.. $161 

_ < 


Variable (avoidable) coat uf continued service: 

Coat incurred on the branch line _ 39.351 

Oosfc of upgrading branch line to FRA Class I : 

(1/10 of total upgrading cost) _ 2, 639 

Cost Incurred beyond the branch line _ 5.348 


Total variable (avoidable) coat_ 47.838 


Net contribution (loss) : total _ (41.206) 

Average per carload ___-_ (1.084) 


This line would require upgrading to meet the require¬ 
ments of the Federal Railroad Administration’s mini¬ 
mum safety standards (Class I track, which has a maxi¬ 
mum safe operating speed of 10 mph). Rased on 
available information, this upgrading would include the 
replacement of a total of 171 crossties (an average of 
37 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the C&X 
Branch be included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this lino generates an annual excess financial 
burden amounting to $4lj206 or $1,084 per carload. 
Recovery of costa would require approximately a fifty- 
t wo fold increase in traffic or a 670 percent rate increase 
over the 1973 levels. 
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BRADFORD-NEW PARIS LINE 
USRA Line No. 517 


Planning Office as reflected in their reports sntitW 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” 


Penn Central 


An soma 


Greenville 


PC Chicajo- 
Columbus Line 

* 


PCBRADFORO- 


BRAOFORD 

PC Northern - 

Branch to \ ^n^bor* 

- NEWPARISLINE 

\ 


PC Springfield —v 
Branch 


7 


PC St Louis- 
Golumbus Line- 


Hewitt I Savona 


1 


BAO Day ton- 
Unton City Line 


NEW PARIS 


\ PC Northern 
jN Branch to West 
— Manchester 


Information for Line Retention Decision 


Revenue received by PC------ *300,0® 

Average revenue per carload-—-— $296 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line_317. 783 


Cost of upgrading branch line to FRA 
Class X: (1/10 of total upgrading 

coat_ 24 , 007 

Coat Incurred beyond the branch line_165.301 


Total variable < avoidable) cost-- 507.001 

Net contribution (loss): total-007,91S) 

Average per carload_ (189) 


The Bradford-New Paris Line, formerly part of the 
Pennsylvania RR* extends from Bradford (Milepost 
83.5) to Sexc Paris , Ohio (Milepost 113.5). a distance 
of 80.0 miles, in Darke and Preble Counties, Ohio. This 
line connects the PC Chicago-Columbus line at Brad¬ 
ford with the St. Louia-Columbus line at New Paris. 
This line is also crossed by the PC Springfield Branch 
at Hewitt and the PC Northern Branch at Greenville, 
both of which are also under study in this Report, and 
by the B&O Indianapolis-to-Dayton line at Greenville. 
In July 1972, the PC applied to the ICC for permission 
to abandon this line (except for 4 miles near Green¬ 
ville) ; Docket No. AB-5 t Sub. 04-85. No final action 
has been taken on this application. This line was not 
described as potentially excess in the U.S. DOT Report 
(see Zones 108 and 110). 

Traffic and Operating Information 

Station* (with their 1973 carload*! served by this Uue: 

Greenville 1 _-----—-—---—- 1,006 

New Madison -—------— 85 


Total carloads generated by the line _—- 1*048 

Average carbmds per week - 20. 2 

Average carloads per mile.. __—-—- 34. 0 

Average carloads per train --- 4.2 

1973 operating information : 

Number of round trip* per year —--—- 250 

Kfctimated time per round trip (hour*)--- 7. 0 

Irficomotive horsepower ——- 1. 750 

Train crew af se --- 5 

1 Include oaly tr*®'- oo MgroeLt 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which hiss 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 2,000 crossties (an aver¬ 
age of 06 crossties per mile). 

The PC Industrial Development Department his 
notified USRA staff that there are negotiations under¬ 
way for a new plastics plant in Greenville, Ohio. No 
commitments have been made for tliis plant as of Jan¬ 
uary 1975. The plant would generate 24 carloads i 
year. 

Although service to the entire line generates a ^ 
service, to the line from Milepost 83.5 to Milepost 94.0 
(serving shippers at Greenville and Gettysburg^* 0 
generated 1,013 carloads in 1973) would generated 
900 in revenue and $294,573 in costs with a resulting 
contribution of $5,327 or $5 per carload. 

Recommendation 

It is recommended that the portion of the J 

to New Paris line from Milepost 83.5 to M " • 

be included in the ConRail System. 

Preliminary Recommendation 

It is not recommended that the portion of \ ® 

ford to New Paris line from Milepost . 

113.5 be included in the ConRail System. 
operation of this line would require a nr- ! * r ' J 
t immtion subsidy. Under WW 

levels, this line generates an annual e. 1 _ J .«rloaJ* 

den amounting to $143,155 or P *'■ jj. 

Recovery of costs would require *PP n ** {&&&* 

fold increase in traffic or a 1.555 P (r ‘ 
over the 1973 levels. 
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trackage rights over b&o old river jct- 

NEW RIVER JCT 


PORTION OF RICHMOND BRANCH 
USRA Line No. 519/520 
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USRA Line No. 518 
Penn Central 


PC to 
Richmond 

w 

\ 


B&O to Dayton 


BIO B> 
Indianapolis 


B&O Line 
to Oncinnati 


0L0 RIVER y* NEW RIVER 
««;«. / - junction 
. JUNCTIONl / xf 

»**•. ..‘f»V'-'B*0 RAILRO 

*•* 7 ^ (PC TRACK/ 

, _k • vl. 


RAILROAD 
/ >- r (PC TRACKAGE RIGHTS) 
I Hamilton 

I 

I PC Line 
^— to Cincinnati 


These PC trackage rights over the Baltimore & Ohio 
extend from Old lliver Junction (Milepost 31.5), to 
.W River Junction. Ohio (Milepost 33.1), a distance of 
IJSnSes, in Butler County, Ohio. This stretch of B&O 
trwlts forms a part of PC’s Cincinnati-Richmond line. 
Thf PC-owned portion north of New River Junction to 
E«on is also under study in this Report. This trackage 
is part of the B&O’s I)ayton-Cincinnnti line, which 
iterges from the Richmond branch at both ends of 
segment. In July 1973, the PC filed to abandon 
"pention over this line (ICC Docket No. AB-8, Sub. 
^i. No final action has been taken. This line was not 
bribed as potentially excess in the U.S. DOT Report 
(*«Zone 107). 


WonaoHon Provided by RSPO, Shipper*, Government 
A 9tncitj 

No specific information concerning this line was pro- 
pi at hearings conducted by the Rail Services 
•inning Office as reflected in their reports entitled 
P'llilic Response to the Secretary of Transporta- 
Service Report.” 

Motion for Line Retention Dacition 

TSk r, f?bls over this line arc used to serve 

l,ne “pnents Nos. 519 and 520. The preliminary 
md ^‘ ni|ation ^ or these segments is that they not be 
to, • . t onRail System. Therefore, these track- 
£ its over the B&O are. not required. 

nory ^tommendation 

poni '“ >f ^ ec °n»mended that trackage rights over this 
° 1 )p be included in the (’onRail System. 


Penn Central 

\^PC to Richmond 


PORTION OF 
RICHM0N0 
BRANCH. PC 


B&O to 
Indianapolis 



B&O to Dayton 


NEW RIVER\ . .4 B&O to Middletown 

junctionV**** 


.Old River Junction 


Hamilton 0 \4—PC t0 Cincinnati 

• V 

B&O to Cincinnati 


This portion of the Richmond Brandi, formerly part 
of the Pennsylvania RR, extends from New River 
Junction (Milepost 33.1) to Eaton, Ohio (Milepost 
58.3), a distance of 25JI mile a, in Butler and Preble 
Counties, Ohio. This segment was part of PC’s line 
from Cincinnati to Richmond, I»gausport and Chicago. 
The 1.6 miles south of New River Junction (where PC 
runs over B&O via trackage rights) are also understudy 
in this report. The connecting line at New River Junc¬ 
tion is the B&O’s Dayton-Cincinnati line. In July 
1973, the PC filed with the ICC for permission to aban¬ 
don the portion of this line between New River Junc¬ 
tion and Camden (Docket AB-5. Sub. 186). This line 
was described as potentially excess in the U.S. DOT 
Report (see Zones 107 and 108). 


Traffic and Operating Information 


Stations (with their 1073 carloads) served toy thU 
line: 

Seven Mile ______ 

Somerville _ 20 

Camden __, , _ 202 

Total carloads generated by the line _ 284 

Average carloads per week _.___ 5 5 

Average carloads per mile _ ._._ ji 4 

Average carloads per train _ 2.7 

1073 operating information: 

Number of round trips per year ____ 104 

Estimated time per round trip (hours) _ 4 

Locomotive horsepower. __..._... . 1,500 

Train crew size _ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office os reflected in their 
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reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
trucks would not be a feasible alternative to rail service 
as a limited number of trucks are available in an agri¬ 
cultural area. Butler Farm Bureau at Seven Mile has 
recently purchased a 1,000 ton fertilizer warehouse, and 
expects mil traffic to increase. 


Information for Line Retention Decision 

Revenue received by PC - -- ^ 

Average revenue per carload- ^ 

Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch line - 102,076 

Cost of upgrading bra neb Une to FRA 

Class I : (1/10 of total upgrading coat ) — 20, 729 
Cost incurred beyond the branch line - 55,319 


LEBANON portion OF PC 
J BLUE ASH 


\ 

\ 

PC to - 
Reed Yard 


\^HAGEMA 


SECONDARY 

TRACK 


HAGEMAN 

\ 4—PC to 
^ Middletown 


/ 

PC to Mason Junction 
and Cincinnati 

(out of Service South of Mason) 

Traffic and Operating Information 

Stations (with their 1973 carloads) (served by this line: 
Lebanon-*-----~- ^ 


Total variable (avoidable) coat——-- 268.124 

Net contribution (lose): total-(169.993) 

Average per carload- (600) # 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track which lias a 
maximum safe operating speed of 10 mph). Rased on 
available information, this upgrading would include 
the replacement of a total of 800 crossties (an average 
of 32 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Rich¬ 
mond Branch be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1073 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $160,993 or $600 per carload. Re 
coven* of costs would require approximately a four-fold 
increase in traffic or a 175 percent rate increase over the 
1973 levels. 


PORTION OF BLUE ASH SECONDARY TRACK 


Total carload* generated by the line - 

Average carload* per week - 

Average carload* per mile --- 

Average carload* per train - —— - 

1973 ope rating information: 

Numt»er of round trip* per year —-- 

Estimated time per round trip (hours) - 

locomotive horsepower --- 

Train crew *i*e -———-— 


_ 3U 

_ 60 

_ <R9 

_ 11 

_ 100 

_ 15 

_ 1,500 

.... « 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted K' 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to tht Sccrrtan 
of Transportation's Rail Service Report* 1 indicated t 
unemployment would result if service were discoo 
tinned. “Lack of rail service would mean the lop 
160 jobs at Valley Kitchens. Inc,, and 12 to h r > P* * 1 
the Lebanon Lumber Company.” Dave Steel stated IW 
trucks could not handle its 40- to 60- foot structural steoi 
shipments. Agri-Urban Corporation would have to 
continue receiving fertilizer from Florida an * 
Mexico. Testimony also indicates that there is s 
possibility for traffic growth on this line. 


USRA Line No. 525 
Penn Central 

This portion of the Blue Ash Secondary Track, for¬ 
merly part of the Pennsylvania RR, extend*from Leb- 
anon (Milepost 26.6) to Ilayenuin^ Ohio (Milepost 
31.4). a distance of +.8 mi/ca, in Warren County, Ohio. 
This line is the northern end of the Blue Ash Second¬ 
ary Track which runs south to Mason and Cincinnati 
(out of service south of Mason). It connects at Hagc- 
man with the Middletown Secondary Track. This line 
was described as potentially excess in the U.S. DOT 
Report (See Zone 106). 


Information for Line Retention Decision 


Revenue received by PC- 

Average revenue per carload-• 



Variable (avoidable) coat of continued serv- 


I®® * fV) 810 

Coat incurred on the branch line - 

Cost of upgrading branch Une to FRA ^ 
Class I: (1/10 of total upgrading coat) — * 

Cost Incurred beyond the branch line - 


Total variable (avoidable) cost— 


Net contribution (loss) total-«— 

Average per carload- 


(156) 


129, i# 
(A*®* 
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This line would require upgrading to meet the re- 
(jain’inents of the Federal Railroud Administration’s 
linimuni safety standards (Class I track which has a 
unmnin safe operating speed of 10 mph). Based on 
iriilable information, this upgrading would include the 
inducement of a total of 2,592 crossties (an average of 
M4en»sties per mile), 

fctHminory Recommendation 

It is not recommended that this portion of the Blue 
| Ash Secondary Track be included in the Con Rail Sys- 
|ten. Continued operation of this line would require a 
lil service continuation sulisidy. Under 1973 traffic, 
venue and cost levels, this line generates an annual 
financial burden amounting to $48,630 or $156 
per carload. Recovery of costs would require approxi¬ 
mately a 150 |)ercent increase in traffic or a 60 percent 
nteincrease over the 1973 levels. 


PORTION OF LYTLE INDUSTRIAL TRACK 
USRA Line No. 527/528 
Penn Central 


PCto^\ 
Dayton 


PC to Clement 

HE^PSTEAoY PORTION OF 
\«— PC LYTLE 

Centerville , INDUSTRIAL TRACK 


9.0 miles— >1 


►LYTLE 


portion of the Lytle Industrial Track, formerly 

• 1 ■si' 1 rnnsylvania RR, extends from Hemjmtcad 
rfK 17 *?) l °Lyfo,Ohio (Milepost 16.0), a distance 
L • , . m< Montgomery and Warner Counties, Ohio. 
Ct, *i ‘ n, * U3tr ' a l which runs southwest from 
(wT * S coanoct * OIl8 i the Lytle Running track to 
? ,ir * t * ,e northern extension of the Industrial 
Pi • r Ja '^ on ftrt ‘ under study in this Report. 
.... j ins filed a petition to abandon the seg- 

•>dLvtl* *v '“ M \ , *' fwoen Centerville (Milepost 11.0) 
* ,&s * 3Con ta ^ en on tfi 0 application. 
Ivvj ,/ Was described as potentially excess in the U.S. 

‘ R *l 10rt (see Zones 106 and 108). 

Qn ° ^ ?ero,,n 9 Information 

Lrr*^ 1 Lil ^ r 1 973 carload** served by tbl* line; 

^rniie ’ -- 

- 650 




fBr1wu! * ^ncrutetl by the line_ 


748 


Average carloads per week_ __ X 4 . 4 

Average carload.* per mile ___ j 

Average carload* per train __ 7.5 

1973 operating information: 

Number of round trips per year __ X 00 

Estimate time per round trip (hours) _ 3 

locomotive horsepower _______ j ^qq 

Train crew size ___ _ * 


Information Provided by RSPO, Shippers, Government 
Agenciei 

Information provided at the hearings conducted by 
the Rail Sen-ices Planning Office as reflected in their 
reports entitled “The Public Rcs]>onse to the Secretary 
of Transportation’s Rail Sen-ice Report” indicated that 
the largest employer in the city of Centerville, Oliio, 
McMillan-Rloedel, Inc., depended on the Penn Central 
for the shipment of raw materials. This firm received 
over 600 carload shipments in 1973. This company proj¬ 
ects a rail service increase to 920 cars. Smokcy Lumber 
Co. and Snyder Concrete Products Co. state tliat ship¬ 
ping their commodities by truck would not be feasible. 
Additional tonnage on this line is expected because of 
the expansion of the Smokcy Lumber Co. 

Information for Lino Retention Decision 

Revenue received by Pc ______ |160, 972 

Average revenue per carload __ $215 

Variable (avoidable coat of continued 


service); 

Oo«t incurred on the branch line_ 08, 070 

Coat of upgrading branch line to KRA 
daw I ( 1/10 of total upgrading coat) 20,868 
Coot Incurred beyond the branch line_ 104 ,164 


Total variable (avoidable) cost_ 223,102 


Net contribution (loss): total..._ (62,130) 

Average per carload_ (83) 


This line would require upgrading to meet the require¬ 
ment of the Federal Railroad Administration’s mini¬ 
mum safety standards (Class I track, which has a maxi¬ 
mum of operating speed of 10 mph). Based on available 
information, this upgrading would include the replace¬ 
ment of a total of 4,500 crossties (an average of 500 
crossties per mile). A representative of Centerville 
stated that 400 acres have ken set aside for a new indus¬ 
trial complex which will generate approximately 24,000 
carloads per year. 

Preliminary Recommendation 

Although the preliminary recommendation is that 
this portion of the Lytle Industrial Track not be in¬ 
cluded in the ConRail System, the possibility of im¬ 
mediately increasing revenue mus* be explored before 
a final recommendation can be made Without immedi¬ 
ately increasing revenue, continued operation of this 
line would require a rail service continuation subsidy. 
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Under 1973 truffle, revenue and cost levels, this line gen¬ 
erates an annual excess financial burden amounting to 
$62,130 or $83 per carload. Recovery of costs would re¬ 
quire approximately a 110 per cent increase in traffic or 
a 40 per cent rate increase over the 1973 levels. 


LYTLE RUNNING TRACK 
USRA Line No. 529 
Penn Central 


CLEMENT PC Columbus- 



PC Lytle 
Industrial 
Track 


e-Dayton lino 
**- 0(ia Xenia) 

PC 

LYTLE 

RUNNINGTRACK 


The Lytle Running Track, formerly part of the Penn¬ 
sylvania RR, extends from Clement (Milepost 0.0) to 
Hemptteud, Ohio (Milepost 5.1), a distance of 5.1 miles, 
in Montgomery County, Ohio. This line connects with 
the PC Columbus-Dayton line at Clement. It connects 
with the PC Lytle Industry Track at Hempstead, also 
under study in this Report. This line was described as 
potentially excess in the U.S. DOT Report (see Zone 
108). 

Traffic and Operating Information 


Station* (with their 1973 carload*) served bjr this line: 

Clement ____ _—— 0 

Shaker Crowing _—---- 1,39S 

Dayton * _ 68 

• - 

Total Carload* Generated by the Line: - —-1,456 

Average carload* per week - 28. 0 

A\erage carload* per mile ----- - 28.5 

Average carload* per train -——- 5,8 

1973 operating information : 

Number of round trip* per year - 250 

Estimated time per round trip, hour* - 4 

Locomotive horsepower - 1,750 

Train crew *t*e --- 5 

* I&clude* onlj traffic on th If •rgmmt. 


Information Provided by RSPO, Shipper*, Government 
Agencies 

Information provided at the hearing?; conducted by 
tiie Rail Services Planning Office as reflected in their 
reports entitled *Th© Public Response to the Secretary 
of T rai»sport*tion’s Rail Service Report" indicated that 
Top Value Company would have to alter their dock 
facility to handle additional trucks. They also re* 


ported that this particular line has recently been mod 
cruized by the PC. Traffic profile shows that DefaJ 
Products shipped and received 1,431 carloads in 1973. 

Information for Lino Retention Decision 

Revenue received by PC -$90], g| j 

Average revenue per cerloed- $619 

Variable (avoidable) coat of continued 
Hervice: 

Coot Incurred on the branch Une -149,220 

Coot of upgrading branch line to FRA Clam 

I (1/10 of total upgrading coat) - 12,65$ 

Coot Incurred Beyond the Branch Line.- 405,91$ 

Total Variable (Avoidable) Coat ..597.796 

Net contribution (loss) : total _-_ 333.83 

Average per carload - 229 

Tins line would require upgrading to meet the re- 
quirementa of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which hw 
a maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 2,752 crosstics (an averse 
of 540 crossties per mile) . 

Recommendation 

It is recommended that the Lytle Running Track be 
included in the ConRail System. 


PORTION OF NORTHERN BRANCH 
USRA Une No. 531 /531a/532 
Penn Central 

PC to 

Jackson. M.ch / pc Chjc#so . 

bryan iV**™ 0 Line 


Sherwood 


iUI 

B&0 ChicafO* 

I (-Pittsburgh Ham 

«j| 


47.0 

miles 


^ Line 

..*v7 led6 

Cecil | . 

1 


N*W Fo't »»>"•* 
line 


North Paulding 


1 



Ivan *»ert 
'T““ 

PC to West -4| PC Chicago 
Manchester | 


N&W Chicago- 
r— Cleveland line 

__ PORTION OF 

Lett, ___ NORTHERN 

branch pc 


Pittsburgh Lin# 


This. portion of the Northern Bran '** *°. rrr,e 
of the New York Central RR, n 01 

(Milepost 60.0) to Van Wert, bhic «^i ^post 
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i distance of Jfi.0 miles, in Williams, Defiance, Paulding 
uvd Van Wert Counties, Ohio. This line is part of PC’s 
through line between West. Manchester, Ohio and Jack- 
am. Mich.: both the northern and southern continua- 
uons of this line are under study in this Report. Three 
lines cross this segment of the Northern Branch. The 
PCChiceg°-Buffalo Line at Bryan, the B&O Chicago- 
PStlsburgh Main Line at Sherwood, the N&W Fort 
Wayne-Toledo Line at Cecil and their Chicago-Clevc- 
lind Line at Latty, and the PC Chicago-Pittsburgh 
line at Van Wert. Penn Central has filed a petition to 
ihtndon the segment of this line between north Pauld¬ 
ing and Bryan, ICC Docket AB-5, Sub 112,113, USRA 
Docket 75-34. Parts of this line were described as 
potentially excess in the U.S. DOT Report (see Zones 
ill and 114). 

Traffic and Operating Information 

8uU<m» (with rhelr 1073 carloads) nerved bj this 

line: 

X Paulding_ 739 

Sherwood_ gg 

PMklln* - 373 

HaviUnd _ 35 

Oimt_ ^2 


Total «wrloads generated by the Hne.__.____ 1,42J) 

carload.< per week _____ 27.5 

lattice carload n per mile- ___ ^ 0 

iTtriae carload* per train _ 4. g 

operating Information: 

Xoaber of round trips j>cr year ___ 

E*UaiMt»d time per round trip (hours) _ 

1/*ouioHyi» Ii r.-cjxiwer___ 

Triin crew 

f0rr ? Qt,on . Pf ovided by RSPO, Shippers, Government 

Agencies 

Ififomiation provided at the hearings conducted by 
1 ^ erv ^ ce ® Planning Office as reflected in their 
"rjrtsentitled “The Public Response to the Secretary 
He J^° rtat * on ’ 8 Service Report” indicated that 
1 Equity Exchange Company testified it was 
a had U ( 8eC< i re ^^ired number of rail cars and that 
rv l ° * ait fW0 mont h» to receive some cars. This 
*rtl7 l? a ^P 0 ** 04 that 2 > 395 <*** have been moving 
to BrY*^l? V6r the l >ast t,iree years from Van Wert 
. ^ fianc ® Undmark, Inc. (letter from R. L. 
that poor serv ice rendered by Penn 
th» ^ ° rcc . (1 r ^ lem to use motor carriers, thus raising 
^Porati ^ >nUS ‘ * ,enera l Portland, Inc., a Delaware 
f° n <Cf,,nent manufacturers), anticipated 350 
XoctjjPauld^ ^ } f ovor trackage. l>ctwecn Bryan and 
tity a P ] , mg ’ ^is co mpany was scheduled to receive 
** y ear (letter from W. W. Marten). 


-_ 300 

- 11.0 

- 1.750 


Information for Line Retention Decision 


Revenue received by PC ___ 

Average revenue per carload _ 33 pg 

1 a liable (avoidable) cost of continued 
.service : 

Cost Incurred on the branch line __ 62g ? 541 

Cost of upgrading branch line to FRA 
Class I : (l/io of total upgrading cost) 52.605 

Cost incurred beyond the branch line.. 2 S 5,433 


Total variable (avoidable) cost_ 


864. 009 


Net contribution (loss): total...(206.477) 

Average per carload___ (207) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum operating speed of 10 mph). Based on avail¬ 
able information, this upgrading would include the re¬ 
placement of a total of (5,480 crossties (an average of 154 
crossties per mile). 


Preliminary Recommendation 

Although the preliminary recommendation is that 
(his portion of the Northern Branch not be included in 
the Con Rail System, the possibility of immediately 
increasing revenue must be explored before a final rec¬ 
ommendation can be made. Without immediately in¬ 
creasing revenue, continued operation of this line would 
require a rail service continuation subsidy. Under 1973 
traffic, revenue and cost levels, this line generates an 
annual excess financial burden amounting to $296,477 
or $207 per carload. Recovery of costs would require 
approximately a 105 percent increase in traffic or a 50 
percent rate increase over the 1973 levels. Costs may 
also Ik* lowered by reducing frequency, although this 
alone will not make the line viable. 


PORTION OF NORTHERN BRANCH 
USRA Line No. 533/534/S34A/S3S 
Penn Centra! 

This portion of the Northern Branch, formerly part 
of the New York Central RR, extends from Van Wert 
(Milepost 104.2) to Antonia , Ohio (Milepost 151.3), a 
distance of 47.7 miles, in Van Wert. Mercer and Darke 
Counties. Ohio. Five east-west lines cross this portion 
of the Northern Branch. They are the PC Chicago- 
Pittisburgh line at Van Wert, the N&W Marion-Delphos 
line and the EL main line at Ohio City, the N&W Mun- 
cie-St. Marys line, which runs along the Northern 
Branch between Celinu and Coldwater, and at Ansonia 
the PC Indianapolis-Cleieland main line. Both the 
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southern extension of this line (to West Manchester) 
and the northern extension (to Juckson, Mich.) art* also 
under study in this Report. This line, except that por- 



PCtD 

Jackson. 

VAN WERT 


Ohio City 

Celina 
47.1 miles— 

Coldwater 

N&W loS 
Huncie 


PC to West->l 
Manchester 

I 



PC Chicago- 
Pittsburgh Main 
Line j 

" N&W 

* Marion- 

>••**** Del phot Line 

*'»* ELChicato- 
'— Youngstown Main 
Line 

N&W to St Mary s 

PORTION OF 
— NORTHERN 
BRANCH. PC 


- 

PC Indianapolis- 
Cleveland Main Line 


tion between Coldwater and Celina, was described as 
potentially excess in the U.S. DOT Report (see Zones 
111 and 110). 

Traffic and Operating Information 


Stations (with their 1073 carloads) served by this 
line: 

Ohio City_ W 

Rockford —- 202 

Coldwater_ 137 

St. Henry—----— 470 

Gilberts- 13 

New Weston_ 0 


Total carloads generated by the line-1. 797 

Average carloads per week- 34.6 

Average carloads per mile- 38.2 

Average carloads per train_-_ 6.0 

1073 operating Information: 

Number of round trips per year___ 300 

Estimated time per round trip, hours____ 10 

Locomotive horsepower_1, 750 

Train crew aloe_ 5 


close. Pet, Inc,, estimated 380 carloads in 1973. Mem 
Landmark, located in Rockford, estimated iso car¬ 
loads in 1073 and stated a switch to motor currier woold 
increase its transportation cost between $100,000 tad 
$ 200 , 000 . 

Information for Lino Retention Decision 

Revenue received by PC --$419, #42 

Average revenue per carload - $234 

Variable (Avoidable) Coat of Continued 
Service: 

Cost Incurred on the Branch Line -- 547,842 

Coat of Upgrading Branch Line to FRA 
CIajm 1: <1/10 of Total Upgrading 

Cost) _ 90,874 

Cost Incurred Beyond the Branch Line _ 243.200 


Total Variable (Avoidable) Coat_*00,916 


Net contribution (loss) : total ___(471.0741 

Average per carload - (262) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration'* 
minimum safety standards (Class I track, which hist 
maximum safe operating speed of 10 mph). Baaed oo 
available information, this upgrading would include 
the replacement of a total of 17,904 crossties (an average 
of 380 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this port ion of the North¬ 
ern Branch be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail serv¬ 
ice continuation subsidy. Under 1973 traffic, remix’ 
and cost levels, this line generates an annual excess 
financial burden amounting to $471,074 or $26- [* ,r 
carload. Recovery of costs would require approximately 
a 285 per cent increase in traffic or a 110 per cent rate 
increase over the 1973 levels. Costs may also be 
by reducing frequency, although this alone will n<rt 
make the line viable. 


SPRINGFIELD SECONDARY TRACK 
USRA Line No. 536/537 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the ltail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Kail Service Report” indicated that 
St. Henry Tile Co. estimated 420 carloads in 1073 and 
stated if rail service is lost, the linn will be forced to 


Penn Central 

rf of 

The Springfield Secondary Track, former lv P” , ^ 
the Pennsylvania RR. extends from 1 
(Milepost 7.5) to Springfield (Milepost If*- • * 
tancc of ItS mile a, in Clark and Greene Count.*. ' -j^ili- 
At Springfield, this line has connection P®*" 
ties with seven lines; the PC to Dayton an 
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Utter also under study in this Report), the Detroit, 
Toledo & Ironton RR Main Line north or south, the 
PCUnp to Detroit, the PC Mechanicsburg Secondary 
Trwk and the PC line to Columbus (also under study 
in this Report). Penn Central has filed a petition to 
abandon the segment of this line bet ween Emery Chapel 


Detroit. Toledo 
& Ironton RR 




PC to Troy 
_* 

PC to 

Dayton ^ 

SPRINGFIELD 
SECONDARY 
TRACK. PC 


PC to 

r Bellefomaine 

*1 PC Mechanicsbur* 

/ r* Secondary Track 

/ 

^ ^-PCto Columbus 

sprTncfield 


-^TTsTrTni 

"T f4-n.8«ll 

.D f • - 

t I. 


J 


miles 

Detroit. Toledo 
Emery . & |,onton RR 
Chapel 


YELLOW SPRINGS 


i Milepost 14.7) and Yellow Springs, ICC Docket No. 
AB-5, Sub. 153. 

hoflk and Operating Information 

fenton* (with their 1073 carloads) served by this line: 

TdJow Springs*_ 

Chapel_ 

Springfield 1 _____ 


Total carloads generated by the line _.._ 

carload* per week___ 

******* carloads per mile______ M m _ 

carloads per train_________ 

^ operating information: 

Stmter of round trips per year ___._ ... _, _ _ 

Bthaited time per round trip (hours)_ 

^conwtlrp horsepower_«..._ _ 

crew alxe_ 

«n|y traffic no «egiiw»at. 

Ormot * on Provided by RSPO, Shippers, Government 

Jtaforniation provided at the hearings conducted by 
^ a i Services Planning Office as reflected in their 
ratified, u The Public Response to the Secretary 
ftnsportat ion’s Rail Service Report,” indicates that 
-Stvf ^ nj?nt *kis line, would not only have adverse 
tothf n ^ Hrt?a ' hut would also be detrimental 
proposed construction of a multimillion dollar 

^ Sprin « field Hir P° rf P * K Yellow 
V T that changing to motor carriers 

^ Morris Bean & Company 

l! 11 W(Hdd have terminate 405 jobs as a re- 
! nnmt nt * Devine Seed Company would 
*hl£;"** three times as many carloads as it 
? 1 device were acceptable. 


3W 

182 

15 


491 

9.4 

41.6 

2.2 

220 

5 

1.000 

5 


Information for Line Retention Decision 


He venue received by PC__$122,069 

Average rv venue per carload_ $249 


Variable (avoidable) coat of continued 
aervlce: 

Cost incurred on the branch line_ 153.497 

Cost of upgrading branch line to FRA 
Class I (1/10 of total upgrading 

cost)- 29.060 

Cost incurred beyond the branch line. 74.875 

Total variable (avoidable) coot-.... 257.432 


Net contribution (loss): total_(135,363) 

Average per carload_(276) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Rased on 
available information, this upgrading would include the 
replacement of a total of 5.283 crossties (an average of 
448 crossties per mile). 

Preliminary Recommendation 

It is not recommended that the Springfield Second¬ 
ary Track lie included in the ConRail System. Contin¬ 
ued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $135,363 or $276 per carload. Re¬ 
covery of costs would require approximately a three¬ 
fold increase in traffic or a 110 percent rate increase 
over the 1973 levels. While costs may be lowered by re¬ 
ducing frequency, this alone will not make the line 
viable. 


PORTION OF THE NORTHERN BRANCH 
USRA Line No. 538 
Penn Central 


I 

^1 

PC to Van Wert | 


/ 

PC to Union City 


\ 


2.1 Mile* 


PC to Cleveland 
ANS0NIA 


PORTION OF NORTHERN 
BRANCH. PC 

PC to Columbu* 

* 


MEEKERS 


PC to West Manchester 


This portion of the Northern Branch, formerly part 
of the Pennsylvania RR, extends from Antonia (Mile- 
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post 152.0) to Mexfars. Ohio (Milepost 154.1), a dis¬ 
tance of 2.1 miles* in Darke County, Ohio. A continua¬ 
tion of this line extends northward from Ansonia to 
Van Wert and southward from Meekers to West Man¬ 
chester, both of which are under study in this Report. 
This line connects with the Penn Central line Jndiana- 
polis-Cleveland at Ansonia. It ulso connects with the 
Penn Central Chicago-Columbia line at V) est Man¬ 
chester. A portion of this line was described as poten¬ 
tially excess in the l T .S. DOT Report (see Zone 110). 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office us reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report.” 

Informofion for Line Retention Decision 

This line does not directly serve any shippers. 

Preliminary Recommendation 

It is not recommended that- this portion of the North¬ 
ern Branch be included in the ConRail System. 


PORTION OF THE NORTHERN BRANCH 
USRA Line No. S39/540/553a 
Penn Central 


PC to Union City. Ind.. p C to Ansonia 


MEEKER 


19.7 miles 



^^Bradford 


y PC to Columbus 

Greenville x 
» 

% MO to Dayton 


PC to Richmond 
and Indianapolis 


„ PC to Springfield 

Savona , 

_ 


WEST MANCHESTER 


^ PC to Dayton 
PC to Carlisle Junction 


This portion of the Northern Branch, formerly part 
of the Pennsylvania, RR, extends from Afaefcr# (Mile- 
post. 154.1) to West JfanchesUr } Oh*0 (Milepost 173.8), 
a distance of 19.7 miles* in Darke and Preble Counties, 
Ohio. A continuation of this line extends northward to 
Ansonia and southward to Carlisle, both of which are 


also under study in this Report. This line connects with 
the PC line Chicago-Columbus at Meekers and with the 
B&O Main Line Indianapolis-Dayton at Greenville. It 
also connects with the PC to New Paris at Greenville] 
and with the PC St. Lou is-Pittsburgh line at West Man¬ 
chester, both of which are under study in this Report. 
Portions of this line were described as potentially n \ 
cess in the ILS. DOT Report (set* Zones 108 and 110).I 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Kail Service] 
Planning ()flice as reflected in their reports entitled u Th* 
Public Response to the Secretary of Transportations 
Rail Service Report/’ 


Information for Line Retention Decision 

This line is required for through freight service, 
therefore Jpcal rail service will be provided to all 
shippers located on the line. 

Recommendation 

It is recommended that this portion of the Xorthemj 
Branch be included in the ConRail System. 


CARLISLE BRANCH 

USRA Line No. 541 

Penn Central 

PC St Louis- 
Pitts burgh 

PC to Van Wert ... Mam Line 

WEST “ ~ *V PC 
MANCHESTER V CARLISLE BRANCH 

B&O Dayton* 
Gncinnati Line 

1 .- 



The Carlisle Branch, formerly |>art °t l,! ‘ 

Central RR, extends from West Manrhc*” 1 1 ‘ 
174.0) to Carlisle Junction. Ohio (Mil*!**' - ' 
distance of 29St miles , in Preble, Montgonie' > - 1 ' 1 ^ 

run rnnntifto Ohin Tics lillO COnnCCtS I * s 


ren Tountiee, Ohio. This line connects . - - ^ 

Pittsburgh Line at West Manchester an' wlt ' ( ' ftr iisJ| 
ton-Cincinnnti Line and a spur to }• rankin' u ^ ort u 
Junction. It is an extension of the Peni ( • 1 1 rt |,i 
ern Branch which runs from M 11 ' 
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to Van Wert and Jackson, Mich, The Northern Branch 
is also under study in this report. The B&O Dayton- 
Cincinnati Line crosses at Carlisle, Except for a small 
portion near Carlisle Junction, this line was described 
* potentially excess in the U.S. DOT Report (see 
Zones 108 and 106). 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
lie Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportations Rail Service Report" indicated that 
expansions by several plants might increase rail service 
on this line. Lewisburg Container Corp. (M.P. 179.5) 
expects to expand its plant so that carloads will climb 
tolJOW in future years versus 1973 traffic of 104 car- 
loais In Germantown, the Duppes Company expects 
its heavy machine shipments to climb from 29 in 
15ft to 80 carloads in future years. Without rail service, 
tbeDuppe facility may close, resulting in the termina- 
'•)nof 200 jobs, and the loss of $2.2 million in personal 
income nnd $205,000 in tax revenues. The Ohio Cnder- 
fn*md Warehouse Corp. was planning to open a cold- 
songe facility at Lewisburg in September of 1974. 
According to their testimony, they project future ship* 
1,200 to 6,000 carloads per year. USRA staff has 
knied tlmt the proposed underground warehouse is a 
project proposed by C. Scliaefer. The project would use 
G"l»plusacre limestone quarry as the warehouse struc- 
•win u manner similar to one developed on the Bur- 
1 Von Northern near Quincy, Ill. The project has not 
started yet and is complicated by the existence 
* 1 2-5 per cent grade and 15 degree curve near the 
_ to the quarry. Penn Central has suggested that 
♦ Schaefer purchase a small switch engine and bring 
.*** tw ° miles back to Lewisburg. No activity is 
^ r *ay at this time for development of the project. 

■‘'"nation for Lino Retention Decision 

rij'b *‘ ne ' s required for through freight service; 

^ 'tif. lorn) mi] service will 1* provided to all ship- 
sweated on the line. 

^ommsndotion 

recommended that the Carlisle Branch be in- 
die Con Hail System. 

PORTION Of SPRINGFIELD BRANCH 
USRA Line No. 54 9 
Penn Central 

Urt of rr ^P r ‘ n ?d e ld Branch, formerly 

Y °rk Central HR, extends from Cold 
l|4' ! t,p08t ® : 9 ) to Troy. Ohio (Milepost 25.3), 

° C14 miles, in Miami and Clark Counties, 


Ohio. This line is part of the old New York Central 
Line between Springfield and Indianapolis, which is 
tinder study in this Report west of Cold Springs. This 


B&O Toledo- 

On c»n nati -9 


TROY 

PC to | 

Indianapolis | 


PORTION 


of r 


EL Marion* 
Dayton Lino 


SPRINGFIELD | 

BRANCH. PC ! M 
I | PC to 

X j ^Springfield 

"cold SPRINGS 


f 

19 4 miles 


PC to Cincinnati 


/ 4 (Joint with EL to Tates Point) 


segment is crossed at Troy by the B&O’s Toledo-Cin- 
cinnati line. At Cold Springs, it connects with the EL’s 
Marion-Dayton line and the PC Cleveland-to-Cin- 
cinnati line. This line was described as potentially excess 
in the U.S. IKJT Report (see Zones 108 and 109). 


TrofBc and Operating Information 


Stations (with their 1973 carloads > served by this line: 


Donnelsville _ __ 


o 

New Carlisle.... 


110 

o 

Brown __ . 


Grayson _ 


28 

o 

Miami Siding.. 


Troy 1 __ 


114 



Total carloads generated by the line_ 


252 

Average carloads per week_ 

_ 4. g 

Average carloads per mile_ 

_13. 0 


Average carloads per train_.....__ 

.... 04 


1973 Operating Information: 



Number of round trips per year..__ 


1 (M 

ao 

1500 

5 

Estimated time per round trip, hours_ 


Locomotive horsepower___...... 


Train crew size ___ 


« Includes only trnlBc on segment. 




Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” 


Information for Line Retention Decision 

Revenue received by PC _ $# 3 .187 

Average revenue per carload .... $330 


Variable (avoidable) cost of eontlnoed 
Service : 

Coat incurred on the branch line .. 178,074 

Coat of upgrading branch line to FRA 
Class I ( Vio of total Upgrading cost).. 48. 807 
Cost incurred beyond the branch line— 55. 650 


Total variable (avoidable) cost_.. 282,531 

Net contribution (loss) : total___... ( 199 , 344 ) 

Average per carload_ (791) 
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This line would require upgrading to meet- the re¬ 
quirements of the h ederal Railroad Administration s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Rased on 
available information, this upgrading would include 
the replacement of a total of 10,476 crossties (an aver¬ 
age of 540 crossties per mile). Penn Central Industrial 
Development Dept, lias informed USRA that discus¬ 
sions have been held with a firm for a new 58 acre 
facility at Troy, Ohio. However, there are no commit¬ 
ments and no estimates of future traffic. 

Preliminary Recommendation 

It is not recommended that this jiortion of the Spring- 
field Branch be included in the ConRail System. Con¬ 
tinued operation of this line would require a rail serv¬ 
ice continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess finan¬ 
cial burden amounting to $199,344 or $791 per carload. 
Recovery of costs would require approximately a seven¬ 
fold increase in traffic or a 315 percent rate increase 
over the 1973 levels. Costs may also lie lowered by 
reducing frequency, although this alone will not make 
the line viable. 


PORTION OF SPRINGFIELD BRANCH 
USRA Line No. 551 

Penn Central 

B*0 PORTION OF 

Greenville SPRINGFIELD . 

Dayton - 4 \ BRANCH. PC J MO To lotto- 

• *4 Cincinnati 

i : 

ARCANUM *. i j TR OY 

PC , 0 ^ .22.0 mile, j S PC t0 

Indianapolis •. . ^ 


This portion of the Springfield Branch, formerly 
part of the New York Central KB, extends from Troy 
(Milepost 25.3), to Arcanum (Milepost 47.3) a distance 
of 22.0 milts, in Miami and Darke Counties, Ohio. This 
line is a segment of the old New York Central line from 
Springfield to Indianapolis, which is under study in 
this Report. B&O lines cross this segment at its end¬ 
points; the Indianapolis-Dayton line at Arcanum and 
the Toledo-Cincinnati line at Troy. This line was de¬ 
scribed as potentially excess in the l T .S. DOT Report 
(see Zones 108 and 110). 


Traffic and Operating Information 

Station* < with their 1073 carloads) served by thla line: 

Ludlow Falla---—- 24 

Total carloads generated by the Une_.~ 2,174 

Average carloads per week--- ----- 41$ 

Average carloads per mile™---- l&M 

Average carloads per train--—---. ft-1 

1073 operating information: 

Number of round trips per year-- 

Estimated time per round trip, hours-- O 

Locomotive horsepower-1, S>) 

Train crew siae-——---- 5 

» Include* only traffic on •ecment. 

Informotion Provided by RSPO, Shippers, Govtmmtn) 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their j 
reports entitled “The Public Response to the Secretary j 
of Transportation's Rail Service Report” indicated flat j 
the Troy Industrial Park Development depends upon j 
Rail service according to its developer, Forrest Archer. 
Huntsman Container Corp., also of Troy, which bm 1 
died 132 cars in 1973 said that loss of f vil service would 1 
close their plant and 290 jobs would be lost. They plwl 
a 50 percent expansion which will involve more i*i! j 
service (amount not specified). 

Informotion for Line Retention Decision 

Revenue received by PC_* i 


Average revenue per carload-. 


1423 


Variable (avoidable) cost of continued serv- 

Cost Incurred on the branch line- 261, 

Cost of uitgradlng branch line to FRA daw 

I: (1/10 of total u(>gradlng cost)- ^ 

Cost Incurred beyond the brauch line- 537,61i 

Total variable (avoidable) coat- 


*5T.ZBi 

r 


29 


Net contribution (loss) : total --- 

Average per carload- —- 

This line would require upgrading to meet the 
quireinents of the Federal Railroad Admini^ rdt5 I 

minimum safety standards (Class I track. ' v llC p^| 
a maximum safe operating speed of 1° ^ I 

on available information, this upgrading w< i1j< ,n L 
the replacement of a total of 12,300 crossties i* m 1 
aguof 559 crossties per mile). 

Although this line generated a net conti 1 1 ] 

served via USRA Segment 549 which p’ ,MI ,lU 
amounting to $199,344. 
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Pnllmino'y Recommendation 

It ig no ' i ocommendpd that this portion of the Spring- 
field Braiu-h be included in the ConRail System. 


PORTION OF COURT STREET SECONDARY 
TRACK 


U5RA Line No. 558 


Penn Central 



Pc to 
Norwood 


1.4 milts 


i 


AVONDALE 

PORTION OF PC 
’•-COURT STREET 
SECONDARY TRACK 


EGGLESTON AVE.. 
(CINCINNATI) 


This portion of the Coart Street Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Avondale (Milepost 54.3), to Eggleston Awe. (Cincin¬ 
nati, Ohio (Milepost 55.7), a distance of 1.^ miles, in 
Hamilton County, Ohio. This line is an industrial track 
Prong part of the east side of the city of Cincinnati. 
Tto track ends at Eggleston Avenue; northward the 
liar continues to PC’s McCullough Yard. This line was 
W dweribed as potentially excess in the U.S. DOT 
kpwt (see Zone 106). 


koffit and Operating Information 

(wilt their 1073 carloads) nerved by this line: 

a*!#Mti’.... 


airloads generated by the line_ 25 

per week_ 4 . j 

.*** carload, per mile_ m ( 

* carloads per train_ 2.1 

‘ npcmtln* information: 

t ” und tri l* l )pr year_ 10 

•owed time per round trip (hours)_ 1 . ( 

l*ower„. 1.201 

‘™ la crew die.. _ ( 

‘W'Hm MU, OB ^ CTM , nt 

0n Pr °vided by RSPO, Shippers, Government 

*9*nciei 


J 

ritj^ ln ^ orma ^ on concerning* the line was pro- 
PU nninp h(>Ar ings conducted by the Rail Service* 

*^®Puh1*tT aS re ® ectw * in their sports entitled 
^ Rail \ { ' HlXnxs * to the Secretary of Transporta- 
^AigtV, Information received by 

T 1 ,3 * nore Warehouse on this line receives 
3 Per year and leases its building from the 


Penn Central* The railroad receives $30,000 a year in 
rent in addition to freight charges. 

Information for Lino Retention Decision 

Revenue received by PC __ J 103 , 577 

Average revenue per carload _ $403 

Variable (avoidable) coat of continued 
service : 

Coat incurred on the branch line _ 27, 267 

Coat of upgrading branch Une to FRA cIaka 

I ( 1/10 of total upgrading coat) _ 4,021 

Coat incurred beyond the branch line _ 62, 705 


Total variable (avoidable) coat___ 03,003 


Net contribution (loan) total__ 9.584 

Average per carload.._.. 37 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include the 
replacement of a total of 700 crossties (an average of 
500 crossties per mile). 

Recommendation 

It is recommended that service to shippers on this 
portion of the Court Street Secondary Track be pro¬ 
vided by the ConRail System. 


PORTION OF MIDDLETOWN SECONDARY 
TRACK 

U5RA Une No. 560 


Penn Central 

OXFORD ROAD 


13mile»-V 


UNION VILLAGE 




PORTION OF 
MIDDLETOWN 
SECONDARY 
x TRACK. PC 

PC to —4^ 

Middletown Jet 


This portion of the Middletown Secondary Track, 
formerly part of the Pennsylvania RR. extends from 
Oxford State Street (Milepost 3.7), to Union Village, 
Ohio (Milepost 7.0), a distance of SJ mile*, in Butler 
and Warren Counties, Ohio. This segment is the remain¬ 
ing stub end of the old PRR line to Middletown; it con¬ 
tinues southeastward to Hagenmn and Middletown 
Junction. The Oxford Street-Middletown portion has 
been abandoned. This line was not described as po¬ 
tentially excess in the U.S. DOT Report (see Zones 106 
and 107). 


697 
















10010 


Traffic and Operating Information 

Stntionx (with their 1873 carloads) served hy this line 

Union Village -—- 

Monroe -----—-—— -- 


5 

283 


Total carloads generated hy the line. 

Average carloads |**r wivk -—-- 

Average carload* iier mile --—- 

Average carloads per train ——-—- 

1973 oik* rating Information: 

Number of round trij»s per year - 

Estimated time per round trip < hours) - 

Locomotive horsepower - 

Train crew size - 



288 

5.5 

87.3 

2.8 

104 

8.0 

1,500 

5 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this lino was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
‘♦The Public Response to the Secretary of Transporta¬ 
tions Rail Service Report/’ 


Information for line Retention Decision 

Revenue received hy PC --— $**♦* >ss 

Average revenue per carload —--- $240 

Variable (avoidable) cost of continued 
service: 

Coat Incurred on the branch line - 81, 290 

<’o*t of upgrading branch line to KRA Clasa 

1 : 11/10 of total upgrading coat) - 15,204 

Coet incurred beyond the branch line -— 49.581 


Total variable (avoidable) coat-146,135 


Net contribution (loss) : Total --- (77,147) 

Average per carload -- 1268) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track* which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 1,980 crossties (an average of 
600 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Mid¬ 
dletown Secondary Track be included in the Con Rail 
System. Continued operation of this line would require 
a rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $77,147 or $‘2fi8 j>er 
carload. Recovery of costs would require approximately 
a four-fold increase in traffic or a 110 percent rate in¬ 
crease over the 1973 levels. 


PORTION OF COLUMBUS-INDIANAPOUS LINE 
USRA Line No. 56? 

Penn Central 



This portion of the Columbus-Indiana{K)lis line 
formerly part of the Pennsylvania RR, extends from 
Columbus (Milepost 0.7), to Xenia* Ohio (Milepost 
54.7), a distance of 48/) miles, in Franklin, Madison, 
Greene and Clark Counties, Ohio. This line connects 
with the PC line to Dayton and the Dayton & Chit- 
licothe Branch of the B&O at Xenia. It also con 
with the DT&I Main Line from Detroit to Irontoa 
At Columbus this line connects with the B40s 
Columbus-Athens Branch, the B&O Columb 
Pomeroy Branch and the B&O Pittsburgh ( incinnati 
Line. Parts of this line were described as potentially ei* 
cess in the U.S. DOT Report (see Zones 103. 108,1» 
and 110). 

Information Provided by RSPO, Shipper,. Govern^ 
Agencies 

Information provided at the hearings conducted | , ! r 
the Rail Sendees Planning Office as reflected in I 
reports entitled “The Public Response to the Sec . . 

of Transportation's Rail Service Rejx>rt in "* *1 
that the Greene Landmark firm, located in Xenia 
suffer a 5# to 10<* per bushel increase in transport 
The Purex Corp. of London, would have to "***" 
rail service via a circuitous . r >6 mile re-route. - 
Omega Corp. of I/)ndon indicated that 
would affect their industrial park program. < “ r _ 
mark reported plans for a $800,000 expon* 10 " p 
at S. Charleston. Purex Corp. said that the) 

ning to triple their current capabilities 

USRA staff received correspondence from ^ 
Wilson of landmark, Inc., describing ® -p, 

mark’s expansion plans for S. Charleston, 
firm will increase its rail traffic by at » ‘ 
year. 
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Informotion for Line Retention Decision 

This line is required for through freight service, 
therefore local rail service will be provided to all ship- 
pats located on the line. 

iKommendation 

It is recommended that this portion of the Columbus 
to Indianapolis line be included in the ConRail System. 

PORTION OF COLUMBUS-INDIANAPOLIS LINE 
USRA Line No. 56 2 

Penn Central 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
a shipper claimed its freight bill would go up 300 to 400 
percent if trucks were used. This would represent a 
$100,000 increase. A tire company anticipates a 52 per¬ 
cent increase in the switch from rail freight to truck 
freight. A lumber firm anticipates costs increasing from 
$42.25 to $64.10 per thousand-board-feet because of ad¬ 
ditional transportation costs. Industrial expansion has 
developed in the area and part of the reason for this 
growth is attributed to the availability of rail service. 


- JSt I ■ 
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PORTION COLUMBUS* 
INOIANAPOLIS LINE. PC 


DAYTON 
I (MIAMI OTY PCtoLytl. 
I JUNCTION) 

u 


MO to Oncaiuiao | ' p C to 


This portion of the Coluinbus-Indianapolis Line, for- 
OKTly part of the Pennsylvania RR, extends from Day - 
toi (Milepost 16.6) to New Paris, Ohio (Milepost 51.7), 
* distance of S5J miles, in Montgomery and Preble 
bounties, Ohio. This line segment is part of the through 
fa* between Columbus and Indianapolis. It connects 
r ithtlie Penn Central Richmond Branch and Newman 
^ulary at New Paris and the Northern and Carlisle 
Benches ttt West Manchester, all of which are also 
tL ^r study. 'This line was described as potentially ex- 
0895 in the t ,S. DOT Report (see Zone 108). 

ond Operating Information 

' r * IWf 1973 cnrlaadfl) served by this line: 

Twtwood ... 9 

ii-1_2*; 

... 0 

.. 

in*. Car * 011 ^ generated by the line_2,478 

Cftriotd * Per week_ 47. 7 

01,10111,8 Per mile___70.0 

** drlAQdH per train__ 12. 4 

information: 

fcbflto f r0UmJ P° r . vear _ 200 

M Ume per round trip (boars)_ 10 

^ *r*w **_ R 

U< ^ ^ tr »®e an »r K meat. 


Information for Line Retention Decision 


Revenue received by PC?__ $768,478 

Avenge revenue per carload_ $310 


Variable (avoidable) cost of continued serv¬ 
ice: 

Cost incurred on the branch line_401,101 

Cost of upgrading branch Unc to FRA 

Class I (1/10 of total upgrading cost)_ 0 

Cost incurred beyond the branch line_ 206,455 


Total variable (avoidable) coat_ . 607.556 


Net contribution (low): Total_ 70,022 

Average per carload___ 29 


This line would require no upgrading to meet the 
requirements of the Federal Railroad Administra¬ 
tion’s minimum safety standards (Class I track, which 
has a maximum safe operating speed of 10 m.p.h.). 

Recommendation 

It. is recommended that this portion of the Columbus 
to Indianapolis line be included in the ConRail System. 


PORTION OF COLUMBUS TO INDIANAPOLIS 
LINE 

USRA Line No. 639 
Penn Central 

This portion of the Columbus to Indianapolis line, 
fortnerly part of the Pennsylvania RR, extends from 
Xenia (Milepost 0.0) to Dayton (Milepost 15.4), a dis¬ 
tance of J5Ji miles, in Greene and Montgomery Coun¬ 
ties, Ohio. This line, Columbus to Indianapolis via 
Xenia, connects with the PC line, Xenia to Cincinnati, 
at Xenia, and the PC Cincinnati-Columbus line via 
Dayton at Davton. It connects with the BAO at Dayton 
and Xenia. It connects with the Lytle Branch of PC, 
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under study in this Report. It also connects at Dayton 
with the EL line to Springfield. This line was not 
described as potentially excess in the U.S. IX) 1 Report 
(see Zone 108). 


B40 «o T«*«4o 

t 


PCEL Joint 
to CoH Spnofo 


PORTION. MAINLINE 
COLUMBUS 1M0I ANAPOLIS 
VIA XENIA. PC 


y 

/ IS 4 

/Tm#» Point 
OAT TON ; y. 

(WAYNE AVE 
JUNCTION | 


PC to Loo Aon 
/4 aA Ctlumkti 


£ •/ l * 

JUNCTION *. E, " A „.„ 

\ I / •> 5*0 ta Raihm|OA 

PCto*K*~«A^ ^n^ MIWINI* I • ConrtHonoo 

” T *?Yoor^ \^-ec to Lrti« 

/ I (KiOflM City N 
/V i Jonct*ool 

IM«' \ 

PC to C«nc*imotj 


BAD «o Union Cm > 
8*0 to Otto 


PC t 
Mid ClOOMOO 


Information Provided by RSPO, Shippers. Government 
Agencies 

No specific information concerning tins line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
• The Public Response to the Secretary of Transporta¬ 
tions Rail Service Report." 

Information for Lin® Retention Decision 

This line ifl required for through freight service, 
therefore locaj rail service will be provided to all ship¬ 
pers located on the line. 

Recommendation 

It is recommended that this portion of the Columbus 
to Indianapolis line be included in the ConRail System. 


WESTERN BRANCH 


USRA Line No. 640 


Penn Central 


U0 t» N.««* 



This portion of the Western Branch, formerly part 
of the Pennsylvania RR. extends from Bremen (Mile¬ 
post 173.8) to New Lexington (Milepost 185.0). n dis¬ 
tance of 11.2 miles, in Fairfield and Perry Counties, 


Ohio. This portion of the Western Branch is used pri¬ 
marily for overhead traffic between Columbus and 
Charleston, W. Va. There are connections to other PC 
lines as illustrated, but the physical connection to lb* 
B&O at Junction City has been removed. This lino was 
described as potentially excess in the. US DOT Report 
(see Zone 102). 

Information Provided by RSPO, Shippers, Government 
Agencies 

Infomation provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the .Secretin 
of Transportation’s Rail Sendee Report" by Peabody 
Coal indicated that circuitous routing and higher cods | 
would result if this line was abandoned. 

Information for line Retention Decision 

This line serves no shippers directly bat is used to 
serve segments 496/496a. The preliminary recommends- 
tion for both of these segments is that they not be j 
included in the ConRail System. 

Preliminary Recommendation 

It Is not recommended that this portion of the West 
cm Branch be included in the ConRail system. 


PORTION OF ALLIANCE BRANCH 
USRA Line No. 641 
Penn Central 


N&W to Canton 


PC to Bayard 
\ MINERVA / 

* 1 ' PORTION ALLIANCE 

BRANCH PC 




PC to Dover *y 4 


r 


J 


• 20.8 mites 

N&M to Carrollton 


bergholz 

(PHILLIPS' 


PC » 


Pelf M 


PC to OtHonvalo-VN 


This portion of the Alliance Brand. orl \j- int n'& I 
: the New York Central RR, extern •> „ distant* 

klilejjost 41.7) to Bergholz (Milepost *••-•*> * ohio l 
' >()£ miles, in Carroll and Jefferson " ^ ,d 

his portion of the Alliance Branch oon,U p he | ine con- 
uscarawas Secondary Truck at Mtn»' m |,us wH 
nues beyond Bergholz to cross the 
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burgh line at Unionport. The line continues on down to 
Pinej Fork. There is also a connection at Minerva with 
the Norfolk & Western. This line was described as po- 
Wrtitlly excess in the ILS. DOT Report (see Zones 96, 

W, and 98). 


Traffic ond Opcroting Information 

Buttons < with their 1978 carloads) served bj this line: 
taste-7,405 


Mfdmnk*town__ 0 

Btrgholi- 842 


ToU! carloads generated by the line_,7,747 

Amifa carloads per week_149. 0 

Amir* carloads per mile_ 372.0 

Arertfr carloads per train_..___ 15. 5 

IKS operating Information: 

Xanbw of round tripe per year_ 500 

Wanted time per round trip (hours).____ 9 

LocomoUre horsepower_ 8,000 

Train crew size_ 5 


Wormotion Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
tix Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report" indicated 
coal concentration along this line. Closure of 
fciiHs would result in 1.6-2 million tons of lost produc- 
ton. I he l )S. Appalachia Regional Commission has a 
million commitment to this area. 

formation for Line Retantion Decision 


received by PC--$1.409,888 

***** rarenue per carload_ $104 

ui'M' (avoidable) cost of continued 
•nice: 

^ * laired on the branch line_ 581,061 

of fading branch line to KRA 
(1/10 of total ui-grading 


^ incurred beyond the branch Une_. 526,951 

ToU1 v * rlable (avoidable) cost_1,108,612 

i *rtaT fmt, ° 0 ,loa#): total —... 891,276 

yjjjj I* 

n "° uld rw l UIrt> no upgrading to meet the 
aijjjjj 1Cn,s Federal Railroad Administration’s 
6 ttU[) Un 88 ^ standards (Class I track, which has a 
lion of rr °^ >erat * n K »P«ed of 10 mph). An evalua- 
^activeT l ^ Smc8 ^* v USRA staff confirms there is 
°* Ul ^' facility on this line. This line is also 


currently used as a high volume through-route for coal 
shipments. 

Recommendation 

It is recommended that this portion of the Alliance 
Branch be included in the ConRail System. 


PORTION OF THE ALLIANCE BRANCH 
USRA Line No. 641a 
Penn Central 


PC K> Minerva 

V 

BERGH0LZ (PHILLIPS)'^ 


PORTION. 
ALLIANCE 
BRANCH. PC 



PC to Wolf Run 
11.5 miles 

PC to Pittsburgh 

PAN l 


T V 

PC to Columbus x 


PC to 
Dillonvale 


This portion of the Alliance Branch, formerly part 
of the New York Central RR, extends from Bergholz 
(Milepost 62.5) to Pan (Milepost 74.0), a distance of 
11J> miles, in Jefferson and Harrison Counties, Ohio. 
The line extends north from Bergholz and south from 
Pan. This line was described as potentially excess in the 
U.S* DOT Report (see Zones 97 and 98). 

Traffic and Operating Information 

Stations (with their 1978 carloads) served by this line: 
Amsterdam_ lfl 


Total carloads generated by the line_ 16 

Average carloads per week___ o. 8 

Average carloads per mile_ 1.4 

Average carloads per train_ 0. 5 

1978 operating Information: 

Number of round trips per year_ 82 

Estimated time per round trip (hours)_ 2 

Locomotive horsepower_l, 500 

Train crew size_ 5 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report" indicates that 
the Amsterdam Supply Co. estimated it shipped 25 car¬ 
loads in 1973. 
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Information for Line Retention Decision 


Revenue received by IV --- 

Average revenue per carload -—— 


_ $ 4,1510 

$261* 


Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch line. - 77, 803 

Cost of upgrading branch line to FRA Class 

I: (1/10 of total upgrading cost) - 0 

Cost Incurred beyond the branch line - 3,337 


Total variable (avoidance) cost- 81,162 


Net contribution (loss): total-- (76,963) 

Average per carload———-—--— (4,810) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration s 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 mph). An eval¬ 
uation of coal reserves hy T7SRA and PC staff indi¬ 
cates that this line is currently used as a through-route 
for coal shipments which have no alternative route. All 
shippers served by this line will continue to have service. 


Recommendation 

It is recommended that this portion of the Alliance 
Branch be included in the ConRail System. 


M&C SECONDARY TRACK, M&C BRANCH 
USRA Line No. 642 
Penn Central 


B&0 to Akron and East 



The M&C Secondary Track, formerly part of the 
Pennsylvania RR, extends from Mans'illon (Milepost 
0.0), to Warwick (Milepost 11.1), a distance of 11J 
mile*) in Summit and Stark Counties. Ohio. From East 
Gravel (2 miles from Massillon) to Warwick, this line 


is operated as paired track with the Baltimore & Ohio 
Railroad. PC owns the Northbound track and B&Othf 
Southbound, with expenses divided on a per car bask 
The operation is under B&O rules and reguktions.This 
lino was not described as potentially excess in the JJS | 
DOT Report. (See Zones 05 and 96.) 

Information Provided by RSPO, Shippers, GovernmtriJ 
Agencies 

No specific information concerning this lino waspri 
vided at the hearings conducted by the Rail Service. 
Planning Office as reflected in their reports entitled I 
a The Public Res|K>nse to the Secretary of Transport*" 
turn's Rail Service Report.” 

Information for Line Retention Decision 

This line is used for through coal traffic. 

Recommendation 

It is recommended that the M&C Secondary Track be 
included in the ConRail System. 


PORTION OF NORWALK BRANCH 
USRA Line No. 643 
Penn Central 


PC to Toledo 


/i PC to Cleveland 


MILLBURY JUNCTION 



X* 

PORTION OF THE 
NORWALK BRANCH. PC 


18.3 Mile* HSWt0 $^j 

N&W to Toledo X 

W 

• / NS* to Bel lew* 

4.'' k 

FREMONT ^ 

y^ L- pc to Elr" 1 

N&W to Foster' a 

This portion of the Norwalk Branch, formerly p»d 
'f the New York Central RR. extends from 
Hilepost 269.0) to MUlbury Junction, Ohio. 1 • 11 
lost 287.3), a distance of 18J miles, in Sandm*'.'* 
awa and Wood Counties, Ohio. Continuations o 
ine extend westward from MilH'in 
card from Fromont. A portion of the I fl,u * ; n . 
b also under study in this Report. ( ^ 

lude: the Norfolk & Western to Lima at ' |j nft 
it Millbury Junction the PC Chicago-to >> 

rhisline.exce.pt for the portion from 

Function, was dcserilied as potentially «* 1 ‘ 

7.S. DOT Report ( see Zones 100 and 1W>- 
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Troffic and Operating Information 


gallons iwith their 1073 carload*) M*n'«l by this tine: 

liDdey - 183 

Elmorv -- - ---— 116 

Grooa . -3,067 


Total carload* generated by the line_— 3,306 

Acme? carload* per week____ r __64. 7 

A wig? carloads per mile-183. 9 

A wig? carloads per train_ 18. 0 

I 9 T 3 operating information: 

Xoober of round trips per year- 260 

Erttumted time per round trip (hours)____ 11.5 

Locomotive horsepower_; 1,500 

Tain crew sUe—-——- 4 


require n rail service continuation subsidy. Under 1973 
traffic, revenue and cost levels, this line generates an 
annual excess financial burden amounting to $147,681 
or $44 per carload. Recovery of costs would require 
approximately a 59 percent increase in traffic or a 16 
percent rate increase over the 1973 levels. Costs may 
also be lowered by reducing frequency, although this 
alone will not make the line viable. 

PORTION OF NORWALK BRANCH 
USRA Line No. 643a 


bfonnotion Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
tie Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
©{Transportation's Rail Service Report” indicated that 
Firmers Mercantile Elevator Company estimated 246 
'irlosds in 1973. This company, located in Lindsey, re¬ 
ported that 3,500 and 4.000 carloads pass through Fre¬ 
mont yearly. 

Wwmotion for Line Retention Decision 


Penn Central 

NSW (a Toledo 

:/ 


PC to Toledo 

\ /V 

AS frehont 


NAW to Sandusky 


N&W to Fosteria 



* 

r 11.3 Miles ^ 

PORTION OF THE 
NORWALK BRANCH. PC 


CLYDE 

^•.4-NAW to Bellevue 
PC to Elyria 


received by PC _ $926, 406 

*lTW»m* revenue per carload _ $275 


r wiiM? (avoidable) coat of continued 
*rv1ce; 

Owt incurred on the branch line_ 345.834 

r<M * °f Ql*fradlng branch line to FRA 
Class I: (1/10 of total upgrading 

«*)- 52. 228 

incurred beyond the branch line_ 676 , 085 


Total variable (avoidable) coat_ $1,074.147 


This portion of the Norwalk Branch, formerly part 
of the Pennsylvania RR, extends from Clyde (Milepost 
257.7) to Fremont , Ohio (Milepost 269.0), a distance 
of 11J3 mile 8 * in Sandusky County, Ohio. Continuations 
of this line extend westward from Fremont and east¬ 
ward from Clyde, A portion of the former is also under 
study in this Report. Connections include: the Norfolk 
& Western to Sandusky at Fremont and the PC line to 
Sandusky at Clyde, This line was not described as po¬ 
tentially excess in the U.S. DOT Report (see Zone 100). 


** ^ttbution <loan): total_ ( 147,681 ) 

per carloa d . (44) 

^ w ould require upgrading to meet the re- 
W&ients of the Federal Railroad Administration’s 
% U °! ,m safot .v standards (Class I track, which has 
^nuirnum safe operating speed of 10 mph). Based 
•Suable information, this upgrading would include 
placement of a total of 9,910 crossties (an average 
IM1 reties per mile). 

m ' nor Y Commendation 

hough ^ l )re ^ m * nar > T recommendation is that 
^ Coi P >n * Norwalk Branch not be included in 
Astern, the possibility of immediately 
revenue must be explored before a final rec- 
cr ^sin ^ ° n Can Without immediately in* 

* n 'enue, continued operation of this line would 


Traffic and Operating Information 


Station* (with their 1973 carloads) served by this line: 

Clyde - 1,200 

Fremont - 2,016 


Total carloads generated by the line __ 3. 216 

Average carloads per week _ 62 

Average carload* per mile _ 285 

Average carloads per train _ 10. 7 

1973 operating information: 

Number of round trips per year _ _ 300 

Estimated time per round trip (hours) ____ 12 

Locomotive horsepower _ i t 500 

Train crew sire _ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
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of Transportation’s Rail Service Report’' indicated that 
Woodall Industries estimated 401 carloads in 1973 and 
project 500 carloads. Rural Services Inc., located in 
Clyde, operates a 475,000 bushel grain storage facility. 
They state it is impossible to inspect, load, and ship 
sucli quantities of grain by any other transportation 
mode than rail. 


Information for Line Retention Decision 


Hcvpinii' received by PC——-- 

Average revenue per carload--— 



$867.010 


Variable (avoidable) cost of continued 
service : 

Cost incurred on tbe branch Hue —~- 357,24-! 

Cost of upgrading branch Une to KKA 

Class I ; (1/10 of total upgrading cost) - 35,327 

Cost Incurred beyond the branch line - 500,778 


Total variable (avoidable! cost-—- 


002, 347 


Net contribution (loss) : total - f 34 * M1 

Average per carload - 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (C lass 1 track, which has a 
maximum safe operating speed of 10 inph). Based on 
available information, this upgrading would include 
the replacement of a total of 6,074 crossties (an aver¬ 
age of 538crossties per mile). 

This line is reached via l 'SR A Segment 643 which 
generated a loss amounting to $147,681. 

Preliminary Recommendation 

It is not recommended that this portion of the Nor¬ 
walk Branch be included in the ConRail System. How¬ 
ever, sendee may be provided by the Norfolk and 
Western. 


PORTION OF TR1NWAY SECONDARY TRACK 
USRA Line No. 644 
Penn Central 

This |K>rtion of the Trinway Secondary Track, for¬ 
merly part of the Pennsylvania Railroad, extends from 
Trinway (Milepost 0.3) to Zanetvffle, Ohio (Milepost 
16.0). a distance of 15.7 miles, in Muskingum and Perry 
Counties, Ohio. This line connects with Penn Central’s 
line (Columbus-Pittshurgh) at Trinway. It connects 
with other Penn Central lines under study at Crooks- 
ville (to Cincinnati and to Columbus), and at Zanes¬ 
ville (to Columbus). It also connects at Zanesville with 
the B&O line to Columbus and Wheeling, and with the 
N&W line to Canton. This line was described as poten¬ 
tially excess in the PS. DOT Report (see Zone 103). 


PC to Newark W-PC to Broken Aro Mine 

and Columbus \ 

^ \TRINWAY_ 4 PC to P,ttsburgh 


! 


15.7 miles 


B&0 to Newaric 
and Columbus 




N&W to Canton 

PORTION OF TRINWAY 
SECONDARY TRACK. PC 


B&O to Wheeling 

L, 


C* ZANESVILLE 

B&O to Parkersburg 

Spangler 


v •• 


7—r 1 


Fultonham Spur 


PC to Thurston 

I 'PC to New Lexington 


Traffic and Operating Information 

Station* (with their 1973 carload*) nerved by thh* line: ^ 

Uoich Mine No. 2.. * 

Zanearille 1 -—..~._ 

Total carloads generated by the line--- ® | 

Average carl on els per week-—- ^ 

Average carload* per mile....~ ^ 

Average carloads per train—-—-—----- 

11)73 operating information: 

Nuinlier of round trips per year-- # 

Kstlmated time per round trip (hours),---- ^ ^ 

Locomotive horsepower..-- A 

Trnln crew slxe-—-*- 

> Include* onl) traffic on tprsrmcot. 

Information Provided by RSPO, Shipping, Goverm"*"' 
Agencies 

No specific information concerning this Vine P** 
vidod at the hearings conducted by the Rail ***! 
Planning Office as reflected in their reports 
“The Public Response to the Secretary of 1 r»nsp° 
lion’s Rail Service Report." 


Information for line Retention Decision 

Revenue mvived by PC -—- 

Average revenue per carload----•— 




$310 


Variable (avoidable) coal of continued serv¬ 
ice: 

Coat incurred on tbe branch line-- 

Coat of upgrading branch line to FRA ^ 
Claim I: (1/10 of total u|*rodinR cneti- - ^ 
CVmt incurred Imyond the bmnch line— 

Total variable (avoidablet cost — 

.Net contribution (loss): Total.. 

Avenue* per carload--- 


155. 


11.033 

■ ^7 . h** 8 * 

... (1<A** W 

(l.«M) 
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This line would require upgrading to meet the re- 
(pifpmenis of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
nuimum safe operating speed of 10 m.p.h.). Based on 
inilabli* information, this upgrading would include the 
replacement of a total of 5,595 crossties (an average 
of 856 crossties per mile). Although this line generates 
aloGB, it is required to serve USRA segments G44a, 496c 
uvd 518/513a. Also, there is potential for new coal pro¬ 
duction on the line. 

Itcofflmendation 

It is recommended that this portion of the Trinway 
Secondary Track be included in the ConRail System. 


PORTION OF TRINWAY SECONDARY TRACK 
USRA Line No. 644a 
Penn Central 


Nfc# to Canton | PC to Trinway 

% ,k B40<oWh.«lln« 

. * .. 

-ZANESVILLE 


B&0 to Parkers burg 



Span fler 
Fultonham Spur 


4- PORTION, TRINWAY 
SECONDARY TRACK. PC 


This portion of the Trinway Secondary Track, 
•rmerlv part of the Pennsylvania RR, extends from 
(Milepost 16.0) to Crooksville, Ohio (Mile- 
P®^29.0), a distance of 13.0 milegj in Muskingum and 
Countir<s Ohio. This line connects at Zanesville 
n . ™ UI Antral lines under study, to Trinway and to 
r , nbus, with N&W to Canton, and B&O line to 
umbus and Wheeling, W. Va. At Crooksville, this 
connects with PC branches to Columbus and Cin- 
under study in this Report. This line was 
* nbed as ]K)tentially excess in the 17.S. DOT Report 
^or* 103). 


^ ond Operating Information 

ZinJ»!. VS carloads) served by thin line: 

Wr' -- U 


I "i t M 

*’*uT,!?*?* by Oi« tine:_1, 

I ** **rtoiuiK |>er week_ 3 


10017 


Average cArioad* p<»r mile____1R2. 3 

Average rarload* per train____ n. 5 

1073 Operating Information: 

Number of round trip* |*»r year ___ irH) 

Kent! 11m to time |**r round trip (hour*)___ a 

Locomotive horsepower_______3 t 500 

Train crew xize_____ 5 

» include* only traffic on »cffwrnt. 


Information Provided by RSPO, Shipping, Government 
Agencies 

Xo s]>ecitic information concerning this line was 
provided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
u lhe Public Response to the Secretary of Transporta¬ 
tions Rail Service Report. M 

Information for Line Retention Decision 


Revenue received by PC _ $006, 843 

Average revenue per carload _ $353 

Variable (avoidable) coat of continued 
service*: 

Cost incurred on the branch line _ 247,605 

Cost of upgrading branch line to FRA 

Class I : (Vio of total upgrading cost) _ 23, 859 

Cost incurred beyond the branch line. _ 318, 532 


Total variable (avoidable) coat_ 589,996 


Net contribution (loss): total __ 16,847 

Average per carload _ 1 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 4,633 crossties (an average 
of 356 crossties per mile). 

Recommendation 

It is recommended that this portion of the Trinway 
Secondary’ Track be included in the ConRail System. 


PORTION OF Z&W RUNNING TRACK 
USRA Line No. 692 
Penn Central 

This portion of the Z&W Running Track, formerly 
part of the Pennsylvania RR, extends from Glass Rock 
(Milepost 45.6) to Spangler , Ohio (Milepost 50.2), a 
distance of 4.6 miles in Muskinghum and Perry Coun¬ 
ties, Ohio. This line continues to Thurston from Glass 
Rock and to Trinway from Spangler. It connects with 
the Crooksville Running Track at Fultonham and the 
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Zonosville Secondary Track at Milc|>ost 22.62. It con¬ 
nects with the BAO at Zanesville. 


PC to Trinway 

n&w : ^ 

7 

•• • * 

B&O ^*'yVZ anesville 


PC to Thurston 

it 


r 9-l Mile. - >| j 

Fultonham 1/ 


GLASS ROCK 


T 


V. 


PORTION OF Z&W 
RUNNING TRACK. PC 


B&O 

SPANGLER (MP 22.6) 

III 

PC to Crooksvillc 


Traffic and Operating Information 

Stations (with their 1973 carloads) nerved by this Une: 

Gians Rock- 

Fultonham_—-—- 


Total carloads generated by the line -...... 1, 497 


Average carloads per week- — 28. “ 

Average carloads per mile-— 325. * 

Average carloads per train- — ®* 2 

1973 operation information: 

Number of round trips per year- 240 

Estimated time per round trip (hours)- 8 

Locomotive horsepower______— 3,500 

Train crew sine- 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Sendees 
Planning Office in their reports entitled “The Public 
Response to the Secretary of Transportation^ Rail 
Service Report.” 

Information for Line Retention Decision 


Revenue received by PC_—- * $307.285 

Average revenue per carload- 8206 


Variable (avoidable) coat of continued 
service: 

Cost Incurred on the branch Une- 206,071 

Cost of upgrading branch line to KRA class 


I (1/10 of total upgrading cost)- 8,573 

Cost incurred beyond the branch line-148,438 

Total variable (avoidable) coat- 362,082 

Net contribution (loaa): total--- (54,847) 

Average per carload___ (37) 


This line would require upgrading to meet the require¬ 
ments of the Federal Railroad Administration’s mini¬ 
mum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 1,672 crossties (an average of 
363 crossties per mile). 


Preliminary Recommendation 

It is not recommended that this portion of the Z 4 W 
Running Track lie included in the ConRnil System. 
Continued operation of this line would require a rail 
service continuation sulisidy. Under 1973 traffic, revenue 
and cost levels, this line generates an annual excess 
financial burden amounting to $54,847 or $37 per car* 
load. Recovery of costs would require approximately! 
85 }>erccnt increase in traffic or an 18 percent rate in¬ 
crease over the 1973 levels. Costs may also be lowered 
by reducing frequency, although this alone will not 
make the line viable. 

Special consideration should be given to rate in¬ 
creases as the volume traffic density is high but the reve¬ 
nue per car low. 

PORTION OF THURSTON SECONDARY TRACK 
U5RA Line No. 706 
Penn Central 


\ 

\ PC to Edison 

X 


0.5 miles 


PC-B&0 /* 
Joint to 
Columbus 


I ^.y.0 mil 

«r 

« P0RTI0 
SECOND 


PC-B&0 Joint 
to Newark 


PORTION OF THURSTON 
SECONDARY TRACK AT 
HEATH. PC 


This portion of the Thurston Secondary Track,^for¬ 
merly part of the Pennsylvania RR* extends ) 
(Milepost 133.0) to (Milepost 133.5), at HealkOkto.* 
distance of 0 J> mile, in Licking County, Ohio A cM’j 
tinuation of this line extends southward to' j 

from Heath, also under study in this Report. ' 
was not described as potentially excess in the l > 
Report (see Zone 102). 

Traffic and Operating Information 

SUttons (with their 1973 carload*) served by thl* llne - j, 
Heath *_ _ 

9 

Total carloads generated by tbe Une.. o 6 

Average carload* jwt week - ^ faO 

Average carload* per mile -~ 1.5 

Average carload* per train - 

1973 operating Information : _^ 5 

Number of round trip* per year -* __ 1 5 

Estimated time per round trip (hours -j,jOf 

Locomotive horsepower - — 4 

Train crew sire ——-- 

» Include* only truffle on segment. 
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Information Provided by RSPO, Shipping, Government 

Agencies 

Xo specification information concerning this line was 
provided at the hearings conducted by the Rail Serv¬ 
ices Planning Office as reflected in their reports en¬ 
titled “The Public Response to the Secretary of Trans¬ 
portation^ Rail Service Report/* 

Information for Line Retention Decision 


JterHiue received by PC---$13,140 

Aware revenue per car load- .$398 


Variable- (Avoidable) coat of continued 
awrlce: 

Oat Incurred on the branch line_ 7. SOS 

Coil of upgrading brunch line to FRA 
Out I: <1/10 of total upgrading coat). 1,601 
Gat benrred beyond the branch line_ 4,983 


Total variable (avoidable) cost_13,977 


Sdewrtrlbmb'it (loan) : total_._ ( 837 ) 

Awiicr per « nr load---- (25) 


This line would require upgrading to meet the rc- 
fjuirwnents of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has 
s maximum safe operating speed of 10 m.p.h.). Based 
available information, this upgrading would in- 
dude the replacement of a total of 175 croesties (an 
mmge of 350 crossties per mile). 

Although service to the entire line generates a loss, 
1 10 percent growth in traffic or a 6 percent rate in- 
a * tse w °uM make this portion of the line financially 
*lf*suffieien? 


I 

To Cleveland J To Buffalo 

± -K- 



Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Champion ________ 

Hristolvllle ___„__ 

Lockwood _._____ 

E. Orwell ___ 

New Lyme _._._ 

Rock Creek __ 

Austin burg __ 

Ashtabula 1 ______ m 


Total carloads generated by the line _ 433 

Average carloads per week-....... . . 8.3 

Average carloads per mile ______ 10.0 

Average carloads per train ___ 2.9 

1973 Operating Information : 

Number of round trips per year _ 150 

Estimated time per round trip (hours) _ 11.0 

Locomotive horsepower _ 3,500 

Train crew sire _ 5 


hcommendoli 


ion 


h is recommended that this portion of the Thurston 
I rack be included in the Con Rail System. 


P Y. & A SECONDARY TRACK 
USRA Line No. 714 
Penn Central 

^T|,e p ^ ^ Secondary Track, formerly part of 

. ‘ r ”* nn8 J'lrania RR, extends from AahtaMa (Mile- 
o( ^ arren i Ohio (Milepost 81.1), a distance 

fo, ' n Ashtabula & Warren Counties, Ohio. 

tetf >d fl /* mcr S er ’ carried coal and ore traffic 
it* 0 r ? m ^ 8 ^ ta bula Ilarljor; the traffic is now mov- 
' ^oungBtown Branch. This line was not 
*** 'ho ^ P ° tCntial, y excess in tbo TJ.S. DOT Report 


1 Includes onty traffic on tegment. 

Information Provided by RSPO, Shipping, Government 
Agencies 

Xo specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
u The I*ublic Response to the Secretary of Transporta¬ 
tion’s Rail Service Report/* 

Information for Line Retention Decision 

Revenue received by PC _ $113, 199 

Average revenue per carload _..._.... $261 

Variable (avoidable) cost of continued serv¬ 
ice : 

Cost incurred on the branch line - 417, 690 

CJoBt of upgrading branch line to FRA claw 

I: (1/10 of total upgrading coat) _ 0 

Coat incurred beyond the branch line - 73,947 


Total variable (avoidable) coot ___ 491,637 


Net contribution (loss): total_(378.438) 

Average per carload 
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This lino would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration s 
minimum safety standards (Class 1 track, which has a 
maximum safe operat ing speed of 10 mph). 

Preliminary Recommendation 

It is not recommended that the P.YAA. Secondary 
Track be included in the ConRail System. Continued 
operation of this line would require a rail sendee con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial 
burden amounting to $378,438 or $874 per carload. Re¬ 
covery of costs would require approximately a 10-fold 
increase in traffic or a 335 pereent rate increase, over the 
1D73 levels. Costs may also lie lowered by reducing 
frequency, although this nlone will not make the line 
viable. 


WHEELING TERMINAL TRACK 
USRA Line No. 353 


Penn Central 


N&H Rjr-M 


I 


9 1 

MARTINS tl j 



PC Powhatan —hi g 

Secondary V& 

™ 1 


B&O to 


Wheeling Secondary 
Track. PC 


WHEELING 
TERMINAL 
TRACK. PC 



Columbus 



B&O to 
Pittsburgh 


• •T BENWOOD 


B&O to Moundsvillc 




The Wheeling Terminal Track, formerly part of the 
Pennsylvania RR, extends from Martin'* Ferry , Ohio 
(Milepost US* 1 & 44) to Kenwood* IT. Vcl (Milcj>ost 
IT.S. 421 & 61), a distance of 81) mile in Belmont 
County, Ohio and Marshall County, West Virginia. At 
Benwood and Wheeling, this line connects with the PC 
Wheeling Secondary Track, the Norfolk & Western line 
to Mingo Junction, Ohio, and the Baltimore & Ohio. 
Additionally, at Benwood it connects with the PC La- 
Belle Branch, and at Wheeling with the Baltimore & 
Ohio line running east. At Martin’s Ferry, this line 
connects with the PC Powhatan Secondary Track: a 
Baltimore & Ohio Branch and the Norfolk & Western 
line running to Mingo Junction. The IBelle Branch 
is also under study in this Report. In Octol>er 1072, 
the PC applied for |>eniiission to abandon this line. 


Docket No, A1W, Sub. 114 & 115. No final action hi? 
been taken by the ICC on this application. This line 
was not described as potentially excess in the t\S. DOT 
Report (see Zone 99). 

Traffic and Operating Information 

Station* (with their 1073 carload** nerved by this line: 


Wheeling 1 ------— TO 

Benwood _—--— - -—-2,<fcl 


Total carloads generated hy the Une-- 5.51) 

Average carload* per week.-——--—-... 68.5 

Average carload* per mile——--- 445.0 

Average carload* per train------ 112 

1073 operating Information: 

Number of round trips per year-- 251 

Estimated time per round trip (hours)- 2 

Locomotive horsepower--- 600 

Train crew sire----- * 

1 Include* only traffic on segment. 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion s Rail Service Report.” 


Information for Line Retention Decision 


Revenue received hy PC - - --^ 

Average revenue per carload— —,—— - $21* 


Variable (avoidable) coat of continued service: 

Coat Incurred cm the branch Une- 154,844 

Coat of upgrading branch Hue to FRA 
etna* I: (1/10 of total upgrading coat) — 

CoHt. Incurred beyond the branch Une --4dS, *29 


Total variable (avoidable) coat . 


«2S,«n 


Net contribution (loot) : total---—" 1 

42 

Average per carload-—- 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Adnmii'tra* 1 > ^ 
minimum safety standards (Class I track. '™ ,c 1 
u maximum safe operating speed of 10 m.p l‘ b 


Recommendation 

It is recommended that the Wheeling 1 ermin^l Trs 
be included in the ConRail System. 


PORTION OF KANAWHA SECONDARY TRACK 
USRA Line No. 514a 
Penn Central 

This portion of the Kanawha Secondarj 
fonnerly part, of the New Tork ( entrn v ’ 
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fm Hobson, Ohio (Milepost 56.4), to Nitro, IF. Vcl, 
(Milepost 109.0), a distance of 6 t£ miles , in Meigs and 
frllk Counties, Ohio, And Mason and Pntnam Coun- 


PCJro**™ 8r»i*ch to 

Cmw| aid Columbw* CAO to Pomeroy 


Ktotufa. Ohio 
CM ■ Ctlionbu* 


This Trade it o«rn#d by CIO; 
,PC Has Trackage Rights 

BIO to Parkersburg 
516 miles . / 



. 

PORTION OF THE KANAWHA / / 

SECONDARY TRACK. PC a&O to Huntington 


[ Point Pleasant W.Va. 

_ _- 

ITRO 


T 


PC to Charleston 
and Swiss 


tie* W. Va. Continuations of this lino extend south¬ 
eastward from Nitro and northwestward from Hobson. 
Connections are: the Baltimore & Ohio Huntington- 
Wheeling line at Point Pleasant and the Chesapeake & 
Ohio Columbus-to-Pomeroy line at Kanauga (from 
thi§ point to Hobson Junction, the C&O owns the line 
uri PC operates via trackage rights). Both of the con- 
taroed portions are also under study in this Report. 
This line was described as potentially excess in the U.S. 
DOT Report (see Zones 104,198 and 199). 


lrcflk and Operating Information 

(with their 1973 carloads) served by this line: 

tot Pleasant_ 1 _ 

Artockle ________ 

tobertaon .._ 

Buffalo _____ _ _ 

Homer __ 

Bfdhoasp 

KtOUl 7'"" 

OottTtney ^ 

tojctoft_ ~~~ 


138 

6 

0 

7 

0 

785 

1 

2 

7 


Total unloads generated by the line_ 946 

carloads per week___ i& 2 

/"*** carload* per mile__ 18.0 

*nix* carload* per train_ 4. 7 

^ operating information: 

y^* r ° f r ° untl tr| P® I* 01 * Tear_200 

time per round trip (liouni)..12. 0 

horsepower_ 2000 

^ ww giac_ 4 


*° Non Provided by RSPO, Shippers, Government 
Agtncies 


^ I7t n P rov ^ e( * at hearings conducted by 
ftcrpT ^‘ r vice Planning Office as reflected in their 
s tntit| lf d “The Public Response to the Secretary 


of Transportations Rail Service Report" 7 stated that 
Congressman Slack predicts an increase in coal produc¬ 
tion in this area. The Motor Freight Lines (238 car¬ 
loads in 1973), the Putnam Fabricating Company (171 
in 1973), Kanawha Manufacturing Co. and Mobay Co., 
all protest the abandonment of this line. Georgia Pa¬ 
cific, which currently receives 480 carloads, states that 
they expect an increase to 709 carloads in 1974. The 
State of West Virginia has indicated the possibility of 
substantial industrial development on the line. 

Information for Lino Retention Decision 


Revenue received by PC_$121, 591 

Average revenue per carload_ $129 


Variable (avoidable) coat of continued 
service: 

Coat Incurred on the branch line_ 439,181 

Coat of upgrading branch Une to FRA 
Class I: (1/10 of total upgrading 
cost)- 24,377 

Cost incurred beyond the branch line... 136,086 

Total variable (avoidable) cost_ 599.644 

Net contribution (loss): total_ (478.063) 

Average per carload__ (505) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 2,165 crossties (an average 
of 50 crossties per mile). 

An evaluation of coal reserves by TJSRA staff has 
been unable to identify the existence of coal reserves 
capable of being mined. 

Preliminary Recommendation 

It is not recommended that this portion of the Kana¬ 
wha Secondary Track be included in the ConRail 
System. 

The large rehabilitation costs and the possibilities for 
alternative routings mean that such reroutings must be 
explored. If trackage rights cannot lx* obtained to serve 
the Charleston area, this line may he included in the 
ConRail System. 

If USRA receives more definitive information on 
possible major new traffic on this line segment because 
of industrial development, this preliminary decision 
will reviewed, “Rail banking 77 the line may be possible 
solution. 
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PENNSYLVANIA 


Intrastate 


U8RA Term in n Is 

[me numlxT 


123 

m 

123b 

US 

1(3 

tik 

ITV176 

177 

120 

W 

isvim 

mimtimb 

me 

M 

m 

tw 

mi 

HJb 

HI 

X2 

in 

396 

m 

ft 

no 

m 

216 

111 

01 

to* 

230 

ft 

2V) 

*4 

He 

257 

Kb 

ft 

312 

to 

314 

315 
to 
to 
to 
to 
hv 

tot 

toe 

to 


North Philadelphia to Queen Ixinc 

Queen Lane to Allen Lane 

Allen Lane to Chestnut Hill 

Fort Washington Branch at Philadelphia 

Weal Cheater Branch at West Chester 

Phoenixvillc to Dcvault 

Honey BnK»k to New Holland 

Pomeroy to Doe Run 

Cornwall to Lebanon 

Last Lebanon Branch at Lebanon 

Paxtonville to Sclinsgrovc 

Sunbury to Wilkes-Barre 

Hudson to Buttonwood 

Court Street Secondary Track at Reading 

Hamburg to Schuylkill Haven 

Norristown to Pottotown 

Potts town to Reading 

Reading to Hamburg 

Mi 111 in burg to Lcwisburg 

York to Hellam 

Mecbnnicsburg to Dillsburg 

New Kingston to Chnmbersburg 

Marion to Mercersburg 

Yeagertown to Reedaville 

Lewistown to Maitland 

Fairbrook Branch at Tyrone 

Petersburg to Williamsburg 

Martinsburg Junction to Curry 

Bedford to Brookes Mills 

Creek to Mount Dallas 

Middle Canal Branch at Williamsport 

Mill Hall to Lock Haven 

Cnrry to Titusville 

Warren to Ridgway 

Emporium to St. Marvs 

St. Marys to Ridgway 

Oil City to Tidioute 

Polk Junction to Reno 

Brookville Track at Bn>okvillc 

North Warren to Warren 

McGees Secondary Track Near McGees 

Fort Wayne Bridge at Pittsburgh 

Pittsburgh to Chicago Lino at Pittsburgh 

Pittsburgh to St. Louis Line at Pittsburgh 

AMcghcny Branch at Pittsburgh 

Black Lick Junction to Indiana 

Hempfiold Junction to Hennlnie 

Coal Lick Run near Uniontown 

Bridgeville to Sygnn 

Westland Industrial Track 

langeloth Junction to Langeloth 

Burgettstown to Atlasburg 

Shippingport to Kobuta 


355 

356 

360 

361 

646 
646a 

647 
647a 

648 

649 

650 
650a 

651 
653 

655 
655a 

656 

657 

658 

659 
659a 

660 
661 
662 

663 

664 
691 
691a 
691b 
691c 
712 


903 

904 

905 

906 

908 

909 

910 
912 

914 

915 

916 

917 

918 

919 

920 
920a 

921 

922 

923 

924 

925 

926 

929 

930 

931 


Scottdale to Mount Pleasant 

New Castle to Mercer 

Jamestown to Linesvillc 

Coverts to Walford 

Erie to Corry 

Corry to Warren 

Red Bank to Kmlenton 

Emlcnton to Oil City 

Red Bank to Schcnlcy 

Titusville to Oil City 

Kiskiminetos Junction to Logans Ferry 

Pittsburgh to Logans Ferry 

Falls Creek to Brock way 

Crcsson to Glasgow 

Ebons burg Junction to Black Lick 

Black Lick to Bloirsvillc 

Brooke's Mills to Hollidaysburg 

Martinsburg to Brooke’s Mills 

Lewis town to Yeagertown 

Sunbury to Thompson 

Thompson to Mount Carmel 

Watson town to Berwick 

Columbia to Lancaster 

Lancaster to New Holland 

Foireliance to Connellsville 

Houston to Washington 

Parkcsburg to Lancaster 

Lancaster to Conewago 

Concwago to Royal ton 

At Lancaster 

Shnmn to Jamestown 

RDG 

Chestnut Hill to Wayne Junction 

Cheltenham Junction to Newtown 

lamsdalc to Doyles town 

Perkinmcn Junction to Emmaus Junction 

K1 verson to Warwick 

Eshbach to Potts town 

Kutxtown to Topton 

Gettysburg to Carlisle Junction 

Rex to Lebanon 

Sucdburg to Lebanon 

Manheim to White Oak 

Columbia to Lancaster Junction 

Manheim to Lancaster Junction 

Lancaster Junction to I^ancaster 

Manheim to Lititi 

Litiu to Sinking Spring 

St. Clair to Bear Run Junction 

Trevorton to Herndon 

Lofty to Rupert 

Rupert to West Milton 

Tremont to Pine Grove 

Tremont to Good Spring 

Westwood to Tremont 

Swatara Junction to Terminus 

Silvcrton to West Junction 
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USRA 
lino number 

Terminal* 

932 

West Junction to Terminus 

933 

Frankford to Frankford Junction 

934 

Newberry Junction to West Milton 

935 

Norristown to Lansdale 

946 

Muncie to Temlnu? 

947 

Good Spring to Terminus 


LV 

1007 

Laurel Junction to Rock 

1006 

Delano to Raven Run 

1009 

Ncsquehoning Junction to Tamanend 

1012 

Franklin Branch at Wilke’s-Barre 

1013 

Mehoopany to Towanda 

1014 

Towanda to Sayre 


Interstate 


PC 

Pennsylvania to New York (these I incs are discussed under 
New York) 

240 Corry, Pa. to Mayvillc, N.Y. 

260 North Warren, Pa. to Falconer, N.Y. 

LV 

1015 Sayre, Pa. to Onego, N.Y. 

1016 Sayre, Pa. to Van Ettcn Junction, Pa. 


PC 


Pennsylvania to Maryland (these lines are discussed under 
Maryland) 

198 Spring Grove, Pa. to North of Frederick, Md. 

204a Chambcraburg, Pa. to Hagerstown, Md. 


RDG 

Pennsylvania to Delaware (this line is discussed under 
Delaware) 

907/939 El verson, Pa. to Elsinore Junction, Del. 


PORTION OF CHESTNUT HILL BRANCH 
USRA Line No. 133 
Penn Central 

This portion of the Chestnut Ilill Branch, formerly 
part of the Pennsylvania RR, extends from North Phil¬ 
adelphia (Milepost 0.0) to Queen Lane y Pa. (Milepost 
2,2), a distance of 22 mil/*, in Philadelphia County, 
Pa, The continuation of this line extends northwest¬ 
ward from Queen I^ane to Chestnut Hill (also under 
study in this Report). It also connects with the New 
York-Philadelphia line of the PC at North Philadel¬ 
phia, This line was described as potentially excess in 
the U,S. DOT Rej>ort (see Zone 66). 


v^ ^-PC 10 

V s QUEEN LANE 

- PORTION OF CHESTNUT 

.... \ HILL BRANCH. PC 

2.2 miles— 

New York-PhiUdelphia-i ^ ^ 

Main Line. PC NORTH PHILADELPHIA 

Traffic and Operating Information 

Station* (with their 1973 carloads) aodved by this line: 
Philadelphia 1 -- 

Total carloads generated by the line -12,311 

Average carloads per week - 

Average carloads per mile —---- 

Average carloads per train ---- 

1973 oi>erating information: 

Number of round trip* per year -- 

Estimated time per round trip (hours) — - *• . 

Locomotive horsepower -—-—- 

Train crew else - 

* Include* only traffic on aegment. 


Information Provided by RSPO, Shipper*, Governmtnl 
Agencies 

Information provided at the hearing conducted bj 
the Rail Sendees Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service. Report” indicated th*t 
there are 10 industries served by this line. The RwW 
Co., auto parts manufacturer, reported 10,910 carlo*® 
for 1973 and employs 4,500 people.- This line is also a 
part of SEPTA’S intercity passenger and rail com 
muter system who reported 2.7 million passengers per 
year. The Reading Railroad’s Chestnut Hill Brane 
runs parallel with this line. Correspondence submits 
to USRA states that the Reading Line is a <lif!crcn 
grade and cannot serve as an alternate route. I 
vania’s resj>onse indicates a steel producer "°" 
down leaving 938 workers unemployed. 


Information for Line Retention Decision 


Revenue received by PC - 

Average revenue jkt carload 





Variable (avoidable) cost of continued 


service : 

Coat Incurred on the branch line - 

Tout of upgrading branch line to FRA 


459.38S 


clam I (1/10 of total upgrading 
Co*t incurred lieyond the branch line.- - 3, *>19.1 


Total variable (avoidable) coat- 

Net contribution (Iona) : total -— — 

Average per carload -—-—- 


1 . 361 . 85 ° 
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This lino would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class 1 track, which has 
imaximum safe operating speed of 10 m.p.h.)* 

Iicommendation 

It is recommended that this portion of the Chestnut 
Hill Branch be included in the ConRail System. 


PORTION OF CHESTNUT HILL BRANCH 
USRA Line No. 133a 
Penn Central 


^4 -PC to Chestnut Hill 

\ 


Fort Washington Branch. PC 



PORTION OF CHESTNUT 
HILL BRANCH. PC 

QUEEN LANE 


H«» York‘Philadelphia 
Line PC 


.- TL——North Philadelphia 


This portion of (he Chestnut Hill Branch, formerly 
[art of the Pennsylvania Railroad, extends from 
Qwen Lam (Milepost 2.2), to Allen Lane, Pennsyl¬ 
vania (Milepost 4.8), a distance of 2 .€ miles i in Phila¬ 
delphia County, Pennsylvania. Continuations of this 
fine Extends northwestward from Allen Lane to Chest¬ 
nut Hill, and southeastward from Queen Lake to North 
Philadelphia. (Both lines arc also under study in this 
*port). The line also connects with the Fort Wash- 
iI ^ ton Bfftnch of the PC at Allen Lane, also under 
in thi.s Report. This line was described as po- 
jmiuilly excess in the IT.S. DOT Report (sec Zone 66). 
"Wiotlon Provided by RSPO, Shippers, Government 


Agencies 

.Ration provided at the hearings conducted by 
Rail Services Planning Office as reflected in their 
^rtaentitled “The Public Response to the Secretary 
tj ^sportationls Rail Service Report” indicated 
^ this branch, a part of SEPTA’s suburban rail 
if ^ aS a ^ >ou t 10,000 daily riders. It was suggested 
^ tarings that, local officials would prefer to pre- 
ggjL! e ^^ht-of.way for possible future use and for 
All f f ° ma ^^ n current suburban service. 

Uvl ° tcs ltniony relating to patrons of this line 

Tbi. r n *° 2 miles of track on Segment 188. 

JJ no n< ‘* tve shippers on this segment. 

‘ has had several meetings with SEPTA 
fa 1 Stives oixler to lay the groundwork for a 
** lllv ‘‘ n tory of SEPTA’s required passenger fa¬ 


cilities, Both staffs are continuing to discuss ways in 
which SEPTA may wish to acquire portions of this line 
for passenger service, as provided in the Regional Rail 
Reorganization Act. 

Information for Line Retention Decision 

This line is primarily used for passenger service 
although it is used as an overhead line to serve freight 
shippers on USRA Segment No. 185. The Preliminary 
Recommendation for line Segment No. 135 is that 
freight service not be provided by the ConRail System. 
Therefore, this segment is not required for freight serv¬ 
ice. 


Preliminary Recommendations 

It is not recommended that freight service be pro¬ 
vided over this portion of the Chestnut Hill branch in 
the ConRail System. 


PORTION OF CHESTNUT HILL BRANCH 
USRA Line No. 133b 


Penn Central 


r- PORTION OF CHESTNUT HILL 
CHESTNUT HILL BRANCH. PC 

Fort Washington Branch. PC 

ALLEN LANE 

N 




New York - Philadelphia 
PC Main Line 


PC to North 
Philadelphia 


L Main Line —. | 

_L.A.- 

kJ a OL11« Jk * I aL 


North Philadelphia 


This portion of the Chestnut Hill Branch, formerly 
part of the Pennsylvania RR, extends from Allen Lane 
(Milepost 4.8) to Chestnut Hilly Pa. (Milepost 6.6), a 
distance of 1J8 miles , in Philadelphia County, Pennsyl¬ 
vania. The continuation of this line extends southeast 
ward to North Philadelphia (also under study in this 
Report). The line connects at Allen I^ane with the Fort 
Washington Branch of the PC, also understudy in this 
Report. This line was described as potentially excess in 
the IT.S. DOT Report (see Zone 66). 


Information Provided by RSPO f Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transport at ions Rail Service Report” indicated that 
this branch is a part of SEPTA s suburban rail service, 
with almut 10,000 daily riders. It was suggested at the 
hearings that local officials would prefer to preserve the 
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right-of-way for possible future use and to allow 
SEPTA to maintain its current suburban service. 

All of the testimony relating to portions on this line 
was directed to the first 2 miles of track on segment 133. 
There are no active shippers on this segment 

Information for Lino Rotention Decision 

USRA Stuff has had several meetings with SEPTA 
representat ives in order to lay the groundwork for a de¬ 
tailed inventory of SEPTA’s required passenger facili¬ 
ties- Both staffs are continuing to discuss ways in which 
SEPTA may wish to acquire portions of this line for 
passenger service, as provided in the Regional Rail Re¬ 
organization Act. 

Preliminary Recommendation 

It is not recommended that freight service be pro¬ 
vided over this portion of the Chestnut Hill Branch 
by the ConRail System. 


FORT WASHINGTON BRANCH 
USRA Line No. 135 
Penn Central 


Chestnut Hill 




1.4 miles 

EAST LANE 


ALLEN LANE W \ 


New York-Philadelph 
Hein Line. PC 


FORT WASHINGTON 
BRANCH. PC 

\ 

^ Chestnut Hill Branch. PC 

.. Y 




North Philadelphia 


The Fort Washington Branch, formerly part of the 
Pennsylvania RR, extends from Allen Lane (Milepost 
0.0) to East Lane, Pa. (Milepost 1.4), n distance of 74 
miles, in Philadelphia County, Pa. This line connects 
with tho Chestnut Hill Branch of the PC at Allen Lane 
(also under study in this Report). This line was not 
shown in the U.S. DOT Report (sec Zone 66). 

Traffic and Operating Information 

Station!* (with their 1973 carload*) served by thin line: 
Philadelphia 1 _ 26 


Total carload* generated by the line_ 26 

Average carload* per week_-__ 0.5 

Average carloads per mile_ 18.6 

Average carload* per train_ 0.9 

1973 operating Information: 

Number of round trip* per year_ 30 

Estimated time per round trip (hour#)_ 0.5 

Locomotive horsepower__________ 660 

Train crew size_______ 4 

1 Included only traffic on neirracnt. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
tho Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
the majority of comments were made with specific ref¬ 
erence to the 5-milc-long Chestnut Hill to North Phila¬ 
delphia Junction branch. USRA staff has identified 
A. Z. Bogert, National Crucible Co. and Met lab as 
the three-affected shippers on the Fort Washington 
Branch. There is no specific reference in the RSPO 
report on comments from these three firms. No infor¬ 
mation about this branch was provided in Pennsyl¬ 
vania’s response to the original DOT report. 

Information for Line Retention Decision 


Revenue received by PC ___ $7.806 

Average revenue per carload _ $300 


Variable (avoidable) coat of continued 
service: 

Coat Incurred on the branch line_ 12. 4S9 

Coot of upgrading branch .line to FRA 

Claw I (A of total upgrade coat)_ 1. U0 

Coat Incurred beyond the branch line_ 7,771 


Total variable (avoidable) cost.._ 21.376 


Net contribution (low): total_ (13,570) 

Average per carload_ (522) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track which has# 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 300 crossties (an average 
of 214 crossties per mile). 

Preliminary Recommendation 

It is not recommended that the Fort Washington 
Branch be included in the ConRail System. Continu* 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and «cet 
levels, this line generates an annual excess financial ur 
den amounting to $13,570 or $522 per carload. Hero'cry 
of costs would require approximately a two hum 
fold increase in traffic or a 175-percent rate increase ou r 
the 1973 levels. 

WEST CHESTER BRANCH 
(FRAZER RUNNING TRACK) 

USRA Line No. 143 
Penn Central 

The Frazer Running Track. * 
formerly part of the Pennsylvania EH. 
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end OF TRACK 


1.2 miles 
WEST CHESTER 


V 


FRAZER RUNNING 
TRACK. WEST CHESTER 
BRANCH. PC 


\4—* PC to Philadelphia 


\ 


\ 

N. 


Milopost 29.5 to Milepost 30.7, u distance of 12 mile*. in 
West Chester and Chester County, Pa. This line is a 
continuation of the West Chester Branch at West 
Chester. This line was not shown in the U.S. DOT Re¬ 
port (see Zone 66). 


Preliminary Recommendation 

It is not recommended that the Frazer Running 
Track, West Chester Branch be included in the ConRail 
System. Continued operation of this line would require 
a rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual ex¬ 
cess financial burden amounting to $22,608 or $1,884 per 
carload. Recovery of costs would require approximately 
a one hundred and ten-fold increase in traffic or a 1,108 
percent rate increase over the 197»3 levels. 


PORTION OF PHOENIXVILLE BRANCH 


Traffic and Operating Information 

Station* <with their 1973 carloads) *crved by this line: 

Weat Cheater*_ 12 


Total carload* generated by the Hue__ 12 

Atrrwcarloads per week___ 0.2 

Armge carload* per mile_____ 10 

Awnffe carload* per train_ 0.5 

1073 Opera!iiis Information : 

Number of round trip* tier year_ 24 

EatimatiM time i**r round trip (hour*)_ 1.5 

I/worootivp hor*epower_1, 200 

Tmin crew size_____ 4 

‘laetoip* only trafflr on Moment 


Information Provided by RSPO, Shippers, Government 

Agencies 

No specific information concerning this line provided 
Atthehearings conducted by the Rail Services Planning 
Office as reflected in their reports entitled “The Public 
fospwi** to the Secretary of Transportations Rail 

•Service Report.” 


informotion for Line Retention Decision 

ktecuo received by PC_ $2, 080 


krfT *F revenue per caiioad_ $170 

triable (avoidable) co*t of continued 

•ervice: 

'wninwl on tho branch line_17.381 

r ‘t UKra.Iln* branch line to KRA claws 

* (1/10 of total u|>Krndlnir coat)— _ 5. 257 

inctirnti licj'ond the branch line _„ 2.000 


‘I'Wal viirtnble (avoidable) coat_ 21,647 

,,0 «"): total_(22,60S) 

per carload_( 1 . 8 *,, 

line would require upgrading to meet the re- 
'f’usents of the Federal Railroad Administration's 
• mmn. safety standards (Class I track, which has a 
°I Mira, ' n P SP 01 **! °f 10 m.p.li.). ltased on 
* 1 e iiiformation,this upgrading would include the 
"imciit uf a total of 1KKI crosstics (an average of 
4rnjf **'« per mile). 


USRA Line No. 173a 
Penn Central 


PORTION OF \ 
PHOENIXVILLE 
BRANCH. PC » , 

6 0 miles 


i 

Vphoenixville 


DEVAULT 


f\ < 


i Schuylkill 
J Secondary 
* Track. PC 


Norristown 




Trenton Branch. PC 


This portion of the Phoenixville Branch formerly 
part of the Pennsylvania RR, extends from Phoenix - 
ril/e (Milepost 0.0) to Devault , Pa. (Milepost 6.0), a 
distance of 61) mile a, in Chester County, Pa. 

At Devault, a continuation of this line extends south¬ 
ward for a short distance, and is also under study in this 
report. This line also connects with the PC Schuylkill 
Secondary Track at Phoenixville, also under study in 
this report. This line was not described as potentially 
excess in the U.S. DOT Report (see Zone 66). 

e 

Traffic and Operating Information 

Station* (with their 1973 carload*) nerved by thl* 
line: 

IK* vault _ 4,498 


Total carload* generated by the line_4,498 

Average carload* per week_86.5 

Average carload* per mile_ 749. 7 

Average carload* per train_ 18.7 

1973 <»|>cniting Information: 

Number of round trip* |ier year_____ 240 

Estimated time per round trip (hour*)_ 4.0 

Locomotive horxepower_2.000 

Train crew size--- 4 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
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“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report.” 

Correspondence from Edward E. Chaney* Martin 
Marietta Corp., indicates they have a firm contract to 
supply Harbison and Walker Refractories Co. with 
approximately 30,000 tons of stone per month and that 
they shipped 1318 carloads in 1974. There are a total 
of five businesses located on this line. 

Infomuition for Uno Retention Decision 


Revenue received by PC-—-fSS4. S41 

Average revenue per carload- 1215 

Variable (avoidable) cost of continued 
service: 

Coat incurred on the branch line- 158, 848 

Coat of upgrading branch line to FRA 
Claaa I: (1/10 of total upgrading coat)— 0 

Coat incurred beyond the branch line- 625.91S 


Total variable (avoidable) coat- 794,761 


Net contribution (low): total- 170,080 

Average per carload- 88 


This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). 

Recommendation 

It is recommended that this portion of the Phoenix- 
ville Branch be included in the ConRail System. 


PORTION OF NEW HOLLAND SECONDARY TRACK 
USRA Line No. 175-176 
Penn Central 


Reading & 
Columbia 
Branch, RDG^ 


_ HONEY BROOK 

10.4 miles - PORTION OF 

PC to Vv NEW HOLLAND 

Lancaster—. * NEW SECONDARY 

- y HOLLAND TRACK. PC 


Philadelphia-Pittsburgh-^ 1 Lancaster 

Main Line. PC / / l«— Quarry villeTrack. PC 

Columbia Branch. PC 


This portion of the New Holland Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Honey Brook (Milepost 17.fi) to New Holland , Pa . 
(Milepost 28.0), a distance of 104 mil**, in Chester and 
Lancaster Counties, Pa. A continuation of this line, also 
under study, extends south west wanl from New Holland 
to Lancaster. This line was described as potentially 
excess in the U.S. DOT Report (see Zones 66 and 67). 


Traffic and Operating Information 


Stations < with their 1973 carloads) served by this line: 

Honey Br o o k . __ _ — - -— - ft 

Xarvon...— m 

Cedar Lana-*--- 140 

But Bari....—-- m 

New Holland 1 _—- ...- ---408 

Total carloads generated by the line..- 1,080 

Average carloads per week—- 20.4 

Average carloada per m il e -- —- 1018 

Average carloada per train- 106 

1973 operating information: 

Number of round tripe per year-- 100 

Estimated time per round trip (hours)-_— 40 

Locomotive horsepower_1.750 

Train crew slse---—- 4 

1 Includes only traffle on Moment. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
there are 19 businesses located on this line. Natron 
Mines and Chemical, manufacturer of aluminum sili¬ 
cates used in pipeline enameJs and water pollution con¬ 
trol equipment, stated they shipped an estimated 
carloads in 1973 and project future carloads to be 490. 
They stated operation would cease without rail service 
as did Redman Mobile Homes and D. G. Shelter Prod¬ 
ucts. Redman shipped an estimated 80 carloads in 19i3 
and are projecting 320 carloads. D. G. Shelter project* 
300-600 carloads. Robert Krause of the Mississippi Val¬ 
ley Implement Dealers Association, submitted corre¬ 
spondence to USRA and Penn Central stating they ship 
farm machines 11 feet wide and 12 feet long that ar* 
impossible to ship by truck. 


Information for Lino Retention Dedilon 

Revenue received by PC— -—-" 

Average revenue per carload-— * 

Variable < avoidable) cost of continued service: 

Coat incurred on the Branch Line-— 12A • *8 

Cost of upgrading branch line to FRA 
Claw I:(1/10 of total upgrading coat L- U*« 

Coat incurred beyond the branch line- 

774 

Total variable (avoidable) coat- __ — 

Net contribution (loaa): total-- ^ 

Average per carload-—- 

Tins line would require upgrading to meet 
quirements of the Federal Railroad A< nun . . t 
minimum safety standards (Class I tra< " j^gjon 
maximum safe operating speed of 10 m-P. , n .i«detke 
available in formation, this upgrading wou < 1 ‘ 0 f gs 
replacement of a total of 880 crossties (an a 
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rtttsiKrs jx'r mile). There is ample evidence of future 
traffic growth by firms on * his line. 

lecommendation 

It is recommended that this imrtion of the New 
Hollund Secondary Track Ik* included in the (,'nnRai! 
System. 


POMEROY SECONDARY TRACK 

USRA Line No. 177 

Penn Central 

Philadelphia-Pituburgh 
Hain Line, PC 

J POMEROY 


POMEROY SECONDARY 
TRACK. PC 



DOE RUN 


Tlse Pomeroy Secondary Track, formerly part of the 
Pennsylvania UR, extends from Pomeroy (Milepost 
M)to/>or Run. Po. (Milepost 6.1), a distance of 0.1 
in Cluster County, Pa, This line connects with 
1‘liiladelphia-Pittshurgh Line at Pomeroy. This line 
not shown in the C.S. IK)T Report (see Zone 66). 

Iroffit ond Operating Information 

Sitbim (with their 15)73 carloads) served by this 
line: 

Run __ 2SK 

**rk Run___J________ 278 

■’"•“Toy 1 - 20 

T **l ecnernted by the line _ 536 

tarloads per week ____ 10. 3 

lra ** ! iurloads per mile ... 87.0 

carload, JH ‘r train _^ 3.« 

®fo®P*titing information: 

of round trip* per year _ 150 

time per round trip (hours) ___ 2.5 

r^’ mi>Uv * 4 liornppowor___ 1.750 

vhlp|*n on thU »*jrinent. 

Ration Provided by RSPO, Shippers, Government 

information concerning this line was pro- 
\ jil ^ K ‘ liewinp conducted by the Kail Services 
f^ lre us reflected in their re|>orts entitled 
^ Response to the Secretary of Transporta- 
*J Kml Report." The USRA identifi-nl one 

dijy f sr *’ ori| eroy, one shipper at Buck Run and five 

^^BatDoeRun. 
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Information for Line Retention Decision 

Rev on up received by PC _ $153,500 

Average Revenue per carload _ $280 

Variable (avoidnble) cost of continued serv¬ 
ice: 

Coat incurred on the branch line _ 78,098 

Cost of upgrading branch line to FR A Class 

I (1/10 of total upgrade cost) __ 15,640 

Coat inc urred t>eyc#nd the branch line _ 123,225 

Total variable (avoidable) coat _ 211,961) 

Net contribution (logs): total _ (58.463) 

Average per carload _ (109) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track which Ims a 
maximum safe operating speed of 10 m.p.h.). Rased on 
available information, this upgrading would include 
the replacement of a total of 2,100 crossties (an average 
of 344 crosst ies per mile). 

Preliminary Recommendation 

It is not recommended that the Pomeroy »Secondary 
Track be included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial 
burden amounting to $58,463 or $109 per carload. Re 
cover)' of costs would require approximately a two¬ 
fold increase in traffic or a 40 percent rate increase over 
the 1973 levels. Costs may also be reduced by reducing 
frequency, although this alone, will not make the line 
viable. 


PORTION OF LEBANON RUNNING TRACK 
USRA Line No. 180 
Penn Central 


Lebanon & Tremont 
Lebanon Valley }«* Branch. RDG 
Branch, RDC I 


V_ 

5.6 milts 

PORTION OF LEBANON 
RUNN’NG TRACK. PC 




LEBANON 


4 East Lebanon 
% Branch. PC 


CORNWALL 



PC to Cone*ago 


Conewago 


£ 


Philadelphia-Pitisburgh 
Line, PC 


This portion of the Lebanon Running Track, for¬ 
merly part of the Pennsylvania RR. extends from 
Cornwall (Milepost 16.1), to Lebanon* Pa* (Milepost 
•21,7), a distance of 5£ miles in Lebanon County, Pa. 
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This line is in Zone 82 in the U.S. Department of Trans¬ 
portation Report, “Rail Service in the Midwest and 
Northwest Region,’ 1 dated February 1, 1974. A continu¬ 
ation of this line extends south westward from Cornwall 
to Conewago (also under study in this Report). This 
line connects with the Reading Company’s Lebanon 
Valley Branch at Lebanon and with the Lebanon & Tre- 
mont Branch at Lebanon (also under study). This line 
also connects with the East Lebanon Branch of the PC 
at Lebanon (also under study as potentially excess). 
This PC line is out of service because of flood damage 
in June 1972; service is being provided by the Reading 
Company. This line was not described as potentially 
excess in the U.S. DOT Report (see Zone 82). 

Information for Line Retention Decision 

At this time, PC cannot serve the shipper on this line 
owing to flood damage. The shippers arc receiving and 
will continue to receive service from the Reading. 

Recommendation 


Recommendation 

It is not recommended that the East Lebanon Branch 
be included in the ConRail System. 


PORTION OF SELINSGROVE SECONDARY 
USRA Line No. 185/186 
Penn Central 


RDG from #ilha*>sport I 
^1 

yp 

^ I 


PAXTONVILLE 


\ 3.8 



Middleburg 

PORTION 
SELINSGROVE 
SECONDARY 
TRACK, PC 


Shamokm Dam 
Power PI amt 

I 

I Sehngsjrove 
<j) Junction 

N 


Mauris bur Buff aJo 
Line. PC 


SELINSGROVE 


It is not recommended that this portion of the Leb¬ 
anon Running Track be included in the ConRail 
System. 


EAST LEBANON BRANCH 
USRA Line No. 181 
Penn Central 


-Lebanon & Tremont 


jT L 

Lebanon Valley * Brandi. RDG 

Branch. RDG 1 

J I LEBANON 

Lebanon Runninf / jSf- 1.4 milei 

Track. PC \/ / EAST LEBANON 


EAST LEBANON BRANCH, PC 


The East I^ebanon Branch, formerly part of the 
Pennsylvania RR, extends from Lebanon (Milepost 
0.0), to East Lebanon^ Pa* (Milepost 1.4), a distance of 
JjL miles, in Lebanon County, Pa. This line connects 
with the PC Lebanon Running Track near Lebanon 
(also under study in this Report). It also connects with 
the Reading Company’s Lebanon Valley Branch and 
Lebanon A Tremont Branch of the Reading at Ijebanon, 
the latter also under study in this Report. This line was 
not shown in the U.S. DOT Report (see Zone 82). 

Information for Lino Retention Decision 

At this time, the shippers on this line are being served 
by the Reading. Flood damage prevents PC service. The 
shippers will continue to receive service from the 
Reading. 


This portion of the Selinsgrove Secondary Trick, 
formerly part of the Pennsylvania RR, extends from 
Paxtonville (Milepost 30.1) to SeHnsgrove, Pa. (Mile¬ 
post 43.9), a distance of ISA miles , in Snyder County, 
Pa. A continuation of this line extends eastward to 
Selinsgrove Junction where it connects with the PC 
Harrisburg-Buffalo line. The PC applied in June, 1973 
for permission to abandon the portion of this line from 
Paxtonville to Middleburg (ICC Docket AB-5, Sub 
166). No action has been taken on this application. This 
line was described as potentially excess in the F.S. DOT 
Report (see Zone 82). 


Traffic and Operating Information 

Station* (with their 1973 carload*) served by this line: 

Selinsgrove 1 _ 21 * 

Clifford__ 

K reamer__ 

Middleburg__ 

Paxtonville----- 


Total carloads generated by the Unt — 

Average carloads per week- 

Average carload* per mile- 

Average carload* per train- 

1973 operating information: 

Number of round trips per year-— 

Estimated time per round trip (hours).— 

Locomotive horsepower-- 

Train crew size-—- 


— T33 

hi 

*5 


296 

12.0 

2,000 

4 


1 jorlodr* only tih!pp«ni on BefmtnL 

Information Provided by R5PO, Shipped 
Agencies 

• ihU line 

No specific information concerning Service 

provided at the hearings conducted by t * en fjtled 
Planning Office as reflected in their tx| 
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^The Public Response to the Secretary of Transporta¬ 
tion's Kail Service Report/’ Pennsylvania’s response 
to the DOT report estimated that truck service would 
cect urea shippers an additional $200,000 per year. The 
Central Susquehanna Valley Chamber of Commerce 
rlaimed 570 carloads in 1073 and project a future need 
for 750 rail cars. Kreamer Feed Store has recently built 
i$400,000 addition. Local unemployment would rise 
25% with loss of rail service* USRA staff reports two 
industrial sites with a total of 105 acres are available 
along this line. 

Information for Line Retention Decision 


IfTfcu* received by PC_ $348, 236 

Aiffije revenue i>er carload_ $475 


VirUble (Avoidable) Coat of Continued 

Service: 

Cod incurred on the branch line_298,025 

CVwt<if upgrading branch line to FRA Class 


I ( 1/10 of total upgrading coat >_ 45.671 

r<*t Incurred beyond the branch line_243, 360 

Net contribution (loss): Total_ 587.056 


Net contribution (loss) : Tr.tal_ (238,820) 

Arfnge per carload_ (326) 

This line would require upgrading to meet the re- 


luirpments of the Federal Ruilroad Administration's 
minimum safety standards (Class I track, which has a 
safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
iho replacement of a total of 5250 crossties (an average 
ofSBctosrties per mile). 

Information received from Penn Central indicates 
to active coal consumer on this line. 

Although service to the entire line generates a loss, 
***** to the line from Milepost 43.9 to Milepost 37,0 
'^ng shippers at Selinsgrove, Clifford and Kreamer 
^aerated 439 carloads in 1973) would generate $174,- 
*n revenue and $170,950 in costs with a resulting net 
<0l ^ r, hntion of $3,788 or $9 per carload. 

Commendation 

8trlr^ reCOnim< ' n ^ e< ^ *he portion of the Selinsgrove 
ptotKlarv rrack from milepost 43.9 to milepost 37.0 
^ theConRail System. 

m ‘ n ory Recommendation 

^i^ommended that the portion of the Selins- 
Dj j C(,ridar v Track from milepost 37.0 to milepost 
^included in the ConRail System. Continued 
this wou ^ inquire a rail service con¬ 
fer th^bsidy, l nder 1973 traffic, revenue and cost 
^ 18 ii ,u ‘ generates an annual excess financial 

hunting to $242,608 or $823 per carload. 
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Recovery of costs would require approximately a five¬ 
fold increase in traffic or a 140 percent rate increase 
1 over the 19 1 3 levels. Costs may also lie reduced by re¬ 
ducing frequency, although this alone, will not make 
the line viable. 


BUTTON AND DAN SECONDARY TRACKS 
USRA Line No. ?92/?92a/I92b 
Penn Centrol 


FOG » 


EL t» Ur an ton 

MW K> •m.M.U. •W.TTOH SCC0N0MY TMC* 

\ - . . . 

\ 1WLKES 8ARHE \ 

R«p«ri ** J u ** 04H to A1fca» r 

,. ^ PC 3 Naneic*4t tLV to 

*) \AiW#y 

Gloniy 



, (B ShJkn*»4i|» 

I *V 
. \i RDG to Shjrfttfcm 
a 

PC to M*/r*%bu»t 


ROC to R»»Anr 


0AM SEC0N0ARY TRACK. PC _ * 

41.8 unIm 



The Button and Dan Secondary Tracks, (sometimes 
called the Buttonwood Line) formerly part of the 
Pennsylvania RR,extend from ti'unbury (Milepost 1.0) 
to Wtlkes-Barrc, Pa. (Milepost 62.8), a distance of 
SIM miles, in Northumberland, Montour, Columbia and 
Luzerne Counties, Pa. This line connects at Sunbury 
with the Harrisburg-Buffalo line and the Shamokin 
Secondary Track of the PC. The Shamokin Secondary 
Track is also under study in this Report. At Korea, 
this line is intersected by the Catawissa Branch 
of the Reading to West Milton and T&maqua, which 
is also understudy in this Report, At Nantieokc, the line 
connects with the Glenlyon Branch of the PC, also 
under study in this Report. At Wilkes-Barre the line 
connects with the LV line to Coxton, and with the 
Wilkes-Barre Connecting Railroad (jointly owned by 
the PC and D&H). The Wilkes-Barre Connecting Rail¬ 
road is also under study in this Report. This line was 
not described as potentially excess in the U.S. DOT 
Rcj>ort (see Zones 72 and 82). 

Traffic and Operating Information 


Stations (with their 1973 carloads) served by this Une: 

S. Danville _ 820 

Catawissa Junction _ 0 

Oatawi«sa __ 7 

East Blooms burg ___„____ 0 
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Wu|»waUopen -—- 

Retreat ----— 

Honey Pot--- -- -—- 

Buttonwood ——----- 

Wllkpfl'Bnrre----- 


3ft 

2 

2 

0 

1 

0 

137 


Total carload* generated by the line - 

Average carload* per week. -- 

Average carload* per mile -—- 

Average carload* per train --——— 

1973 o] tern ting Information : 

Xuml#»r of round trip* i#*r year --—— 

Estimate time |>er round trip (hour*) - 

Locomotive homepower - 

Train crew site --- 


1,004 

19.3 

tfl 

3.5 


290 

12 

2.000 

4 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Hail Services 
Planning Office as reflected in their reports entitled 
“The Public Resjionse to the Secretary.of Transporta- 
tion's Rail Service Rej>ort/’ 


ommended via the present Lehigh Valley line to Allen¬ 
town with D&II being granted trackage rights to 
Alleijtown (seeChap.3). 


WILKES-BARRE CONNECTING RAILROAD 
USRA Line No. 1 92c 
Penn Central (and Delaware & Hudson) 


EL to Northumberland 

Plymouth Junction J-EL *» Scranton 


/ 


BUTTONWOOD 


t V _ 

PC to Sunbury N* 4.4 m((#< 


WILKES-BARRE CONNECTING 

RAILROAD. PC 

S 


Wilke* Barrc / _i. 



HU0S0N / 
D&H to Albany. M.t. 


Information for Line Retention Decision 

Revenue received by PC-----$614. 146 

Average revenue per carload- $612 

Variable (avoidable) coat of continued 
service: 

Coat Incurred on branch line-610. 538 

Coat of upgrading branch line to FRA 

Ola** I (1/10 of total upgrading cost). 0 

Cost incurred beyond the branch line- 303.689 

Total variable (avoidable) cost- 914,227 


Net contribution (loss): total _—- (299. 7H1) 

Average per carload --- (209) 


Tliis line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). An evalua¬ 
tion of coal reserves by USRA staff indicates this line 
is currently U9ed as a through route for coal shipments. 

Recommendation 

Although sendee to this entire line generates a loss, 
service between Milepost 1.0 to Milepost 10.2 (serving 
shippers at South Danville) would generate $545,155 
and $339,931 costs with a resulting net contribution of 
$206,124. 

It is recommended that the portion of the Button and 
Dan Secondary Tracks from Milepost 1.0 to 10.2 be in¬ 
cluded in the ConRail System. 

Preliminary Recommendation 

It is not recommended that the portion of the Button 
and Dan Secondary Tracks between 10.2 and 61.8 be 
included in the ConRail System. Through sendee is rec- 


The Wilkes-Barre Connecting Railroad extends fmm 
/tutton wood (Milepost 0.0) to Hudson. Pa* (Mileport 
6.4), a distance of 6*4 mUe* 9 in iAizcme County, Penn¬ 
sylvania. The Wilkes-Barre Connecting IvHilroad is 
jointly owned by the Penn Central and Delaware A 
Hudson Railroads on a 50-50 basis. It provides * 
“bridge'’ for interchange between the two railroads. At 
Buttonwood this line connects with the Button Second¬ 
ary Track of the PC, which is also under study in tin* 
Report. At Hildson, the line connects with the Wp 
ware & Hudson RR to Scranton. This line was not de¬ 
scribed as potentially excess in the 17.S. DDT Report 
(see Zone 72). 

Information Provided by RSPO, Shipper*. Govern**"' 
Agencies 

No information was provided at the hearings ■ <* 
ducted by the Kail Services Planning Office ns f‘"‘ H 
in their reports entitled. “The Public Respond to 
Secretary of Transportation’s Rail Service R e P° 

Information for line Retention Oetliion 

This track is not necessary for ConRail * 

I»cal shippers can still be served by the > ‘ . 

change bet ween the D&H and ConRail can » * ^ 

place at Wilkes-Barre with freight then 
the Lehigh Valley route to Allentown, ami tu 
route to Harrisburg. 

Preliminary Recommendation 

It is not recommended that the A\ ilkeg-B* 1 ? ^ 
necting Railroad be included in the Con 
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COURT STREET SECONDARY TRACK 
USRA Line No. 194 
Penn Central 


Reading to Pottsville 
PC to Schuylkill Haven / 

'/ ' 


RDG to Harrisburg 


READING 

V 

PC lo Philadelphia ' 



. ^Reidin, (Oley) 

\ \4- RDG to 

1.0 miles Philadelphia 

COURT STREET SECONDARY 
TRACK AT READING. PC 


SCHUYLKILL PORTION OF SCHUYLKILL 



Secondary Track. PC 

understudy in this report). This line was not described 
as potentially excess in the TT.S. DOT Report. (See 
Zones 68 and 82). 

Traffic and Operating Information 

Station* (with their 1073 carload#) wned by this line: 

Auburn _-__ 04 

Schuylkill Haven --- 02 


The Court Street Secondary Track, formerly part of 
the Pennsylvania RR, extends from Milepost 0.0 to 
Milepost 1.0, a distance of //? miles , at Reading in Berks 
County, Pa, This line has been used as an interchange 
trick with tlie Reading RR. It eonnecta with theSchuyl- 
kill Secondary Track of the Penn Central at Reading 
•d® under study in this Report). This line was not 
described as potentially excess in the U.S. DOT Report 
(s» Zone 68). 

Information Provided by RSPO, Shippers, Government 

Agencies 

Xo specific information concerning this line was pro- 
at the hearings conducted by the Rail Services 
lanning Office as reflected in their reports entitled 
hi> Public Response to the Secretary of Transport a- 

botis ftuil Service Report” 

^motion for Line Retention Decision 

line does not directly serve any shippers. It is 
^ to interchange traffic with the Reading. 

Mminqry Recommendation 

commended that the Court Street Second- 
• lrvk ^included in theConRail System. 


P ° RT,0N OF SCHUYLKILL SECONDARY TRACK 
USRA Line No. 196 
Penn Central 

^ ir, ' on °f the Schuylkill Secondary Track, for- 
^"° f f he Pennsylvania RR, extends from 
P«t 80 m (Mile POKt 7G.0) to Schuylkill Haven (Milo- 
p a distance of 13J! miles, in Schuylkill and 
i U Pennsylvania. This line continues 
s " iid f mriI Hamburg (which sector is also 


Total carloads generated by the line _ ISO 

Average carload# i>er week __...____ 3.0 

Average carload# jn-r mile __ 13. 7 

Average carloads per train - 1.8 

•1073 operating Information: 

Number of round trips i>cr year. --- 104 

Estimated time per round trip (hours) _ 6 

Locomotive horsepower _ 1.200 

Train crew size - 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion s Rail Service Report.’’ 

Information for Line Retention Decision 

Revenue received by PC _ $98.1(53 

Average revenue per carload _ $528 


Variable (avoidable) cost of continued 
service: 

CoMt InctirrfHi on the branch line_ 126,021 

Cost of upgrading branch line to FRA 

CIokh I: (1/10 of total upgrading coat) 0, 791 

Coat incurred beyond the branch line... 71,485 


Total variable (avoidable) cost _ 204,297 


Net contribution (loss) : total_(106.1.34) 

Average per carload_ (571) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Baaed on 
available information, this upgrading would include the 
replacement of a total of 1,000 crossties (an average of 
74 crossties per mile). 


721 


















10064 


Preliminary Recommendation 

It is not recommended that this portion of the Schuyl¬ 
kill Secondary Track be included in the ConRail Sys¬ 
tem. Continued operation of this line would require a 
rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $106,134 or $571 
per carload. Recovery of costs would require approxi¬ 
mately a four-fold increase in traffic or a 110 percent 
rate increase over the 1973 levels. Costs may also be 
reduced by reducing frequency, although this alone, 
will not make the line viable. 


PORTION OF THE SCHUYLKILL SECONDARY 
TRACK 

USRA Line No. J 97 


/IN 
PC to fUadtnf 


Penn Central 

\ ROC to Ke*4iof 

Y / 

• 110(5 to E * b * ch 
'POTTSTORW 


Pboonuvtll# . 

/ 



/V* ROC to Emmons 


0*« p O*TK)N OF SCHUYLKILL 
SECONDARY TRACK. PC 

ROC to LanstfiU 

i.' 


Hornitowm junction • /AnORRISTORH 

\ PC to Trenton 

Br.df*port\ 

RDC to Dow* in flown ^ \ A 

' p PC to Philadelphia 

RDC to Phi lade ifAi a 


PC to THoenrUie 


Phoenixville-—- 3,330 

Royenrford-Sprlng City - 3tC 

Penn burst _ o 

Parker Ford - 1 © 

Pot tat own _—.. 7.057 

Total carloads gene rated by the line _12,312 

Average carloads per week ---232.5 

Average carloads per mile _544.5 

Average carloads per train _ 21.6 

1973 Operating Information: 

Number of round tripe per year - 5» 

Estimated time per round trip (hours __ML5 

Locomotive horsepower _ 2,000 

Train crew size _..._____ I 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Ruil Services 
Planning Office as reflected in their reports entitled 
u The Public Response to the Secretary of Transporta¬ 
tion^ Rail Service Report/’ Mr. C. C. Cory, Firestone, 
wrote to the ICC stating that Firestone generated 6,569 
carloads to and from their Pottstown facility. 


Information for Line Retention Decision 


Revenue received by PC-----$5,732,337 

Average revenue per carload- 1474 


Variable (avoidable) coat of continued 
service: 

Coat incurred on the branch line- 775,530 

Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

cost)_____ 47.728 

Coat incurred beyond the branch line--. 3.235.681 


Total variable (avoidable) co*t. 


4.06&W5 


Net contribution (low): total_ 
Average per carload_ 




This portion of the Schuylkill Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Norristown (Milepost 18.1) to Pottstown, Pa. (Mile¬ 
post 40.3), a distance of 22 £ mils*, in Chester and 
Montgomery Counties, Pennsylvania. A continuation 
of this line extends northwestward from Pottstown, 
which is also under study in this Report. Connections 
include: the Reading Perkioman Branch at Oaks and 
the PC Phoenixville Branch at Phoenixville. This line 
was not described as potentially excess in the U.S. DOT 
Report (see Zone 66). 

Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Retzwood _________ _ S3 

Oaks________ 404 

Port Providence____ 631 


This line would require upgrading to meet the n- 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which 
maximum safe operating speed of 10 m.p.h.). 
available inform atiqp, this upgrading would i nt ** 
the replacement of a total of 6,840 crossties (an ave 
of 308 crossties per mile). 

Recommendation 

It is recommended that service to shippers 0I j 
portion of the Schuylkill Secondary Track be^ IIH - 
in the ConRail System. While ConRail wi P* 1 
service to the stations and industries on this 1 “ j 

ment, there is a parallel line (the RDG). » ^ IUC j* 
this line not inquired to serve customers 
removed. 
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PORTION OF THE SCHUYLKILL SECONDARY 
TRACK 

USRA Line No. 197a 
Penn Central 


ROC 10 Belt p C w Schuylkill Haven 
Lift* Junction / 

\ > ; RDG to Pottsville 


*1 

% 

\ 

»rwisiiftj Junction • ‘ 
RDG to Harrisburg \ 


.READING 


\ 


^JKIappecthal Junction 

1 ^ \ \ 

• 18.0 miles 

.\\a 

RDG to ^ X • '/ ' 

Wilmington . p 

PORTION OF SCHUYLKILL *POTTSTOWN 
SECONDARY TRACK. PC ^ R0< - Phlladelphia 

PC to Philadelphia 


RDG to Eshbach 


This portion of the Schuylkill Secondary Track, for* 
merely part of the Pennsylvania RR, extends from 
PotUtown (Milepost 40.3), to Reading , Pa. (Milepost 
'•3)» a distance of 18.0 miles, in Berks and Mont- 
pTOiy Counties, Pennsylvania. A continuation of this 
line extends northwestward from Reading and south* 
«$tward from Pottstown; which are also under study 
m this Report* Connections include: the Reading 
Wilmington & Northern Branch at Birdsboro, and the 
heading I^ehanon Valley Branch, East Pennsylvania 
French, ail d Philadelphia-Pottsville line at Reading, 
inline was not described as potentially excess in the 
I>f)T Report (see Zones (56 ami 68). 


and Operating Information 


^ ihHr 1973 carload**) nerved by thin Une : 

Stow* 

Hcttocaey 

UlrdiboiYi _ _ ^ 

k*lin* 


20 

7 

683 

3,499 


'»ta| carloads generated by the line— 

,1lr ^d>t por week _ 

* ^ <Strtaa *lH per mile _ 

^flocidK per train _ 

Information; 

Si? t r i,nd triiw iH * r year . 

Mv 

^ rtvw __ 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information conceniing this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their re|>orts entitled 
i4 The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report/’ 

Information for Line Retention Decision 


Revenue received by PC ___ $2,169,001 

Average revenue per carload _ $515 


Variable (avoidable) coat of continued 
service : 

Coat incurred on Ihe branch line.. 460,441 
Coat of upgrading branch line to FRA 
clans 1 (1/10 of fotal upgrading 

coat) --- 38,359 

Coat Incurred beyond the branch line. 1,159,900 


Total variable (avoidable) coat_ 1,658,700 


Net Contribution (loss) : total_ 510,391 

Average per carload_ 121 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total 5,580 crossties (an average 
of 310crossties per mile). 

Recommendation 

It is recommended that service to shippers on this 
portion of the Schuylkill Secondary Track be included 
in the Confiafl System. While ConRail will provide 
service to the stations and industries on this line seg¬ 
ment, there is a parallel line (the RDG). Segments of 
this line not required to serve customers may be 
removed. 


PORTION OF THE SCHUYLKILL SECONDARY 
TRACK 

USRA Line No. 197b 
Penn Central 

This portion of the Schuykill Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Reading (Milepost 58.3), to Hamburg , Pa. (Milepost 
76.9), a distance of 18.6 miles, in Berks County, Penn¬ 
sylvania, A continuation of this line extends north¬ 
westward from Hamburg and southeastward from 
Reading, which are also under study in this RejK>rt. 
Connections include: The Reading, East Pennsylvania 
Branch, I^ebanon Valley Branch and Philadelphia- 
Pottsville line at Reading. A portion of this line was 
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described as potentially excess in the U.S. DOT Report 
(see Zone 68). 

Traffic and Operating Information 

8uition* (with their 1073 carloads) served by this line: 


Temple___-_-___ 207 

Leesport_-_-_ 200 

BhoemakeravUle__.....__— 102 


Total carloads generated by the line_—_1, 048 

Average carload* per week___ 10.4 

Average carload* per mile_ 54.2 

Average carload* per train_ 11. 2 

1973 operating Information: 

Number of round trips per year_ 00 

Estimated time per round trip (hours)___ 0.0 

Locomotive horsepower_1,200 

Train crew size_ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation s Rail Service Report” indicated that 
Agway, Inc., projected 40-50 carloads; Hustings Pave¬ 
ment Co. estimated 204 carloads in 1973; Glen-Gery 
Corp. estimated 175 carloads in 1973 and projects 350 
carloads. Pennsylvania's response indicates a producer 
of copper and brass tubing (Reading Metals Refining) 
has shipped and received an average of 60 carloads per 
month and projects 105-150 carloads per month due to 
increased demand for these products. 

Information for line Retention Decision 


Revenue received by PC__ $411. 652 

Average revenue per carload___ $408 


Variable (avoidable) cool of continued 
service: 

Coat Incurred on the branch Hue_ 189,183 


Coat of upgrading branch line to FRA 
Class 1: (1/10 of total upgrading 

coat)- 44,523 

Cost Incurred beyond the branch line.. 340, 851 


Total variable (avoidable) coat__ 574.557 


Net contribution (loaa): total__(168,905) 

Average per carload--- (162) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which hast 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 5,580 crossties (an average 
of 300 croseties per mile). 

The Glen-Gery Corp. has proposed that Reading 
customers, who are located close to Temple, be served 
by a short line railroad and that through service to 
Hamburg be maintained on the PC track. Algonquin 
Chemical agreed with this proposal. Glen-Gery Corp. 
and General Battery Corp. are planning, or have un¬ 
dertaken, expansion programs which will increase their 
rail usage and employment. 

Preliminary Recommendation 

Although the preliminary recommendation is that 
this portion of the Schuylkill Secondary Track not be 
included in the ConRail System, the possibility of im¬ 
mediately increasing revenue must be explored before 
a final recommendation can be made. Without urnnfr 
diately increasing revenue, continued operation of this 
line would require a rail service continuation subsidy. 
Under 1973 traffic, revenue and cost levels, this lin* 
generates an annual excess financial burden amounting 
to $162,905 or $162 per carload. Recovery of costs would 
require approximately a 233 percent increase in tnific 
or a 40 percent rate increase over the 1973 levels. Al*> 
ConRail may provide service to some stations and in¬ 
dustries on this line segments from a parallel line (th< 
RDG). 

MONTANDON INDUSTRIAL TRACK 
USRA Line No. 201 
Penn Central 

The Montandon Industrial Track, former!) 
the Pennsylvania RR, extends from Leunsburg 
post 1.6), to Mifflinburg, Pa, (Milepost 11.6),a 1 
of J0j 0 milts, in Union County, Pennsylvania- ^ 
Montandon Industrial Track continues * j. 
Montandon. At Lewisburg, the line is inter** . 
the Shamokin, Sunbury & Lewisburg ^ ran< \ 
Reading. This line was described as potential > 
in the U.S. DOT Report (see Zone 82). 
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ROG to Williamsport | 

« 

10.0 miles ! p C®Monunden 

i 1 ± 

\ LE " ,SB ° RG i ROG to Sun bury 

MONTAN DON INDUSTRIAL ' *nd Reading 

TRACK. PC I*"" 

■ 

I 


TrofRc and Operating Information 

Sutton* (with their 1973 carloads) served by this line: 


LnrUburs 1 -- —- - 417 

Vicksburg ...- 1 

KlAlnburu _—____ 449 


Total carloads generated by the line _ 867 

Arenac carloads per week _ 16. 6 

Arenac carloads per mile _ 86. 4 

Awnuje carloads per train _ & 3 

tWJ operating Information : 

Number of round trips per year _-_ 104 

Estimated time per round trip (hours) _ 8.0 

Locomotive horsepower ____ 1.200 

Train crew *i*e. . 4 

1 ladudrt only traffic on segment 


Infocmotion Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
^ Rril Services Planning Office as reflected in their 
Nprots entitled “The Public Response to the Secretary 
Transportation's Rail Service Report” indicated that 
P ( !&n DOT showed this line generated 1,682 rail cars 
pifjw. Yorktowne Kitchens estimated 291 carloads in 
1978 and projected 725. They have begun construction 
» $750,000 improvement to this plant. Mifflinburg 
Timurs Exchange estimated 50 carloads in 11)73 and 
60 carloads. Pa/s response indicates York- 
Kitchens is also preparing a new rail siding 
v Wl *l cost $30,000. Wiokes Homes indicated loss 
n * 130 jobs with loss of rail scmcc. 

1 brmohon for Line Retention Decision 

recelTM] hy PC_ _ $338,026 

per carload.-_ $392 

* t a,ro *dable) cost of continued norr- 
lew: 

lBCTlm,fl on the branch line. 143. 151 

k opfradlng branch line to FKA 
c^t* 1 1 of total Upgrading cost). 15, 218 
tBrurriNj beyond the branch line_ 214.171 

T °tal variable (avoidable) coat_ 372,540 

•lw rl,UU '^ (Iohj ‘)* U>tal-(33,614) 

^^ttrloetL_ (39) 

Toitr!^fltiire upgrading to meet the re- 
** n h of the Federal Railroad Administration’s 


minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 m.p.h.). Based 
on available information, this upgrading would in¬ 
clude the replacement of a total of 900 crossties (an 
average of 90 crosstics per mile). 

Although this entire line generates a loss, a 25 per¬ 
cent increase in traffic or a 10 percent rate increase over 
1973 levels would enable financial self-sufficiency. 

Recommendation 

It is recommended that the Montandon Industrial 
Truck be included in the Con Rail System. 


YORK INDUSTRIAL TRACK 
USRA Line No. 202 
Penn Central 



Western 

Maryland 


Frederick 
Secondary 
Trark PC 


HELLAM | NOU striAL 
TRACK. PC 
.8 miles 

* — Maryland & 

•• Pennsylvania RR 

Northern Central 
Secondary Track. 

PC 


The York Industrial Track, formerly part of the 
Pennsylvania RR, extends from York (Milepost 7.0) 
to [IeUam , Pa. (Milepost 12.8), a distance of 5JB miles, 
in York County, Pa. This line connects with the Penn 
Central Northern Central Secondary Track al York 
(also under study in this Report). It also connects with 
the Penn Central Frederick Secondary Track at Y'ork, 
and the Maryland & Pennsylvania Railroad at York. 
This line was described as potentially excess in the U.S. 
DOT Report (sec Zone 83). 

Traffic and Operating Information 

Stations (with their 1973 carload*) nerved by this 
line: 

York 1 _______ 985 


Total carloads generated by the line- 985 

Average carloads per week-—- IS. 9 

Average carloads per tulle-169. S 

Average carloads per train- T — -- 6.6 

1973 Operating Information: 

Number of round trips per year- 150 

Kstimnted lime per round trip (hours)-- 4.0 

Locomotive horsepower---1,000 

Train crew size--- 4 

* Include only traffic on wefrnirnt. 
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Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report” indicated that 
York-Shiplev Company manufactures machinery 
weighing over 30 tons and has no alternative to ship¬ 
ping by rail. Correspondence submitted to USRA from 
Dennis E. Willman of York Container states that this 
company receives approximately 32 carloads of material 
per month. There is extensive industrial development 
along the line. 

Information for Line Retention Decision 


Revenue received by PC --- $508. 557 

Average revenue per en reload — - $313 


Vnrinble (avoidable) cost of continued 
service: 

Cost Incurred on the branch line——-112.933 

Cost of upgrading branch line to FRA 
Class I (1/10 of total upgrading cost). 10,314 

Cost Incurred beyond the branch line-,- 244. 702 


Total variable (avoidable) cost - 368,009 

Xet contribution (loss) : total -...- (59.452) 

Average |#*r carload __—-- (60) 


DUISBURG SECONDARY TRACK 
USRA Line No. 203 
Penn Central 


Cumberland 
Valley Branch. 
PC 

MECHANICSBURG i ^ 


DILLSBURG 
SECONDARY 
TRACK. PC 


D&M Junction 



Phitadelph 
Harrisburg & 
Pittsburgh 
Branch. RDG 


:Tix 


DILLSBURG 


The Dillsburg Secondary Track, formerly part of 
the Pennsylvania RR, extends from Meehan itsbvrg 
(Milepost *8.9) to DiJtiburg, Pa. (Milepost 10,4). a dis¬ 
tance of 7£ miles, in Cumberland and York (bunties, 
Pa. This line connects with the Penn Central Cumber 
land Valley Branch at Meehanicsburg. This line wasde- 
scribed as potentially excess in the ILS. PUT Report 
(see Zones 81 and 83). 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 inph). Based on 
available information, this upgrading would include 
the replacement of a total of 1,840 crossties (an average 
of 317 crossties per mile). 

Available information indicates that development of 
an industrial park along this line may greatly increase 
the traffic on this line in the near future. 

Preliminary Recommendation 

Although the preliminary recommendation is that the 
York Industrial Track Ik* included in the ConRail 
System, the possibility of immediately increasing rev¬ 
enue must be explored before a final recommendation 
can be made. Without immediately increasing revenues, 
continued operation of this line would require a rail 
service continuation subsidy. Under 1973 traffic, revenue 
and cost levels, this line generates an annual excess 
financial burden amounting to $59,452 or $60 per car¬ 
load. Recovery of costs would require approximately a 
90 percent increase in traffic or a 20 percent rate increase 
over the 1973 levels. 


Traffic and Operating Information 

Station* (with thtdr 1973 carload*) served by thin line: 
Dillsburg - _ 

Total carloads generated by the line- ^ 

Average carloads per week- -— - --^ j 

Average carload* per mile-- ~ j 

Average carload* per train- 

1973 operating information: ,^ 

Number of round trip* per year—-- ^ 

K>tlimited time per round trip (hour*)..— ^ ^ 

Locomotive horsepower-—--- ‘ j 

Train crew sl«*_____*- 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings eon'inrtwi . 
the Rail Services Planning Office as reflet'' 1 
reports entitled “The Public Response to the fcecr* . 
of Transportations Rail Service Report inda* 
this line primarily serves agricultural products*” 
ber. Allied Mills (grain) and J. H. Reanck Co. 
ber) projected future growth of 300 enr °* w *\ ^ 
mony also indicated that abandonment «> ^ 

might cause two businesses to shut down " " 

loss of 29 jobs. 
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Information for line Retention Decision 


gfrrtiTx* received by PC-----~—*— $95, 612 

ATtrtf revenue i**r carload- f435 


UritWr i avoidable) cost of continued serv- 

Joe: 

font Incurred on the branch line„„-— 92, ♦10*1 

iVt of uivntdlnf branch Une to FRA Clans I 

• 1/10 of total upgrading cost) - 0 

Cmt incurred beyond the branch line_68, 28S 


Totnl variable (avoidable) coat- 1*30.747 


Ntt contribution (liww) : Total_(65,135) 

ArmfCM* , r carload....-— (341 > 


Tliis line would require no upgrading to meet the 
rapirements of the Federal Railroad Administration's 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 rn.p.h.). 

htliminory Recommendation 

It is not recommended that the Dillsburg Secondary 
Trick be included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1073 traffic, revenue and cost 
kvek this line generates an annual excess financial 
burden amounting to $65,135 or $341 per carload. Re¬ 
covery of costs would require approximately a 240 per- 
cait increase in traffic or an 80 percent rate increase 
over the 1973 levels. 


PORTION OF CUMBERLAND VALLEY BRANCH 
USRA Line No. 204 


Kingston (Milepost 11.8) to Ohawbersburg , Pcu (Mile¬ 
post 51.6), a distance of 39.8 in*les y in Franklin and 
Cumberland Counties, Pennsylvania. At New Kings¬ 
ton, this line continues eastward to Harrisburg, at 
Chambersburg it continues southward to Hagerstown, 
Maryland which is also under study in this Report. This 
line connects with the Western Maryland Railroad at 
Chambersburg. It also connects with the Western Mary¬ 
land Railroad and the Reading's Philadelphia, Harris¬ 
burg & Pittsburgh Branch at Shippcnsburg. This line 
connects with the Gettysburg Branch of the Reading 
at Carlisle, a line also under study in this Report. This 
line was described as potentially excess in the U.S. DOT 
Report (see Zones 80 and 81). 

Traffic and Operating Information 


Stations (with their 1973 carloads) served by this line: 

New Kingston 1 - 60S 

Middlesex___._ 28 

Gettysburg Junction_—_ 0 

Carlisle_2.3W 

(treason_ 0 

Newvllle_...._.... 0 

Shippcnsburg-......_ 172 

Mt. Holly Springs_ 97 

Chambersburg 1 _ 645 


Total carloads generated by the line---3,944 

Average carloads per week-----75.8 

Average carloads per mile____ 99.1 

Average carloads per train-------- 13.1 

1973 operating information: 

Number of Round trips per year_ 300 

Estimated time per round trip (hours)_ 6 

Locomotive horsepower__6, 000 

Train crew sise______ 4 

* Includes only truffle on scsincnt. 


Penn Central 


PORTION OF 
CUMBERLAND 
VALLEY 
BRANCH.PC 



NEW KINGSTON 

lisle 

Getty sburg 
Branch. RDG 


•* Reading 

r Shippen sburg Philadelphia, 
Harrisburg & 
Pittsburgh Branch 

rCHAMBERSBURC 

PC to Hagerstown 


Th* 

J 0rtlc * u th* Cumberland Valley Branch, for 
art °* Pennsylvania RR, extends from JVei 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled ‘'The Public Response to the Secretary 
of Transportation's Rail Service Report’' indicated that 
the Pennsylvania Public Utilities Commission reported 
that the line generated an annual volume of 125 cars 
per mile. Pet, Inc. (frozen foods) shipped an estimated 
105 carloads in 1973 and is projecting 120 in the future: 
Cumberland Valley Cooperative (grain, feed) estimated 
200 carloads and is projecting 400 carloads; Newville 
Builders (lumber) shipped 2 carloads in 1973 and pro¬ 
ject 52 carloads; C. H. Masland & Sons (jute and poly¬ 
ethylene) estimated 1,435 in 1973 and is the county’s 
largest employer. If rail service is lost, this company 
will eliminate 1.100 jobs. Pa.'s response indicates Cum¬ 
berland Valley Coop, is presently constructing a $lVs> 
million new facility near Shippensburg. 
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Information for Line Retention Decision 

Revenue received by PC_$1,309,300 

Average revenue per carload_ $355 

Variable (avoidable) coat of continued 
service: 

Coat Incurred on the branch line_ 001, 899 

Coat of upgrading branch line to FRA 
class I <1/10 of total upgrading 


coat) ---—--— 0 

Coat Incurred l>eyoitd the branch 

line_ 1,006,900 


Total variable (avoidable coat_ 1,00*. 854 


Net contribution (low): total- (209,554) 

Average per carload--- (58) 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). An evalua¬ 
tion of coal reserves by USRA Staff indicates that this 
line is currently used as a high volume through-route 
for coal shipments. A possibility for an alternate route 
would be the Reading between Shippensburg and Har¬ 
risburg. 

Although this line generated a loss of $209,554, it is 
required to serve segment 204a which generated a net 
contribution of $1,584,571. 

Recommendation 

It is recommended that service to shippers on this 
portion of the Cumberland Valley Branch be included 
in the ConR&il System. While all of the industries will 
continue to be served, some portions of the line may be 
removed and traffic served from the parallel Reading 
line. 


MERCERSBURG SECONDARY TRACK 
USRA Line No. 206 
Penn Central 


Cumberland 

Valley - 

Branch. 

PC 


/ 

*/ 

/ 

/ 



1 MARION 

/- MERCERSBURG 
I SECONDARY 
f TRACK, PC 


MERCERSBURG / 
/ 


The Mercersburg Secondary Track, formerly part of 
the Pennsylvania RR, extends from Marion (Milepost 
59.1) to Mercemburg, P(u (Milepost 72.7), a distance of 
Vi.6 mile*, in Franklin County, Pa. This line connects 


with the Cumberland Valley Branch of the Penn Can 
tral at Marion (S. Penn Jet.) also understudy in this I 
Report. This line was described as potentially exit* in [ 
the U.8. DOT Report (see Zone 80). 

Traffic and Operating Information 

Station* (with their 1973 carload*) nerved by this line: 


Williamson _-_ 

Lch mast era____ _ 

Mercers burg __ _ _ _ 

- w 

. . X60 

Marlon - - — _ 

t 

Total carload* generated by the line_ 

Average carload* per week... 

. . ml 

Average carload* per mile. ... 

_ 2Lll 

Average carload* per train_-___ 

_ 18 

1973 operating information: 

Number of round trip* j>er year_ _ 

_ m 

Estimated time per round trip (hour*).. 
Locomotive horsepower „ . _ 

_ M 

_ 

Train crew size _-_ 

_ i 


Information Provided by RSPO, Shippers, Govammtal 
Agencies 

Information provided at the hearings conducted M 
the Rail Services Planning Office as reflected in their 
re|>ort8 entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report" indicates that 
the Penn DOT reported the line generated 91 rail cart 
per mile |>er year, but PUC estimated it gene rated only 
42 cars per mile. Several companies are planningon 
expansions: Huntington Creek Corj>., PBS C<*i- 
Shirley-Ayr Farms, and I»ewengart Co. Many of 
IiOewengarCs suppliers ship only by rail and the com¬ 
pany would be unable to obtain raw materials without 
tail service. 


Information for Line Retention Decision 

Revenue received by PC _-_ 

Average revenue per carload --- 


$130. T» 


$487 


Variable (avoidable) coat of continued serv- 

Cost incurred on the branch line--— 126.9M 

Coat of upgrading branch line to FRA 
ola*s I (1/10 of total upgrading coat) — 

Coat Incurred beyond the branch line- 05, ^ 


Total variable (avoidable) coat-- 


222,585 


/A 101 

Net contribution (low): total - ---- " 

Average per carload - 

This line would require no upgrading 
requirements of the Federal Railroad Admin 
minimum safety standards (Class I track. *hic 
maximum safe operating speed of 10 m.ph )• 

An evaluation of coal reserves by CM *\ on .j 
Central staff indicates there are broken eoa & 
the area which are no* economical to pn* < 
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Preliminary Recommendation 

It is not recommended that the Merccrsburg Second¬ 
ly Track be included in the ConRail System. Con- 
tinued operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
,-ost levels, this line generates an annual excess financial 
burden amounting to $82,852 or $289 per carload. Re- 
forery of costs would require approximately a two-fold 
increase in traffic or a CO percent rate increase over the 
1973 levels. 


PORTION OF MILROY SECONDARY TRACK 
U5RA Line No. 208 
Penn Central 


PC to Milroy 

S 

Lreedsville 

V PORTION OF MILROY 
\ SECONDARY TRACK, PC 

1.9 miles 


V 


[YEAGERTOHN 
\ ^ 4 — PC to Maitland 

PC u> Pittsburgh 

PC to Philadelphia 


\ -- 

^^ewistown 


This portion of the Milroy Secondary Track, former- 
^ P*rt of the Pennsylvania RR, extends from 
Vwgtrtoxcn (Milepost 3.9) to Iieedtvilte, Pa. (Milepost 
^ a distance of 1J9 mUts* in Mifflin County, Pa. A 
Wimution of this line extends southward to Lewts- 
Ul * n and northward to Milroy (both of which are also 
^der study in this Report). This line was described as 
Potentially excess in the U.S. DOT Report (see Zone 


hoffn ond Operating Information 

(with their 1973 carloads) served by this line: 



7 

0 



Ve horee Power.... h 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
u The Public Response to the Secretary of Transpor¬ 
tations Rail Service Report.” 

Informotion for Line Retention Decision 


Revenue received by PC_ $2 ,181 

Average revenue per carload-—_ $312 

Variable (avoidable) coat of continued serv¬ 
ice: 

Coat incurred on the branch line_ 3 , 933 

Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading cost) 2,727 
Coat incurred beyond the branch line_1,551 


Total variable (avoidable) coat_ 8,211 


Not contribution (loaa): total_ (6.030) 

Average per carload_ (881) 


This line would require upgrading to meet the require¬ 
ments of the Federal Railroad Administration’s mini¬ 
mum safety standards (Class I track, which has a maxi¬ 
mum safe operating speed of 10 mph). Based on 
available information, this upgrading would include the 
replacement of a total of 1,200 crossties (an average of 
600 croest ies per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Milroy 
Secondary Track be included in the ConRail System. 
Continued operation of this line would require a rail 
service continuation subsidy. Under 1973 traffic, revenue 
and cost levels, this line generates an annual excess finan¬ 
cial burden amounting to $(>,030 or $861 per carload. 
Recovery of costs would require approximately a ten¬ 
fold increase in traffic or 275 percent rate increase over 
the 1973 levels. 


MAITLAND INDUSTRIAL TRACK 
USRA Line No. 209 
Penn Central 

The Maitland Industrial Track, formerly part of the 
Pennsylvania RR, extends from Lewittoxon (Milepost 
0.0) to Maitland, Pa. (Milepost 7.0), a distance of 7.0 
mile*, in Mifllin County, Pa. This line connects with the 
Penn Central Milroy Secondary Track at Lcwistown 
(also under study in this Report) and with the PC’s 
Philadelphia-Pittsburgh line, on the south side of the 
Juniata River. This line was described as potentially 
excess in the U.S. DOT Report (see Zone 80). 
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Milroy 

V 

I * MAITLAND 

Milroy I 7.0 miles 
Secondary^* 


Track. PC 

LEKISTOWNyf 



MAITLAND 
INDUSTRIAL 
TRACK. PC 


/ * 


\ 

PC to Pittsburgh 


PC to Harrisburg 


Traffic and Operating Information 

Stations (with their 1073 airloads) served by this line; 

Maitland _ 390 


Total carloads genera tin! by the line --- 390 

Average carloads per week-..—--—--— 7.5 

Average carloads per mile -- 55. 7 

Average carloads per train --- 5. 6 

1973 operating information: 

Number of round trips per year - - --— 70 

Estimated time per round trip (hours) --—.. 2.5 

Locomotive horsepower _ 1,200 

Train crew *l*e - * 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Rej>ort” indicated that 
Sitken Industries, a smelting company, is expanding 
and uses rail freight for some of its shipments. 

Information for Line Retention Decision 


Revenue received by PC _ IQ05. 743 

Average revenue per carload. _ $528 


Variable (avoidable) coat of continued 
service: 

Coat Incurred on the branch line- 67. 342 

Cost of upgrading branch line to FRA 
Class I (1/10 of total upgrading coot). 34. 372 
Coat incurred beyond the branch line., JM. 828 


Total variable (avoidable) cost_ 190. 542 


Net contribution (loss) : total-- 9.201 

Average per carload___—- 24 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating sjieed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 4,200 crossties (an average 
of 600 crossties per mile). 

Recommendation 

It is recommended that the Maitland Industrial Track 
be included in the ConRail System. 


PORTION OF FAIRBROOK BRANCH 
USRA Line No. 210 
Penn Central 


Bald Eagle Branch. 
. PC to Lock Haven 


r; 

\/ PORTION OF FAIRBROOK 


BRANCH. PC 



PC to Pittsburgh \ 


TYRONE 


PC to Philadelphia 


This |>ortion of the Fairbrook Branch, formerly part 
of the Pennsylvania RR, extends from AfilepoitO jD to 
Milepost 1.1, at Tyrone. Pa. y a distance of /./ mHa in 
Blair County, Pa. This small segment is the last portion 
of the Fairbrook Branch, as all but 1,175 feet have been 
removed. At Tyrone, this line connects with the PC 
Philadelphia-Pittsburgh line and the PC BaM Ragle 
Branch, both of which are under study in this Report. 
The Trustees of the Penn Central Transportation Com¬ 
pany have filed for abandonment on Doc ket No. AW 
Sub. 158 with the ICC. This line was not shown in the 
C.S. DOT Report (see Zone 79). 


Traffic and Operating Information 

Statlomc (with their 1973 carload*) nerved by this line: 
Tyrone 1 --- 


Total carload* generated by the line - 

Average carload* i»er week— - 

Average carload* per mile -—-...- 

Average carloads per train - 

1973 Operating Information: 

Number of round trip* per year -——- - 

Estimated time per round trip (hours) - 

Locomotive horsepower - 

Train crew sire - 


_40 

__ O.S 

„. r 200 0 
_ LT 

_ 54 

. 15 

_1.200 

4 


1 include only truffle on tegment. 

Information Provided by RSPO, Shippers, Govemmtn* 
Agencies 

Xo sjH‘cific information concerning this line P 11 ^ 
vided at the hearings conducted by the Ruil ^ 
Planning Office as reflected in their reports entire 1 
Public Response to the Secretary of 1 ra9siH> r tanoft 
Rail Service Report.” Information from I >( im . 
cates all but 1,175 feet of this track has been rDnM) ' 
and the switch leading to the line relocated* ^ 
eiit there* is nothing more than a siding being M - • 
one patron, Tyrone Milling Co. Penn DOT i> l ,u ^ 
doing extensive highway work in the area " m 1 ^ 
require removal of a bridge 1 and relocation *»f * ^ 
at no expense to the patron. Also, tin* ( ° ! P . rr 
Engineers is planning on relocating Juniata 
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in so doing will take land from PC where Brand) is 

presently located. 

Informotion for Line Retention Decision 

BtYMiiH* received by PC--.----$j>, sdq 

Armp* revenue per carload_ $234 


ICC (Docket AB-5 Sub. 43). This line, except for the 
portion from the Huntingdon County line to Williams¬ 
burg, was described as potentially excess in the U.S. 
DOT Report (ace Zones79 and 80). 

Traffic and Operating Information 


Tillable (avoidable) coat of continued aerrlce: 

Oort Incurred on the branch line_4,46H 

Com of upgrading branch line to FRA Clans I : 

11/10 of total upgrading cwt)__ J>, 400 

fort Incurred beyond the branch line_1. 801 


Total variable (avoidable) coat___IS. 785 

M ronrtibutlon (loss): total_ ( 8 , 342 ) 

Attnite per iurtoad__ < 158) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
arailablc information, this upgrading would include the 
replacement of a total of 550 crossties (an average of 
50)crwstics per mile). 

Preliminary Recommendation 

It is not recommended that the Fairbrook Branch at 
Tjrone lie included in the Con Rail System. 


PORTION OF HOLLIDAYSBURG AND 
PETERSBURG SECONDARY TRACK 

USRA Line No. 212/212a 

Penn Central 


PORTION OF v Philadelphia- 
HOLLIDAYSBURG ^ Pittsburgh tine, PC 
& PETERSBURG \ 



portion of the Hollidaysburg and Petersburg 
jp ' r ' formerly part of the Pennsylvania 

extends from Petersburg (Milepost 0.5) to Wil- 
1 <*• (Milepost 17.1) a distance of 16.6 miles , 
uHitia ^ • UU * HuBtmgion Counties, Pennsylvania. A 
l^“ B tton of this line extends westward from Wil- 
tjUjyJ* to hollidaysburg. This line also connects 
t kuffj , f " n ( < ‘ nt, ‘ a l Ibie at Petersburg. An applies- 
^^donment 0 f ‘he portion of the line between 
r >i and Williamsburg has been filed with the 


Stations (with thetr 1073 carlonds) served by this line: 

Alexandria _ 3 ^ 

Horrell _ 0 

Total car lifit< 1 n generated by the lino _ 

Average carload* per week __ 7 0 

Average carload* per mile _ 21. 8 

Average carload* per train _*_ 3.5 

1973 operating information: 

Number of round trips per year _____ 104 

Estimated time per round trip (hours) _ 3,5 

Locomotive horsepower ________ j § 200 

Train crew size _ 4 


Information • Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated 
that Wesfcab-Blair Co. estimated 319 carloads in 1973 
and projected 467 carloads, and Maryland Refractories 
Co. projected 150 carloads. Pa.’s response indicates one 
of the largest shippers on this line (Westab) receives 
400 carloads annually and indicates if rail service is 
discontinued they will be forced to relocate. The line 
from Blair County line to Petersburg serves as an alter¬ 
nate route over the mountains when the mainline is out 
of service. Joseph S. Dewey testified on behalf of Moss- 
American Co., stating this company produces crossties 
for the railroads at Alexandria and relocation or clos¬ 
ing of the yard would increase costs of doing business 
with the railroads. Robert A. Halloran, Southern Alle¬ 
ghenies Planning & Dev. Comm., testified that abandon¬ 
ment of Petersburg Branch would result in the loss of 
access to 90 million tons of basalt trap rock. 

Information for Line Retention Decision 

Revenue received by PC_ $109,608 

Average revenue per carload__ $303 


Variable (avoidable) coat of continued 
service: 

Cowl Incurred on the branch line_ 134.878 

Coat of upgrading branch line to FRA 
Class I:(1/10 of total upgrading coat). 12.494 

Coot incurred beyond the branch line,. 68,325 


Total variable (avoidable! cost_ 215,697 


Net contribution (loss): total_(106,089) 

Average per carload... (293) 
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This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Bused on 
available information, this upgrading would include 
the replacement of a total of 2£00 crosstie® (an average 
of 151 crossties per mile). 

Preliminary Recommendation 

Although the preliminary recommendation is that 
this portion of the Hollidayslnirg and Petersburg Sec¬ 
ondary Track not be included in the ConRail System, 
the possibility of immediately increasing revenue must 
be explored In-fore a final recommendation can be made. 
Without immediately increasing revenue, continued op¬ 
eration of this line would require a rail service continua¬ 
tion subsidy. Under 1973 traffic, revenue and cost levels, 
this line generates an annual excess financial burden 
amounting to $106,089 or $293 per carload. Recovery 
of costs would require approximately a 255 percent in¬ 
crease in traffic or a 95 percent rate increase over the 
1973 levels. 


PORTION OF MORRISON COVE SECONDARY 
TRACK 


USRA Line No. 214 


Penn Central 


4 -Poction of 


Brookes Hills 

Bedford 
Secondary / 
Track, PC 


PORTION OF - 

MORRISON COVE 
SECONDARY 
TRACK. PC 


. Momson Cove 
! Secondary Track, PC 

^ * Hartinsburg 

\ p 

V MART1NSBURC 
7 JUNCTION 


i 


2-7 miles 


4a 


CURRY 


This portion of the Morrison Cove Secondary Track, 
formerly part of the Pennsylvania RR. extends from 
M artbmburg Junction (Milepost 21.5) to Curn/. Pa, 
(Milepost 24.2), a distance of 2.7 mUc&y'm Blair County. 
Pennsylvania. Continuations of this line extend north¬ 
ward to Martinsburg, Brookes Mills and Hollidaysburg 
(also under study in this Report). This line was not 
shown in the U.S. DOT Report (see Zone 79). 


Traffic and Operating Information 

SUHonw (with their 1973 rarioad*) by this line: 

Mnrtinshnrx Jet_ 0 


Total rttrload* generated by the line. ... 157 

Average carloads per week _ 3,0 


Average carloads per mile --- 5^2 

Average carloads per train - 2*1 

1973 operating Information: 

Number of round trips per year _ 70 

Estimated time per round trip (hours) __ j 

I locomotive horsepower _____ 1 .200 

Train crew size _ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in theirrr- 
ports ent itled *‘The Public Response to the Secretary of 
Transportations Rail Service Report" indicated that 
Agway Inc. (feed, fertilizer) shipped an estimated 15# 
carloads. Correspondence submitted to USRA staff by 
Keith Black. Agway Inc. at the Altoona hearing? 
indicated they received 14.247 tons of feed. seed, and fer¬ 
tilizer from July 1972 to June 1973 with freight charges 
of $194,081. Mr. Black states u In the year 1972, 5 of 
the top 20 cows in the world were in Morrison’s Cove 
or Curry ville Area.’ 1 

Information for Line Retention Decision 

Revenue received by PC—---171.720 


Average revenue per carload___ $457 

Variable (avoidable) coat of continued 
sendee: 

Coat Incurred on the branch line-28.027 

Coat of upgrading branch line to FRA Class 

1: (1/10 of total upgrading cost)- 4.250 

Cost Incurred beyond the branch line—-45,106 


Total variable (avoidable) coat- 77.$83 


Net contribution (loss) : total--- 

Average per carload__ (88) 

This line would require upgrading to meet the require¬ 
ments of the Federal Railroad Administration's mini¬ 
mum safety standards (Class I track, which In* * 
maximum safe operating speed of 10 m.p.h.)* Bnstd on 
available information, this upgrading would include te 
replacement of a total of 729 crossties (an average <>f 
cp*sstiea per mile). 

Recommendation 

It is recommended that this portion of the Morrison 
Cove Secondary Track be included in the ( on a. 
System. 

PORTION OF BEDFORD SECONDARY TRACK 
USRA tine No. 216 
Penn Central 

This portion of the Bedford Secondary 1| r l . 
merly part of the Pennsylvania RR« oxf< 
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BROOKES MILLS 

PORTION OF 
BEDFORD 
SECONDARY 
TRACK. PC 



/«— Morrison Cove 
Secondary Track, 
PC 


32.3 miles 


r— Mt. Dallas 
I Secondary 
* Track. PC 


PC to 

Cumberland Md. 


Brookes Mill* (Milepost 14.2) to Bedford , Pcl (Mile- 
post46.5), a distance of StJi miles, in Bedford and Blair 
Owmties, Pa. This line connects with the Morrison Cove 
Secondan Track, of the Penn Central at Brookes Mills 
ud with the Penn Central Mt. Dallas Secondary Track 
tf Bedford. Both of these lines are under study in this 
Report This line was not described as potentially excess 
athe U.S. DOT Report (sec Zones 79 and 80). 


TroUk and Operating Information 

fcttow (with their 1073 carload#) served by this 
Use: 

K Freedom__________ 

____ 

Sproal___ 

Queen_ __ _ _ ~~~ 

totwberg_ _ _ 

fHertown_ _.^. r _ _ __ 

Bedford._.~ 


16 

402 

746 

1 

0 

2 

1.104 


Total carloads generated by the line_2, 361 

carload# per week___ 45, 4 

***** ^Hond# per mile__[ 73] 1 

£*** r *r\o<ul ji per train__ 0. 4 

• °PWlng information: 

jttober of round trip# per year_ 250 

nuted time per round trip (hours)_ 9 

...i.«o 

™“ Hire___ 4 

llt * 0r Agencies r ° V ' d *^ ^ RSP °’ Shi PP er *' Government 

provided at the hearings conducted by 
lerJl! ;. 1 r V° e8 P* ann > n g Office as reflected in their re- 
Trj.. ‘ “The Public Response to the Secretary of 
,ll I atl0n ' s Rail Service Report,” indicated that 
Ttcjirf- ^'U'ated 36 carloads in 15)73 and project 
liftam . • ,0(lstro,n cs l* matc *tl 471 carloads in 
•ithoui' ^ car l° a< k. They state they’ll close 

Tfrj usonp SCI T icc ( en ‘P lo y 325 people). Mr. E. L. 
^ «rs t,in . states in correpondencc there are 
P^Perv * n " ,C 1>er ycnr " nfl surv «y* project 5,000 
i ,n ^ lf * Uonild C. Gallagher, presi- 

*^receiv°i I)evt,|o P m<? »* Council, states 837 carloads 
0(1 or shipped in Bedford in 1073. Also states 


they’re in the process of developing two industrial sites 
at a cost of $200,000. Ell wood H. Spencer, General 
Refractories, stated at Altoona that they originated or 
terminated 955 carloads and loss of rail service would 
close their plant (425 employees). Daniel Stultz, 
Standard Register Co., staled at Pittsburgh hearings 
they shipped or received 358 cars in 1973. 

Information for Line Retention Decision 


Revenue received by PC_$894,579 

Average revenue per carload_ $379 


Variable (avoidable) coat of continued 
service: 

Coot Incurred on the branch line_— 400,346 

Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading cost). 0 

Cost incurred beyond the branch Une_ 576, 522 


Total variable (avoidable) cost_ 976. S68 


Net contribution (loss): total__ (82,289) 

Average per carload__ ( 35 ) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Although 
this line lost $82,289 or $35 per car in 1973, a 25 percent 
increase in traffic or a 9 percent rate increase would 
enable financial self sufficiency. 

Recommendation 

It is recommended that this portion of the Bedford 
Secondary Track be included in the Con Rail System. 


MOUNT DALLAS SECONDARY TRACK 
USRA Une No. 2 18 
Penn Central 


Bedford — >| 
Secondary I 
Track. PC J 

I 


MOUNT DALLAS 
SECONDARY 
TRACK. PC 



Everett RR to 
Tatesville 

1 Tatesville 

..o 

MOUNT 

DALLAS 


I 


The Mount Dallas Secondary Track, formerly part 
of the Pennsylvania RR, extends from Creek (Milepost 
0.0) to Mount Dalla*y Pa. (Milepost 6.9), a distance of 
6J9 mile a, in Bedford County, Penn. At Bedford, this 
line connects with the Penn Central Bedford Secondary 
Track (also under study in this report). This line also 
connects with the Everett Railroad at Mount Dallas. 
This line was described as potentially excess in the U.S. 
DOT Report (see Zone 80). 


733 






























10076 

Traffic and Operating Information 

Station* (with their 1973 carload*) nerved by this line: 
Avdieom —.— -— -———•—- 

Mount Dallas 1 --- 


1V>ml carload* generated by the line - 

Average carloads per week -—- - 

Average carload* per mile --—-- 

Average carloads per train - 

1073 operating Information : 

Number of round tripe i**r year —--- 

Estimated time per round trip (hours) -— 

Locomotive horsepower - 

Train crew slxe --- 


327 

6.3 

47.4 

3.0 

90 

2.0 

1,500 

4 


1 iBcIndm carload* Interchanged with the Kverett Railroad. 


tinned operation of this line would require a rail serv¬ 
ice continuation subsidy. Under 1978 traffic, revenue aod 
cost, levels, this line generates an annual excels financial 
burden amounting to $37,506 or $115 per carload. Be- 
00 very of costs would require approximately a ICO per¬ 
cent increase in traffic, or a 35 percent rate increase over 
the 1973 levels. 


MIDDLE CANAL BRANCH 
U5RA Line No. 229 
Penn Central 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled ‘The Public Response to the Secretary 
of Transportation’s Rail Service Report" indicted the 
Pennsylvania PUC finds 75 cars generated per mile per 
year along this branch. Pennsylvania DOT says that 
10 firms are served by the branch. X7SRA found that 
the Everett RR. a privately-owned switching railroad 
running from Mount Dallas to Tatesville, serves 3 
firms: Event* Door Co., Central Chemical Co., und Van 
Hessen Co. This traffic is hilled at Mount Dallas, Penn. 

Information for Line Retention Decision 


Revenue received by PC - $107.964 

Average revenue per carload - $330 

Variable (avoidable) coat of continued serv¬ 
ice: 

Coat Incurred on the branch line-61, 228 

Coat of upgrading branch line to FRA 

claw I : < X/10 of total upgrading cost) _ 0 

Cost Incurred beyond the branch line- 84, 242 


TY>taI variable (avoidable) coat- 145,470 


Net contribution (loss): total -- (87,506) 

Average j>er carload - (115) 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 mph). 

USRA and Penn Central staff found that this branch 
once served the Huntingdon & Broad Top coal fields. 
Because these coal seams are broken, the resulting coal 
mining costs make this region unlikely as a significant 
future coal mining area. 

Preliminary Recommendation 

It is not recommended that the Mount Dallas Second¬ 
ary Truck he included in the ConRail System. Con- 


\ PC to Elmira 

i* 

PC to Coram* l N«»b.rry Junct.on 

\ N.wbcrry | With amtp.it 

_. Yjrd i k _ 

p cw _ r —— ~~ o.init.. 

- 


Linden 


MIDDLE CANAL 
BRANCH AT 
WILLIAMSPORT, PC 


PC to Harrisburg 


ROC is 
Readme 


The Middle Canal Branch formerly part of th* 
Pennsylvania RR, is at Williamsport. Pa. (VS i+h k 
to (VS 154*36), a distance of 02 in Lycoming 
County, Pa. This line is being considered for sale tot 
shipper on the line so that they may relocate it to serve 
their facilities in a more efficient manner. No patrons 
other than the shipper will be affected. This line was not 
described as potentially excess in the U.S. DDT Report, 
(see Zone 73). 

Troffic and Operating Information 

Station* (with their 1973 carload*) wenred by Iht* line: ^ 

Williamsport * - - 

& 

Total carload* generated by the line- - 

J.J 

Average carload* per week - - — --- 

Average airload* per mile - 4 « 

Average carload* per train - ~ 

1973 oix»niting Information: * 20! 

Number of round trips per year - * 0 , j 

Estimated time per round trip (hour*)- . ^ 

Ilocomotive horsepower - - ' ~ $ 

Train crew sixe --- - 

* Include* only traffic on M-giuent. 

Information Provided by R5PO, Shippers, Oo 
Agencies 

No specific information concerning this lin* ' 
vided at the healings conducted by the , ! ^ 
Planning Oflice as reflected in their n 1 H *' 

“The Public Response to the Secretary ol 
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tioo r s Rail Service Report.” PC staff indicates this por¬ 
tion of the lino is to be sold to tho one shipper on this 
line*) they may relocate it to serve their facilities in a 
more efficient manner. 


burg line. Additionally, this line connects with the PC 
Bald Eagle Branch to Tyrone at Mill Hall. This line 
was not described as potentially excess in the U.S. DOT 
Report (see Zone 74). 


Infocmotion for Lino Retention Decision 


Bmnut! received by PC--$55, 798 

Atm** revenue per carload_ $672 

Variable (avoidable) coot of continued service: 

Cost Incurred on the branch line_ 5, 299 

Coat of upgrading branch line to FRA Class 1 : 

(1/10 of total upgrading cost)_ 1,507 

Oort Incurred beyond the branch line_18, 081 


Total variable (avoidable) cost_ 24,887 


frt contribution (loss): Total_ 30,011 

Awi** per carload_ 372 


This line would require upgrading to meet tho re- 
fpiirwnenLs of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
mixinium safe operating speed of 10 m.p.h,), Based on 
tvtiluble information, this upgrading would include 
replacement of a total of 250 crossties (an average 
of513crossties per mile), 

^commendation 

It is recommended that the Middle Canal Branch bo 
deluded in the Con Rail System. 


mill hall industrial track 

USRA Line No. 243a 
Penn Central 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line* 

Mill Hall 1 __ * 

Lock Haven 1 _ 


Total carloads generated by the line. 

Average carloads per week _____ 

Average carloads per mile _ 

Average carload* per train _ 

1973 operating information: 

Number of rouud trips per year __ 

Estimated time per round trip (hours). 

Locomotive horsepower ___ 

Train crew size __ 

1 Includes onljr truffle on Mgtnent. 


370 

7.1 

137.0 

3.0 

104 

2.0 

1.000 

5 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
The Public Response to the Secretary of Transporta- 
tion’s Rail Service Report.” 

Information for Line Retention Decision 


Revenue received by PC _ $ 105 , 039 

Average revenue per carload _ $286 

Variable (avoidable) cost of continued 
service : 

Coat Incurred on the branch line _ 43,148 

Cost of upgrading branch line to FRA 
Class f ( 1/10 of total upgrading cost). 0 
Cost incurred beyond the branch line _ 72, 908 


Total variable (avoidable) cost___ 116,146 


V PC to Buffalo or r 
\ PC to Coming 

'v ^Lodc Haven 


■HI H,u A 1 

/ 

Mil 

' c "Tp*, 


./s. 

LOCK HAVEN 


Avis 

y 


MILL hall industrial „ 

TRACK, PC PC to Harrisburg 


^nriLl ^ ^^1^1 Track, formerly part of the 

* v * n j a extends from Lock Haven (Milepost 
1; ^ Pa, (Milepost 11.0), a distance of 

Hi Ven j! 1 m / * ,nto11 County, Pennsylvania. At Lock 
line connects with the PC Buffalo-Ilarris- 


Net contribution (Ions): total__ (10.507) 

Average per carload_ ( 28 ) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 mph). 

Evaluation of coal reserves by USRA Staff indicates 
that there are no significant reserves or potential load¬ 
ing points along this line. 

Although this line generates a loss, a 30 percent in¬ 
crease in traffic or a 10 percent rate increase over 1973 
levels, would enable financial self-sufficiency. 

Recommendation 

It is recommended that the Mill Hall Industrial 
Track be included in the ConRail System. 
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PORTION OF TITUS SECONDARY TRACK 
USRA Line No. 250 
Penn Central 


Chautauqua 
Secondary 
Track. PC >1 


24.9 miles 

PORTION — 
OF TITUS 
SECONDARY 
TRACK. PC 



PC Erie- 
Williamsport line 


TITUSVILLE 


4 PC to Oil City 


This jx>rtion of the Titus Secondary Track, formerly 
part of the Pennsylvania RR, extends from Carry 
(Milepost 95.0) to Titusville, Pa. (Milepost 119.9), a 
distance of miles , in Crawford and Erie Counties, 

Pennsylvania. This line was part of a through line be¬ 
tween Buffalo And Oil City; both the northern (Chau¬ 
tauqua Secondary Track) and southern extensions of 
this line are also under study in this Report. At Corry, 
this line also connects with the PC’s Erie and Empo¬ 
rium Secondary Tracks, (also under study in this re¬ 
port) and the Chicago-to-Jersey City line of the El* 
Penn Central has filed petitions to abandon this line, 
(ICC Docket No. AB-5, Sub. 168 and USRA Docket 
No. 75-52). This line was not described as potentially 
excess in the U.S. DOT Report (sec Zones 51 and 75). 


business without rail service. Charles A. Poux, Presi¬ 
dent of Oil Creek Plastics, wrote USRA about ttoir 
erecting new silos for incoming raw materials. A. W. 
Carlson (VP Trans-Penn Wax Corp.), stated this com 
panv is dependent on rail service to bring in tank care 
of raw wax (20.000 gallons). Earl E. Station Baillie 
Lumber Company, stated they have invested $300,000 
in this plant and believed they loaded 20 cars in 1973. 
Mr. James B* Stevenson, Publisher of Titusville Herald, 
states the abandonment may cause a major company, 
Jones & Laughiin Steel, to change their plans to move 
to this location. 

Information for Line Retention Decision 


Revenue received by PC --—... $23,1C* 

Average revenue per carload-.. - $179 


Variable (avoidable) coat of continued 
service: 

Coat incurred on the branch line...— 186.10* 

Coat of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

Cost incurred beyond the branch line 31, *03 


Total variable (loss) : Total -- 


Net contribution (loss): Total.. 

Average per carload- (1,510.1 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration* 
minimum safety standards (Class I track, which hiss 
maximum safe operating speed of 10 m.pJi.). An cvi • 
nation of coal reserves by USRA indicates no signified 
reserves or potential loading points along this line. 


Traffic and Operating Information 

Statlou* (with their 1973 carloads) served by thU line: 


Centerville --- 51 


Total carloads generated by the line -— 129 

Average carloads per week - 2.5 

Average carloads per mile ---—- 5.2 

Average carloads tier train -- 2.5 

1973 operating information: 

Number of round trips per year—--- 52 

Estimated time per round trip (hours). --- 4.0 

l/ocomotlve horsepower ----- 2. 000 

Train crew size _-—-—— 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report.” Correspondence from Law¬ 
rence Snapp, Platt's Mill, to USRA states it would lie 
almost impossible to continue his feed manufacturing 


Preliminary Recommendation 

It is not recommended that this portion of the Tito* 
Secondary Track 1k» included in the (on Rail System. 
Continued operation of this line would require a nit 
service continuation subsidy. Under 1973 traffic. rt ' er ^ 
and cost levels, this line generates an annual 
financial burden amounting to $194,803 or *1 *>1 
carload. Recovery of costs would require bothi an i* 
crease in traffic and a rate increase over the 197* ^ 


PORTION OF EMPORIUM SECONDARY TRACK 
USRA Line No. 252 
Penn Central 

This portion of the Emporium Secondm \ I r ‘ 
merly part of the Pennsylvania RR, extern *' ^ jjpO), 
jrn (Milepost 66.5) to Ridyway, Pa* (M» ,<,,w >* Flk 
a distance of 52/ miles, in Warren, K 1 
Counties, Pa. Continuations of this lnio e\ * - uW 
ward to Erie from Warren and castwan 
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B&O to Bradford 
(EL has Trackage 
Rights) ^ 


PC 19 Falconer 

e s. 

PC to Erie | 

WARREN ciS miles 
PC to Strothers .••••'. Mount Jewett 

KaooVr*** \ * 

BAO to Knox \ 

,**' John sonborg 

PORTION eiPORIUM 
SECONDARY TRACK. PC 

BAO to Dubois (EL 
has Trackage Rights) 



from Ridgway (both of which are also under study in 
this Report). At Warren, the line connects with the 
Valley Branch of the PC to North Warren and Fal¬ 
coner. At Kane it connects with the B&O. It is paral¬ 
leled by the B&O Pittsburgh-Buffalo line between John¬ 
sonburg and Ridgway over which the EL also operates. 
This line, except for the portion in Warren County, 
which was not studied, and the portion from Ridgway 
to north of Johnsonburg, was described as potentially 
excess in the F.S. DOT Report (see Zones 74 and 75). 


Traflk and Operating Information 

$utIon* (with their 1073 carload*) served by this line: 

Btomy _ 58 

Jctauwnburg_ 518 

Scrgrunt __ 45 

Ludlow- 0 

«s®eM___ 

Ttoat.____ 

Qareodom _ _ i ^ _ 

StoTirbam_____ 

barren 1 __ 

ltoj*tone_ 


83 

117 

63 

0 

29 

0 


Total carload* generated by the Une__ 2 ,104 

carload* week_ 42.2 

r «Ui* oarttKid* per mile_ 

carload* per train___ 


10T3 


41. 8 
7.3 


^ '^peratina information: 

‘ ua|H‘ r of round tri|>s per yea r_ 300 

i*** 1 Uru <* per round trip (boom)™_ 10 

^®«tire horsepower--- 2 . 500 

111 operating crew____ 4 

***** *aly r raffle on wgraent. 


^9®nc'e^ r ° V ^ eC ^ ^ ®5PO, Shippers, Government 

Rt the hearings conducted by 
Pott* * 4 V * 1 ' * cos Pawling Office as reflected in their re- 
11 ** Public Rcs|>onse to the Secretary of 

&k4^ir^° n,S S® 1 ™ 06 Report” indicated that 

ar * xm estimated 902 carloads in 1973. In a 
tW * r ° * 0, * n I>OT, ITainmennill Paper stated 
expanding their Erie pulp mill to 740 tons 


per day in 1974. Hammermill ships from Erie to Lock 
Haven through Corry, Warren, Ridgway (all under 
study). Their Erie pulp mill ships an average of 3.7 
cars per day a distance of 2*83 miles over PC lines to 
Lock Haven and return. 

In testimony at Pittsburgh, Roger Yaple, Penntick 
Paper Co., stated Johnsonburg generated ‘2,568 carloads 
in 1973 (145,000 tons) and they are concerned about 
elimination of north-south trackage (B&O-EL). 

Information for Line Retention Decision 


Revenue received by PC’ _ $717. 130 

Average revenue per carload - $327 


Variable (avoidable) cost of continued 
Her vice: 

Coat Incurred on the branch line_027.835 

Coat of upgrading branch line to FRA 
Claw I: ( 1/10 of total upgrading 

coat)_ 0 

Coat Incurred beyond thr branch line_321,146 


Total variable (avoidable) coat___ 048,781 


Net contribution (low); total_(231,651) 

Average per carload__ (106) 


This line would require no upgrading to meet the 
requirements of the Federal Itsilroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). Kane 
Hardwood is building a new plant and estimates 690 
carloads. An evaluation of coal reserves by USR A staff 
indicates no significant reserves or potential loading 
points along this line. 

Although service to the entire line generates a loss, 
service to the line from milepost 93.8 to milepost 119.0 
(serving shippers at Ridgway, Johnsonburg, Sergeant 
and Kane who generated 1,900 carloads in 1973) would 
generate $640,436 in revenue and $659,417 in costs with 
a resulting loss of $18,981 or $10 per carload, A 10 per¬ 
cent growth in traffic or a 3 percent rate increase would 
make this portion of the line financially self-sufficient. 

Recommendation 

It is recommended that the portion of the Emporium 
Secondary Track from Milepost 93.8 to Milepost 119.0 
be included in the ConRail System. 

Preliminary Recommendation 

It is not recommended that the portion of the Em¬ 
porium Secondary Track from Milepost 93.8 to Mile¬ 
post 66.5 be included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial bur¬ 
den amounting to $231,651 or $106 per carload. Recov¬ 
ery of costs would require approximately a 50 percent 
increase in traffic or a 30 percent rate increase over the 
1973 levels. 
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PORTION OF EMPORIUM SECONDARY TRACK 
USRA Line No. 253 
Penn Central 


PC Harrisburg* 
Buffalo lint- 

i 


PORTION OF EMPORIUM \ 
SECONDARY TRACK. PC 

This portion of the Emporium Secondary Track, for¬ 
merly part of the Pennsylvania RR. extends from St. 
Mart/'s (Milepost 1.10.0) to Emporium. Pa. (Milepost 
149.8). a distance of 19.8 miles, in Elk and Cameron 
Counties. Pa. A continuation of this line extends west¬ 
ward to ltidgway from St. Mary’s (also under study in 
this Report). At Emporium, the line meets the PC 
llarrisburjr-Buffalo line. This line was described as 
potentially excess) in the I'.S. DOT Report (see Zone 
74). 


PC to 

to Ridgway , 

- i r 



19 B mile* 

Emporium \ 


ST. MARYS 


Traffic and Operating Information 

Station* <with their 1973 carload*! served by this line: 

Howard- 58 

St. Mary f a-3,284 


Total carload* generated by the line - 3, 346 

Average carloads jK*r week -- ^ •* 

Average carloads per mile -—-—— () 

Average carload* per train ---——-- 11*2 

1973 Operating Information: 

Nnmtier of round trip* per year — - 300 

Estimated time per round trip (hours) --- 10 

Locomotive horsepower -—--——- 000 

Train crew size -—-—- ** 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific in format ion concerning this line was pro¬ 
vided by I he hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled. “The 
Public Response to the Secretary of Transportation's 
Rail Service Rc|>ort.'’ Correspondence from Stack pole 
Carlion Company states that annual volume for St. 
Mary's exceeds 3,000 carloads. 

Information for Line Retention Decision 

Revenue received by PC _ $1. 508,103 

Average revenue per carload - $451 


Varinble (avoidable) cost of continued 
aervlce: 

Cost incurred on the branch line_ 394.971 


Cost of upgrading branch line to FRA 

Class I ( 1/10 of total upgrading coat)_ 0 

Coat incurred beyond the branch line- 976. 071 

Total variable (avoidable) coat - 1.371.042 

Net contribution (loss) : total --- 137,121 


Average per carload___—_-_ 41 

This lino would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which hast 
maximum safe operating speed of 10 mph). Pennsyl¬ 
vania’s Response to the Department of Transportation’* 
Report, stated that adandonment of this line would 
affect the development of a 15-acre industrial site. An 
evaluation of coal reserves by USRA staff indicates 
there are no significant reserves or loading points on 
this line. 

Recommendation 

It is recommended that this portion of the Emporium 
Secondary Track be included in the ConRail System. 


PORTION OF EMPORIUM SECONDARY TRACK 
USRA Line No. 253a 
Penn Central 

B&0 to Bradford (EL 
has Trackage Rights) 


/*\ 


V 


PC to Warren V*\ . 

4 Johnsonburg 

/ 

m y 11.0 miles 

/VrIDGWAY I p C «o Emporium 

• m + _ ^ 


\ 


ST. MARYS 


/\ 


PORTION OF EMPORIUM 
SECONDARY TRACK. PC 


BA0 to Dubois (EL hat 
Trackage Rights to Brockway) 

This portion of the Emporium Secondary TnA 
formerly part of the Pennsylvania HR, ] 

ft hig way (Milepost 119.0) to St. Mary 1.1 ’■ ‘ 1 

180.0), a distance of UJ0 miles, in Elk County.P^j 
continuation of this line extends east" 1 
rium front St. Mary’s and northwest" 1 j v j n 
from Ridgwav (both of which arc also un* 1 1 

this Report). This line also connects "ith 
more and Ohio RR. over which the Erie un 
Rv. has t rackage rights, at Kidgway . 
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loformotion Provided by RSPO, Shippers, Government 

Agencies 

Jfospwific information concerning this line was pro- 
tided at the hearings conducted by the Rail Services 
Planning Office ns reflected in their reports entitled 
‘The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report.” 

Information for Line Retention Decision 

This line docs not. directly serve any shippers but is 
used to serve USRA Segments 253 and 252a. The rec- 
wmiendation for these lines is that they be included in 
the Con Rail System. 

{(commendation 

It is recommended that this portion of the Emporium 
Secondary Track be included in the ConRail System. 


SALAMANCA BRANCH 
USRA Line No. 254 


Penn Central 

The Salamanca Branch, formerly part of the Penn- 
nlvania RR, extends from Oil City (Milepost 1.9), 
u>Tidiout> . Pa. (Milepost 35.6), a distance of SS.7miles, 
enango. Forest and Warren Counties, Pennsylvania. 
This line is a branch off the Penn Central’s old Ruffalo 
to Pittsburgh route via Corry, Titusville and Kiskimi- 
-function. At Oil City this line connects with the 
flfl City and Titus Secondary Tracks, Imth of which 
al9o under study in this Report. At Oil City, the 
also connects with the Franklin Branch of the 
•fit Lackawanna Ry. The use of EL Tracks allows ac- 
®*tothe i'( Reno Industrial Track at Polk Junction. 
*“* line was approved for abandonment several years 
(IOC I>ocket Number 26571) but the ICC subse- 
***y«i its order. Tim PC also applied to the 
2 A f ° r f* 6 ™' 38 * 011 to abandon this line (USRA 
<5-48). No final action has been taken on 
5 request. Tins line was not studied in the U.S. DOT 
"Pwt (see Zone 75). 

^ s fR< ond Operating information 

their 1U7S <nrlnn<ln) nerved by this line: 
w Hkkr» T 20 

C. -- - - 102 0 


Franklin 
Branch. EL 


-PC Buffalo to Pittsburgh 

HID10UTE 

PC OIL CITY 
INDUSTRIAL 
TRACK 



Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings-conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
u The Public Response to the Secretary of TransjM>rta- 
tions Rail Service Report.” In response to one of the 
abandonment petitions, USRA received one comment 
from a shipper on the branch. The HammermiU Paper 
Co., located at West Hickory, Pa., opposed the abandon¬ 
ment saying that production at their plant was cur¬ 
tailed during 1974 due to fire damage; but that they 
expect normal shipments to resume in 1975 to the 1972 
level of 110 cars a year. West Hickory is 25.6 miles from 
Oil City. King Lumber Co. in Tidioute is the only other 
shipper of record. 

Information for Line Retention Decision 


Revenue received by PC___$43, ill 

Average revenue per carload_ $320 

Variable (avoidable) coat of continued 
service: 

Coat Incurred on the branch line_ 224, tUH 

Coat of ujignuling branch line to FRA 

Class* I: (1/10 of total upgrading cost l _ 0 

Cost Incurred beyoud the branch line.--, 3R, 404 


Total variable (avoidable) cost... 263,112 


Net contribution (Iona): Total. (219,041) 

Average per carload- (1,678) 


This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). 

An evaluation of coal reserves by USRA and Penn 
Central staff indicates that there are no significant re¬ 
serves or potential loading points along this line. 



Preliminary Recommendation 

It is not recommended that the Oil City Industrial 
Track be included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial 
burden amounting to $219,941 or $1,678 per carload. 
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Recovery of costs would require approximately a 46- 
fold increase in traffic or a 500 percent rate increase 
over the 1073 levels* 


RENO INDUSTRIAL TRACK 
USRA Line No. 256 
Penn Central 


* 

PC to Stoncboro 
and Ashtabula 



RENO 

INDUSTRIAL 
TRACK. PC 


/ 

POLK JUNCTION 


PC to Brookvillc 


The Reno Industrial Track, formerly part of the 
New York Central RR, extends from Polk Junction 
(Milepost 68.3), to Reno, Pa. (Milepost 81.9), a dis¬ 
tance of ISJS miles, in Venango County. Pennsylvania. 
This line extends from the JF&C Branch at Polk Junc¬ 
tion to Franklin, where Erie Lackawanna trackage 
right are used for 1.1 miles and then continues to Reno. 
The connecting EL line is the Franklin Branch from Oil 
City to the EL Chicago Jersey City line at Meadville. 
The Penn Central has filed a petition to abandon this 
.line, including 1.1 miles of Erie Lnckawanna trackage 
rights: ICC Docket No. AB-5, Sub. 173. This line was 
not studied in the U.S. DOT Report (see Zone 75). 


TroflRc and Operating Information 

Stations (with their 1973 carloads) served by this Une: 


Franklin _*_ 719 

Polk Junction _-___ 0 


Total carloads generated by the Une _,_ 900 

Average carloads per week - 17.3 

Average carloads per mile __ 72.0 

Average carloads per train _ 9. 0 

1973 operating Information : 

Number of round trips per year _____ 100 

Estimated time per round trip (hoars) _ 4 

Locomotive horsepower _ 2,000 

Train crew size _ 5 


Information Provided by RSPO, Shippers. Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 


"The Public Response to the Secretary of Tr:mspoiu 
tion’a Rail Service Report/ 1 

Information for Line Retention Decision 

Revenue received by PC --- MM. 430 

Average revenue per carload - $423 


Variable (avoidable ) coat of continued serv¬ 
ice: 

Cost Incurred ou the branch line,——,— 124,820 
('oat of upgrading branch line to FRA 

Class 1 (1/10 of total upgrading cost). 33,173 
Cost incurred beyond the branch Une- 193, 383 


Total variable (avoidable) cost-- 354.378 


Net contribution (loaa) : total--- 26,754 

Average per carload- 30 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 3,000 crossties (an average of 
*240 crossties per mile). 

An evaluation of coal reserves by USRA staff indi¬ 
cates no reserves or potential loading points along this 
line. 

That portion of the line from Milepost 77.6 to Mile- 
post 88.9, serving shippers at Reno, generates a lu» 
amounting to $28,080 or $155 per car. 

Recommendation 

It is recommended that the portion of the Reno In 
dust rial Track from Milepost 68 J to Milepoit 77M be 
included in the ConRail system. 

Preliminary Recommendation 

It is not recommended that the portion of the Reno 
Industrial Track from Milepost 77£ to MiUpoit 88A 
be included in the ConRail System. Continued opera 
tion of this line would require a rail service continue 
tion subsidy. Under 1973 traffic, revenue and cost lete 
this line generates an annual excess financial huntn 
amounting to $28,080 or $155 per carload. Rcco\en 0 
costs would require approximately a 120 percent in 
crease in traffic or a 40 percent rate increase O'.cr t 
1973 levels. 

BROOKVILLE TRACK 
USRA Line No. 2 57 
Penn Central 

The Brookvillc Track, formerly part of the Pwm* 
vania RR, extends from Milepost 0.0 to * ] r er90n 

at RrooktUfr % Pa. a distance of /4 tnUes, m • p£ 
County, Pennsylvania. This line connects 1 
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PC to Stoneboro *"* ZlcTl” 

: •* 


BROOKVILLE Pittsburg 6 Shawmut RR 

TRACK. PC “ B ~ d ‘ w »r 

\ H«4 «»!•• 

Dri ft wood 


* • Brookville 

f BROOKVILLE/ 

PC® Red Bank (ROSE) 


Pittsburg & Shawmut RR 
to Kittanning 


Low Grade Secondary Track at Brookville and with 
the Pittsburg & Shawmut RR Brockway-Freeport 
Junction lino at Brookville. A petition for abandonment 
of this line was filed with the I.C.C. (Finance Docket 
Xumber 26569-Sub. 4), but the order was stayed due to 
protests. This line was not described as potentially 
nee* in the U.S. DOT Report (see Zone 74). 


Traffic and Operating Information 

Rtitioni (with their 1973 carloads) served by this line: 

Bwokrillp 1 _ 42 


Total airloads generated by the line_ 42 

kttngr carloads per week- 0.8 

Awige carloads per mile-.--___-__ 30 

Amt** carloads per train_ 1.7 

Bfaoperatiag Information: 

Xamber of round trips per year___ 25 

Wanted time per round trip (hours)_ 1.0 

kwootlvc horsepower ___2,000 

ftiin crew sdae_ — .„■■■■ „ .„ , „... 4 

’betides triffle on segment. 


Wormation Provided by RSPO, Shippers, Government 

Agencies 

Xospecific information concerning this line was pro¬ 
wled at the hearings conducted by the Rail Services 
Jjnmng Office os reflected in their reports entitled 
He Public Response to the Secretary of Transporta- 
Hail Service Report.” 

Woflnolion for Line Retention Decision 

’ fTWo ° WtitHl by PC -.... $14.017 

*”*** revenue per carload _ $333 

(avoidable) coat of continued 
*rrlce: 

S JacurriHl on the branch line _ 13,968 

upgrading branch Une to FRA 
n/10 of total upgrading coat-. 9,166 
burred beyond the branch line_ 9 . 210 

T “til variable (avoidable) cost _—_ 32,334 

(toss) : total .. (18,317) 

«*» carload- (436) 

<m ;t Z *' n< WHU *^ require upgrading to meet the re- 

# anin l ,f *^ e ^°^ cra * Railroad Administration’s 
s,an< inrd8 (Class I track, which has 
n^u 01 ? 1 ,e operating sixk'i! of 10m.p.h.). Bused on 
J< "> formation, this upgrading would include 


the replacement of a total of 1,200 crossties (an average 
of 857 crossties per mile). 

An evaluation of coal reserves by USRA staff indi¬ 
cates there are no significant coal reserves or potential 
loading points along this line. 

Preliminary Recommendation 

It is not recommended that the Brookville Track be 
included in the ConRail System. Continued operation 
of this line would require a rail service continuation 
subsidy. Under 1973 traffic, revenue and cost levels, this 
line generates an annual excess financial burden amount¬ 
ing to $18,317 or $436 per carload. Recovery of costs 
would require approximately a four-fold increase in 
traffic or a 130 percent rate increase over the 1973 levels. 


PORTION OF VALLEY BRANCH 
USRA Line No. 260a 
Penn Central 


Emporium 
Secondary 
Track. PC 


PC to Falconer —4 / 

/ 

/ 

PORTION, 
VALLEY 
BRANCH. PC 
2.8 miles 


NORTH WARREN , 


To Erie * 





This portion of the Valley Branch, formerly part of 
the New York Central RR, extends from N. Warren 
(Milepost 51.3) to Warren, Pa. (Milepost 54.1), a dis¬ 
tance of ZJ8 miles , in Warren County, Pa. A continua¬ 
tion of this line extends northward from North Warren 
(also under study in this Report). At Warren, this line 
connects with the Emporium Secondary Track, PC, ex¬ 
tending northwest to Corry and southeast to Ridgway, 
with the Struthers Running Track, PC, (all of which 
are ulso under study in this Report). This line was not 
studied in the U.S. DOT Report (see Zone 75). 

Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

North Warren_-_ 125 


Total carloads generated by the Hue _— 145 

Average carloads per week _ 2. 8 

Average carloads per mile __ 51. 8 

Average carloads per train _ 2.9 

1973 Operating Information: 

Number of round trips |K*r year ____ 50 

Estimated time per round trip _ 2 

Locomotive horsepower ___ 1,500 

Train crew size _—_-_ 4 

1 Includes only traffic on segment. 
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Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Hail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Kail Service Report." Ernest C. Miller, West 
Penn Oil Co., writes that their 14-car railroad siding 
was in constant use and in 1973 over 50 percent of their 
product arrives in 20,000- to 24,000-gallon tank ears. 
He stated they shipped 160 cars in 1973. 

Information for Line Retention Decision 


Revenue rccclv*»d by PC - $00,7(Vi 

Average revenue per c*n rlond --- $110 


Variable (avoidable) rout of continued serv¬ 
ice: 

Cost incurred «»n the brunch line -— 28,101 

Cost of upgrading hrunch line to FRA Class 

1 (1/10 of total ujigniding cost) - - 17. SUs 

Coed incurred beyond the hraueh line - 41,088 

Total variable (avoidable) coat - 87.117 

Net contribution (local) : total -—- <28.358) 

Average |»er car load —..——- (182) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 1,400 crossties (an average 
of 500 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the Valley 
Branch lx* included in the ConRail System. Continued 
o|>eration of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial bur¬ 
den amounting to $26*353 or $182 |>cr carload. Recovery 
of costs would require approximately a 135 percent in¬ 
crease in traffic or a 40 percent rate increase over the 
1973 levels. 


McGEES SECONDARY TRACK 
USRA Line No. 295 
Penn Central 

The McGees Secondary Track, formerly pail of the 
Pennsylvania RR, extends from near Mcffee* (Milepost 
44.0) to end of track (Milepost 48.8), a distance «/ J^Ji 
mile in Clearfield and Indiana Counties, Pa. This line 
connects with the Cresson Secondary Track ami the 
Cherry Tree Branch at McGees. This line was not de¬ 
scried as potentially excess in the U*S. DOT Report 
(see Zone 74). 


PC to Punxsutawney 

a 


MCGEESSECONDARY 
TRACK. PC - ► 

4.8 miles 
END OF TRACK 


PC to Clearfield 

A 



Traffic and Operating Information 

Stations (with their 1973 carload*) served hy thin line: 

Totul carloads generated by the Hue - 4 

Average carloads per week --- 0,1 

Average carloads per mile ---- ° s 

Average carloads per train ---—- ^ 

1973 opera tin* information : 

Number of round trips per year. --——-- 

Estimated time per round trip (hours)-- 1 * 

Eocomotlve horaepower --—.'I’ 1 ** 1 

Train crew sire - * 

Information Provided by RSPO, Shippers, Governmtnl 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted bv the Rail Service 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of 1 rtinsporU- 
t ion's Rail Service Report" 

Information for Line Retention Decision 

Revenue received by PC -—-; ** 

Average revenue |n*r carload -- 

Variable (avoidable) coat of continued 
servtoe: 

Coat incurred on the branch line - 31 rAV: 

Coat of upgrading branch line to FRA 
CIhkk l: (1/10 of total upgrading ca*t)- H 
Coat incurred l**yond the branch line—.— 

44 ,?^ 

Total variable (avoidable) coat ---- 

_ 442 . 404 ) 

Net contribution (Ions) : total -- "*'*, 

, . (to. 001) 

Average per carload --- 

This line would require upgrading to IM<il * s 

quirements of the Federal Railroad Adiniu . 

minimum safety standards (Class 1 true '. " 

maximum safe oj>erating speed of 10 m.p ’• • ^ 

available information, this upgrading *°* M 

the replacement of a total of 3,000 crosstn i * 1 ^ ^ 

of 625 crossties per mile). An evaluation " ^ 

serves by USRA and IN’ staff indicates ^ 

stantial proven coal reserves adjacent lo t 

line should be held for future coal presets. 
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tKommendotion 

It is recommended that the McGees Secondary Track 
be included in the ConRail System for service to future 
coal traffic. 


FORT WAYNE BRIDGE 
USRA Line No. 312 
Penn Central 


PCl« Conwajr 
Bd Chicago 


PITTSBURGH lo V 1 

FEDERAL STREET j/_ 

r WAYNE /T PCA|1 ^ 

AT PITTSBURGH W,oKi.kim, 

i .2 mile* r 

^I^PITTSBURC 


PC Conemaujh Line 
to Ktskiminetas Junction 


Allegheny Brandi 

KiskimineUs Junction 

4 - 

PITTSBURGH IITH ST. 


PC to St Louis 


I z 


PC to Philadelphia 


PITTSBURGH 


The Fort Wayne Bridge, formerly part of th© Penn¬ 
sylvania HR, at Pittsburgh extends a distance of /J? 

in Allegheny County, Pennsylvania. This bridge 
ttWfccbs with the following PC lines at Pittsburgh: the 
(oftenaugh lino to Kiski Junction; the Allegheny 
Eniich; the Pittsburgh to Philadelphia line, and the 
bttnburgh to Chicago line. A portion of the Allegheny 
bnitth is also under study in this report as potentially 
^ ^ An application to abandon this line was approved 
kyth* ICC on June 28,1968. This line was not described 

? P°^ially excess in the U.S. DOT Report (sec 
tor* 76). 


WwnoHon Provided by RSPO, Shippers, Government 

Agencies 

} sta ff have discussed with the Port Authority 
* Irffheny County, the proposed Urban Renewal 
rt °}Ws affecting this line. 


hmiorion for Line Retention Decision 

line fe nso<l as a route for connecting segm 

Cwlitil 315 t * l08e hnks are not necessary 

„ * l U ^ au ^ onmont was previously appn 
j ° “ I® 6 ®! renewal project. No local ship 
indent upon this line. 


^'ntinory Recommendotion 

, ; VOmmPn(k '< 1 ( hat the Fort Wayne Bridge at 
P‘ * included in th© ConRail System. 


PORTION OF PITTSBURGH-CHICAGO 
MAIN LINE 

USRA Line No. 313 

Penn Central 


PC to Conway «<td Chicago 
I Pittsburgh 


PC G>o«n*ugh Line to 
(FBhrXSOMO jMoe,i " 

"Q- 

\\ ^PllUburch (I Id) StTMd 


PORTION OF PITTSBURGH 
CHICAGO LINE. PCAT 
PITTSBURGH 


JRGH.-'V £ 

r - ►Vpittssurgh 

0. lmll*.^, 

/ 


~ PC All.fh.nr B»mch c 
Kithlmin.ti. Junction 


/ 

PC to Sc. Louie 


PC to Philadelphia 


This portion of the Pittsburgh-Chicago Line, for¬ 
merly part of the Pennsylvania RR, extends from Mile- 
post 0.0 to Milepost OS. at Pittsburgh, Pa., a distance 
of OS miles , in Allegheny County, Pa. A continuation 
of this line extends westward to Chicago. This line 
connects with the PC line to St. Louis at Pittsburgh, 
also under study in this Report. This line also connects 
with the H40 Main Line New York-Chieago and th© 
B&() to St. Ixiiiis, at Pittsburgh. A petition for aban¬ 
donment of this line was filed with the ICC (Docket 
Number AB5—Sub. 2). This petition is still (lending 
final decision. This lino was not described as potentially 
excess in the IJ.S. DOT Report (see Zone 7fi). 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Res(>onse to the Secretary 
of Transportation’s Rail Service Report” indicates that 
tho State of Pennsylvania ami the Port Authority of 
Allegheny County have UMTA approval to use this 
segment as part of the area’s new rapid transit system. 
PC staff reports that this line is now used only for 
passenger service by Amtrak. 

USRA staff has confirmed this testimony through 
meetings and correspondence with the Port Authority * 
of Allegheny County. 

Information for Line Retention Decision 

This segment of right-of-way has been sold to the 
State of Pennsylvania for use in constructing a rapid 
transit system. 

Preliminary Recommendation 

It is not recommended that this portion of the Pitts¬ 
burgh to Chicago line be included in the ConRail 
System. 
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PORTION OF PITTSBURGH-ST. LOUIS LINE 
USRA Line No. 314 


ALLEGHENY BRANCH 
USRA Line No. 315 


Penn Central 


PC Conemaugh Lina 
to KtsktminaCAS Junction 

Pittsburgh Federal Stroe' ^ 

wav ^ ittsburgh llth Street 

L-'--0-* p c Allrthn’r Brxidi 

^fltf\*J^PITTSBURGH to KitkiimnaU* Junction 

PC to St- Loui*-^ ** . 

^ \ ^*^4—PC to Philadelphia 


PC to Conway 
and Chicago 


PORTION OF PITTSBURGH- 
ST. LOUIS LINE AT 
PITTSBURGH. PC 


This portion of the Pittsburgh-St, Ixmis Line, 
formerly part of the Pennsylvania RR, extends from 
Milepost 0.0 to Milepost 0.2 at Pittsburgh Pennsyl¬ 
vania, a distance of OJS miles, in Allegheny County, Pa. 
A continuation of this line extends westward to St. 
Louis from Pittsburgh. This line connects with the 
B&O lines from New York-Chic&go and St, Louis. This 
line also connects with the PC line to Chicago, also 
under study in this Report. A petition for the abandon¬ 
ment of this line was filed with the ICC (Docket Num¬ 
ber AB-5, Sub. 3). This line was not described as 
potentially excess in the U.S. DOT Report (see Zone 
76 ). 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled w Thc Public Response to the Secretary 
of Transportation’s Rail Service Report’ 1 indicates that 
the State of Pennsylvania and the Port of Authority of 
Allegheny County have UMTA approval to use this seg¬ 
ment as part of the area’s new rapid transit system. This 
line is presently used only for Amtrak service. USRA 
Staff has confirmed this testimony through meetings 
and correspondence with the Port of Authority of Al¬ 
legheny Counties. No shippers arc dependent upon this 
line for freight service. 

Information for Line Retention Decision 

This segment of right-of-way has been sold to the 
.State of Pennsylvania for use in const meting a 
highway. 

Recommendation 

It is not recommended that this portion of the Pitts¬ 
burgh to St. Ix>ui8 line be included in the ConRail 
System. 


Penn Central 


PC Cofvemiogh Lmt 

o ^ . . _ , . __ to KiskwtMnoU* Junction 

Pitubufgh Federal Street ^ 

PITTSBURGH I Itfi ST. 

^PC Alk(h»i B^ndi 

0.2 «■*•••» (o Ki«fcr~m 0 U« JtflCCr* 


PitUburghJ^ 
PC to St Louis 


\_ 


PORTION. ALLEGHENY BRANCH. PC 


PC to PtnlftdolptHS 


This portion of the Allegheny Branch. formerly put 
of the Pennsylvania RR, at Pittsburgh, extends a dis¬ 
tance of OJ! miles, in Allegheny County. Pa. A continu¬ 
ation of this line extends northeastward from Pitts¬ 
burgh. This line connects with the following PC lints 
at Fort Wayne Bridge: the Pittsburgh to Philadelphia 
line and the Pittsburgh to Chicago line. An abandon¬ 
ment application for this line was approved by the IOC 
on April 18. 1972, Finance Docket 26942. This line was 
not described as potentially excess in the C.S. DOT 
Report (see Zone 76). 

Information Provided by RSPO, Shippars, Government 
Agencies 

USRA staff have discussed with the Port Authority 
of Allegheny County, the proposed Urban Renews! 
projects affecting this line. 

Information for Line Retention Deciiion 

This line is already authorized for abandonment is 
part of u local Urban Renewal project. No local ship¬ 
pers are directly served by this line. 

Preliminary Recommendation 

It is not. recommended that this 0.2-inile portion of 
the Allegheny Branch be included in the ConRail Sys¬ 
tem. 


PORTION OF THE INDIANA SECONDARY 
TRACK 

USRA Line No. 326 
Penn Central 

This portion of the Indiana Secondary Truck, jj® 
crlv part of the Pennsylvania RR. extends fro®" 
Link Junction (Milepost 8.5) to Indian 1 <h ~ ^ 
17.3), a distance of 8Jt miles, in Indiana < 
sylvania. This line connects with the BaUimon^.^ 
to Creekside at Indiana, and PC’s Black <l , l^bed 
ary at Black Lick Junction. This line in ' goaf 
as potentially excess in the U*S» DO! K<t o 1 
74). 
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. B40 to PunuuUwnor 

V" 


INDIANA 



*- PORTION OF THE INDIANA 
SECONDARY TRACK. PC 


8.8 miles 


Josephine 
/ BLACK LICK 
/ \ JUNCTION 

PC to Blairsville 


PC to Cresson 


Traffic and Operating Information 

StitJara (with their 1973 carloads) nerved by this line: 


Gnceton___ 0 

Homer City_ 18 

Indiana. I*n_ _^_ ___ 287 


Total carloads generated by the line___ 305 

Aw**r carloads per week_ 5.9 

Arrrayr carloads per mile __ 34 . 7 

Arrnifr carloads per train_ 7 . 6 

1W3 operating information: 

Number of round trips per year_._ 40 

Ertlmatid time per round trip (hours).._ 3.0 

horsepower_ 2.000 

Train crew siie___ _ ,| 


formation Provided by RSPO, Shippers, Government 

Agancics 

So specific information concerning this line was pro¬ 
ved at tlw! hearings conducted by the Rail Services 
Pluming Office as reflected in their reports entitled 
Public Response to the Secretary of Transport a- 
t1 ^ 9 Kail Service Report.” PC staff reports the Blairs- 
ri Indiana Railroad is leasingthis line (agreement 
5/7/74). Awaiting ICC approval of operating 


^formation for Line Retention Oecision 

Wnuprw'rtvMi by PC-*123, (H5 

rrrenu. j*> r carload_ $403 

(•▼aldable) <-o8t of continued 
•PTrlcr: 

on the branch Hue_73. M3 

* nf uiwradlu* | inlnch | lno to yn\ 

£*** 1 {1/10 total upgrading coat). 23. 1SI 
* % Mited U\vond the branch line_07. 258 


Total variable (avoidable) cost _ 104, 435 

W*" 1 * ,,0M) : toUl --- (41.300) 

t'* - *’carbjad___ ( 1 , 16 ) 

^olin . l ? t WOU,d n>, l ,,ire upgrading 10 meet the re- 
miimr US ° f ,tlc Fwlcral Railroad Administration’s 
m,j " l! !,af, t y standards (Class I track, which has a 
l ’*il*l!| Un S */' 0,K ' ra, ing sjjocd of 10 m.p.li.). Based on 
1 ‘"formation, this upgrading would include 


the replacement of a total of 3,564 crosst ies (an average 
of 405 crossties per mile). An evaluation of coal re¬ 
serves by USRA staff indicates there an* no significant 
reserves or potential loading points on this line. Re¬ 
serves in adjacent areas can lie served from adjacent 
line (No. 3*27 Homer City-Terminus). 

Preliminary Recommendation 

It is not recommended that this portion of the Indi¬ 
ana Secondary Track Ik* included in the ConRail Sys¬ 
tem. Continued operation of this line would require a 
rail service continuation subsidy. Under 1973 traffic, 
revenue and cost, levels, this line generates an annual 
excess financial burden amounting to $-11,390 or $136 
|K*r carload. Recovery of costs would require approxi¬ 
mately a 75 percent increase in traffic or a 34 percent 
rate increase over the 1973 levels. 


HEMPFIELD INDUSTRIAL TRACK 
USRA Line No. 331 
Penn Central 


PC HEMPFIELD 


INDUSTRIAL —■> 


TRACK 



HEMPFIELD 
JUNCTION 
V 


Southwest 
N Secondary 
8.9 miles Track. PC 


HERMINIE 


The Hempfield Industrial Track, formerly part of 
the Pennsylvania RR, extends from Hempfield Junc¬ 
tion (Milepost 0.0), to Herminie, Pa . (Milepost 8.9), a 
distance of 8J) mile *, in Westmoreland County, Penn¬ 
sylvania. This line connects at Hempfield Junct ion with 
the Southwest Secondary Track of the PC. This line 
was described as potentially excess in the U.S. DOT 
Report (see Zone 76) 


Traffic and Operating Information 

Station* (with their 1973 carloads) served by this line: 


Kf Raman _ 74 

Hennlnle _ 104 

Hempfield Hr - 0 

Sinclair _ o 


Total rnrloadR generated by the line _ 196 

Average carload* per week ___ 3. 8 

Average carloads j*»r mile _ 22. 0 

Average ear I on da per train _ 3. 9 

1973 ofierating information : 

Number of round trip* per year ____ 50 

Estimated time per round trip (hour*) ___ 2.0 

I/oeomotive horsepower ___ 1,500 

Train crew slxe ____ 5 
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Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Kail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report’ indicated that 
Shuster’s Building Components and Wickes Corp. gen¬ 
erated 122 and 78 carloads, respectively, in 1973. Both 
of these companies would be forced to shut down. The 
Pennsylvania DOT reported an annual average of 31 
carloads per mile on this line. Pennsylvania DOT esti¬ 
mated unemployment would las 165. Also affected would 
be the development of 5 industrial sites. One. of these, 
the llempfield Industrial Park, serves industries that 
provide 1,200 jobs and has space for future industrial 
expansion. 

Information for Lino Retention Decision 

Revenue reed ted by PC - ® 12 

Average revenue per carload -—- $3*** 

Variable (avoidable) coat of continued service: 

Cost incurred on the branch line..—- 70,874 

Coat of upgrading branch line to FRA class 

I: (1/10 of total upgrading cost)- 17.508 

Cost incurred beyond the branch line —.— 48,578 

Total variable (avoidable) cost - 187,020 


Net contribution (lott): total- (70,408) 

Average tier carload-—- (300) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include the 
replacement of a total of 3,484 crossties (an average of 
391 crosstics per mile). 

Available information indicates that this line may 
have some traffic growth potential although no specific 
data has been provided. An evaluation of the coal re¬ 
serves by USRA and Penn Central staff indicates that 
there are no significant reserves or potential loading 
points along this line. Coal reserves in adjacent areas 
can be served by other rail lines. 

Preliminary Recommendation 

Although the preliminary recommendation is that the 
Hempfield Industrial Track not be included in the Con- 
Rail System, the possibility of immediately increasing 
revenue must be explored before a final recommendation 
can l)e made. Without immediately increasing revenue, 
continued ojK'ration of this line would require a rail 
service continuation subsidy. Under 1973 traffic* revenue 
and cost levels, this line generates an annual excess 
financial burden amounting to $70,408 or $390 per car¬ 
load. Recovery of costs would require approximately a 


six-fold incraa.se in traffic or a 125 percent rate increase 
over the 1973 levels. 


PORTION OF COAL LICK RUN 
USRA Line No. 335 
Penn Central 


PC to 
West Brownsville 


PC to --->/ 

Connellsvitle/ 

/ 


•**~ BS0 to 

Cooncllsville 


Redstone JunctionO • 

I: 

UNIONTOWN 


1.9 mil*, 

COAL LICK RUN 
INDUSTRIAL TRACK 
AT UNI0NT0WN. PC 








4—BA0 to Clarksburg 


This portion of the Coal Lick Run, formerly part of 
the Pennsylvania RR, extends from Milepost 0.0 lo 
Milepost li> at Unionto ten, Pa., a distance of IS rmlfi. 
in Fayette County, Pennsylvania. This segment eon* 
nects with the PC line to Brownsville Junction and the 
PC? line to Connellsville at Uniontown; both of which 
are under study in this Report. This line also conned* 
with tho B&O line to Dickerson Run and the Western 
Maryland to Greene Junction. A petition was fil« w ‘‘ h 
the ICC for abandonment of this line (Docket >o. 
AB-5 Sub. 70), but it was withdrawn. This line was 
not shown as excess in the l’.S. DOT Rcjxui |? **c ' osw 
77). 


Traffic and Operating Information 


Stations (with their 1973 carloads) served by this line. ^ 
Uniontown 1 - - ----- 


Total carloads generated by the line - ‘ 

Average carloads per week - 

Average earloads |»er mile --- 

Average carloads per train... —----- 

1973 operating Information: 

Number of round trips per year. -— 

Estimated time tier round trip (hours) - 

Ixtcomotive horsepower. ---* 

Train crew - - 


96 

LT 

1.T 

53 

1 

f 


*Includes only thlppers on **gment. 

Information Provided by RSPO, Shipper** ^ ov 
Agencies 

No specific information concerning this lin* 
vided at tho hearings conducted by the Km 
Planning Office as reflected in their n 'I H '" rt ,. 
“The Public Response to the Secretary of 11:1 1 
tion’s Rail Service Rejmrt." 
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Information for Line Retention Decision 

gerenui* r**r*lved by PC- - -- - —-- - $30, 925 

revenue per carload- $429 

VtriiWe (avoidable) coat of continued 

rerrice: 

Cost Incurred on the branch line --- 17, 340 

Cost of upgrading branch line to FRA Clas* 

1: (1/10 ot total upgrading coat) _ 5,118 

Cost incurred beyond the branch line. _ 21. 986 


Total variable (avoidable) coed_ 44,444 


Net Contribution (loot) : total___ (7.519) 

Awragc icr carload_ (87) 

This lino would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
iTtilable informat ion, this'upgrading would include 
the replacement of a total of 360 crossties (an average 
of ISO empties per mile). 

An evaluation of coal reserves by USRA staff indi¬ 
cates then* are no significant coal reserves or potential 
loading points on this line. 

Preliminory Recommendation 

It knot recommended that this jwrtion of the Coal 
Lick Run Track lie included in the Con Rail System. 
Continued operation of this line would require a rail 
service continuation subsidy. Under 1973 traffic, revenue 
wdroet levels, this line generates an annual excess fi¬ 
ducial burden amounting to $7,519 or $87 per carload. 
Recovery of costs would require approximately a 50 
percent increase in traffic or u 20 per cent rate increase 
^rlhe 1973 levels. 


PORTION OF BRIDGEVILLE & McDONALD 
BRANCH 

USRA Line No. 344 
Penn Central 

N&W Ry 

V 

PORTION | . 

BRIDGEVILLE & l .* 

MCDONALD 1 * 

BRANCH. PC 

SYGAN ^ 

■iinir 


•« M-S miles «| 

NSW Rjr 


•BRIDGEVILLE 


of the Bridgrvillc A McDonald Branch, 
' j ,an of the Pennsylvania RK, extends from 
Ijj J r ' A - ' Wlepoat 0.9), to Sygan, Pa. (Mile]>ost 
l3,an< 'o of Of) milts, in Allegheny County, 
'•ilia. At Bridgeville, this line connects with 


| Washington 
j Secondary 
Track. PC 


the Washington Secondary Track, PC. Both Sygan and 
Bridgeville are also served by the Norfolk & Western 
Ry. This line was not shown in the U.S. DOT Report 
(sec Zone 76). 

Traffic and Operating Information 

Station* (with their 1973 carloads) served by this line: 
Bridgeville 1 _____ 7 


Total carload* generated by the line _ 7 

Average carload* per train _ 1.5 

Average carloads per mile ___ 14. 0 

Average carloads per train _ 0.5 

1973 operating information: 

Number of round trip* per year __ 14 

Kstimitted time per round trip (hours) _... 0.5 

Locomotive horsepower ___ 2, 000 

Train crew size ___ 5 

1 Inrludm only ahlppeM on ntjcmcut. 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” The Pennsylvania South¬ 
west Association recommended this portion of the line 
bo abandoned; provided traffic could be transferred to 
the Chcssie. 

Information for Line Retention Decision 

Revenue received by PC _.. $ 1 , 823 

Average revenue per rarload ___ $260 

Variable (avoidable) coat of continued service: 

Cost Incurred on the branch line _ 5.490 

Cost of upgrading branch line to FRA class I 

(1/10 of total upgrading cost) _ 1,239 

Cost Incurred beyond the branch line _ 1,130 

Total variable (avoidable) cost _ 7,859 


Net contribution (loss): total_(6,036) 

Average per carload_(862) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 201 crossties (an average 
of 402 crossties per mile). 

Preliminary Recommendation 

It is not recommended that this portion of the 
Bridgeville & McDonald Branch be included in the 
(’onRail System. Continued operation of this line would 
require a rail service continuation subsidy. Under 1973 
traffic, revenue and cost levels, this line generates an 
annual excess financial burden amounting to $6,036 or 
$862 per carload. Recovery of costs would require ap 
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proximately a 9-fold increase in traffic or a 330 per¬ 
cent rate increase over the 1973 levels. 


WESTLAND INDUSTRIAL TRACK 
USRA Line No. 345a 
Penn Central 


WESTLAND/^- Jo 



PC to Carnegie 


WESTLAND INDUSTRIAL 
TRACK. PC 


Washington Secondary 
Track. PC / 

to Washington 


JUNCTION WITH 
, WASHINGTON 
/ SECONDARY TRACK 


The Westland Industrial Track, formerly part of the 
Pennsylvania RR, extends from the Junction with 
Washington Secondary Track (Milepost 0.0), to West- 
land , Pa., (Milepost 3.0), a distance of 3 JO miles, in 
Washington County. Pa. This line is a branch off the PC 
Washington Secondary Track, formerly known as the 
Charters Branch. The Washington Secondary Track is 
also under study in this Report. This line was described 
as potentially excess in the U.S. DOT Report (see 
Zone 76). 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Sendees 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” 


Information for Line Retention Decision 

Available information indicates that there are no 
shippers served by this line. 

Preliminary Recommendation 

It is not recommended that the Westland Industrial 
Track be included in the ConRail System. 


LANGELOTH BRANCH 
USRA Line No. 348b 
Penn Central 

The Langeloth Branch, formerly part of the Penn¬ 
sylvania RR. extends from Langeloth Junction (Mile¬ 
post 0.0) to Langeloth, Pa (Milepost 0.5), & distance 
of 0.5 miles, in Washington County, Pa. At Langeloth 
Junction this line connects with the Burgetts Branch, 
PC, also under study in this Report. This line was de- 


LANGEL0TH 
BRANCH. PC—| 


14— Burgetts 
| Branch 

I 


LANGELOTH 

0.5 miles —J 


LANGELOTH 

JUNCTION 


/ 


scribed as potentially excess in the U.S. DOT Report 
(see Zone 76). 


Traffic and Operating Information 

Stations (with their 1»73 carloads) served by this line: 
Burgettatown 1 _ 4S*8 


Total carloads generated by the line—.— tfc 

Average carloads per week- 

Average carloads per mile—----fcftO 

Average carloads per train---2.5 

1973 operating Information: 

Number of round trips per year-—- 20® 

Estimated time per round trip (hours)- 10 

Locomotive horsepower----L5C0 

Train crew nine----— 5 

1 Include* only traffic on itegmcnt. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportations Rail Service Report” indicated that 
two patrons are on this line. American Metal Climax 
(AMAX) Company is the world’s largest molybdenum 
processing plant and received molybdenum from Colo¬ 
rado in 100-ton hopper cars. They generated 504 car¬ 
loads in 1073. Mr. John Ollweiler, (Asst. Gen. 
AMAX), wrote to RSPO that his plant employ** 
220 full-time people, and replacement cost of plant 
property and equipment is $10,000,000. He states t ey 
plan to invest well over half again that much in m 
emization and expansion over the next 3 years. Acoo 
ing to Penn’s response the Bologna Mining Co. expec^ 
to ship 20.000 tons per month. This Company h* 8 
the line beyond Milepost 0.5 and arc rehabilitating sam 


Information for Line Retention Decision 


Revenue received by PC - 

Average revenue per carload --— 


|S57 


Variable (avoidable) coat of continued 
service: 

Coat incurred on the branch line - 

Cost of upgrading branch line to FRA Olaa* 

T: (1/10 of total upgrading cost) -— 

Cost Incurred beyond the branch line - 

Tntnl vnriuble ( avoidable) cost ---~ _- 


25,098 

1.670 


Net contribution (lo#w) : total- 

Average per carload- 
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This line would require upgrading to meet the re¬ 
crements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which lias 
ftnnxinnum safe operating speed of 10 m.p.h.). Rased on 
iviikble infonnation, this upgrading would include 
the replacement of a total of 500 crossties (an average 
rf 1090 crossties per mile). An evaluation of coal re- 
srves by USRA staff confirms an active loading fa¬ 
cility upon which traffic may increase. 

Ittommendafion 

li is recommended that the Langeloth Branch be in- 
(ioded in the ConBail System. 


BURGETTS BRANCH 
USRA Line No. 348 c 
Penn Central 


Pittsburgh-St. Louis 
line, PC—i 

i burgettstown 


Lmgeloth Junction 

Lmgeloth 
tonch. PC 



To Pittsburgh 

BURGETTS 
BRANCH. PC 


Burgetts Branch, formerly part of the Pennsyl- 
RR extends from Burgettstown (Milepost 0.0) 
l, ^kibury, i> l} . (Milepost 4.2). h distance of 4-2 miles, 
0 ttuhinjjton County, Pennsylvania. This line con* 
#w * *i*l> the Pittabnrgh-St. Louis line, PC, at Bur- 
KUtown and with the Langeloth Branch at I^ingeloth 
5n, ' t ' on (“Iso under study in this Report). This line 
dfscrilied as potentially excess in the l 7 .S. DOT 
"P°ft (sec Zone 76). 


and Operating Information 

"" l their 1!>73 rarloads) nerved by thin Hdc: 

—■UlMttg _ 

generated by the line_ 

£**«**«* per week.... 

por m,,e — ... 

^••■rtoads p«t train_ 

,rtp * IM>r ,cnr . 

Uwn,,^. 1>0r ro,,nf, lri P (hours) . 

7 h'lruepwej* ^__ 

frwr ^ 


150 

7 


tr*®r on 


157 

8.0 

37.4 

8.0 


2.0 

1,500 

5 
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Information Provided by RSPO, Shippers. Government 
Agencies 

Infonnation provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response* to the Secretary 
of Transportation’s Rail Service Report” indicated that 
Z and L Lumber generated 104 carloads in 1972, and if 
service terminated, 290 people would lose their jobs. 
The Pennsylvania Public Utilities Commission stated 
that Burgettstown gcncruted 700 carloads at the main 
line junction, and Atlasburg generated 105 carloads. 
By combining the main line traffic with Atlasburg’s 
traffic, the PUC derived a 201 carloads-per-miJe traffic 
index for the branch. 

Information for Line Retention Decision 

Revenue received by PC_ $47, 810 

Average revenue per carload_ $301 

Variable (avoidable) cost uf continued Service: 

Coat Incurred on the branch line____ 39,184 

Coat of upgrading branch line to FRA 

Claim 1: (i/10 of total upgrading cost). 0. 150 

Coat incurred beyond the branch line_ 37.187 

Total variable (avoidable) coat_ 85,471 

Net contribution (loss) : total_<37,0551 

Average per carload___ (230) 

This line would require upgrading to meet the require¬ 
ments of the Federal Railroad Administration’s mini¬ 
mum safety standards (Class I track, which has a max¬ 
imum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 1,200 crossties (an average of 
285 crossties per mile). An evaluation of coal reserves 
by USRA and Penn Central staff indicates there may Ik* 
reserves adjacent to this line. Bologna Mining Co. is 
located at Langeloth oil the fjingeloth Branch which 
connects to this branch. 

Although this line generates a loss, it is required to 
serve USRA segment 348b which generated a net con¬ 
tribution amounting to $275,589. 

Preliminary Recommendation 

It is recommended that the Rurgetts Branch be in¬ 
cluded in the ConRail System. 


KOBUTA INDUSTRIAL TRACK 
USRA Line No. 352 
Penn Central 

The Kobuta Industrial Track, formerly pail of the 
Pennsylvania RR, extends from Shippingport (Mile¬ 
post 28.7), to Kobuta. Pa. (Mile)>ost 84.4), a distance of 
5.7 mil**, in Beaver County, Pennsylvania, This line 
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P&LE to Yoonfitown 
PC to Yellow Creek 


V 


SHIPPINGPORT 


PC to Youngstown 
\ / and Chicago 

\ \ 

**- \ Rochester 

\ ' 

^ Monacal \ 

g x 

KOBUTA \ Conway 
4^ 5.7 miles \ \ 



KOBUTA INDUSTRIAL 
TRACK, PC 


A 


\ 


PC to 
Pitts burjh 


P&LE to Pittsburgh 


was not described as potentially excess in the U.S. DOT 
Report (see Zone 76). 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided by the Pennsylvania PUC at 
the hearings conducted by the Rail Services Planning 
Office as reflected in their reports entitled w The Public 
Response to the Secretary of Transportation's Rail 
Service Report stressed the need for this line liecause 
of the valuable coal reserves in the area, and the line 
serves a nuclear power plant, one under construction, 
one planned for development, and three coal fired util¬ 
ity plants. All arc operated by the Duquesne Power and 
Light Co. 

Information for Line Retention Decision 

The PC does not serve this line. The Duquesne Light 
Co. has leased 4.75 miles of this Hue and rail sendee 
is being provided by the P&LE via its own lines and 
trackage rights over 0.95 miles of the PC. Service can 
l>e continued under the current arrangement or by the 
Assumption of less than one mile of track by the Du¬ 
quesne flight Co. or by the P&LE. An evaluation of coal 
reserves by USRA stall indicated that there arc no sig¬ 
nificant reserves adjacent to this line. 


Preliminary Recommendation 

It is not recommended that the Kobuta Industrial 
Track be included in the ConRail System. 


SCOTTDALE INDUSTRIAL TRACK 
USRA Line No. 355 
Penn Central 

The Scottdale Industrial Track, formerly part of 
the Pennsylvania RR, extends from Scottdale (Mile¬ 
post 0.0), to Mount Pleasant. Pcu (Milepost 5*5), a dis¬ 
tance of miles, in Westmorland County, Pennsyl¬ 
vania. At Scottdale, this line connects with the South- 


PC to RadcbaugH 



I 


BS0 to f |r 
Broad Ford 


PC to Corwiellsville 


west Secondary Track. PC. The Baltimore & Ohio Rail¬ 
road also serves Scottdale and Mount Pleasant. Thisliu*’ 
was not shown in the U.S. DOT Report (sec Zone 76). 


Traffic and Operating Information 


Stations! (with their 1073 carload* > .served by tbi* line: 

Mount Pleaaaut----——— --— 

Total carloads generated by the Uoe~- 

Average carload* per week-—- 

Average carloads per mile---- 

Average carloads per train.- 

1073 operating Information: 

Number of round trips per year-—- 

Kstimiited time per round trip (hoars)—- 

Locomotive horsepower-—- 

Train crew size...---- 


193 

139 

ar 

3il 

2.6 

z 

tt 

l.W 

s 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in the<r 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report indicated t I 
Pittsburgh Screw and Rolt Co. (Modulx Corp.) 
jects 250 to 800 carloads annually. Pennsylvania Pul 
reported that this line generates 86 earloarls permit- 


Information for Lin# Retention Decision 

SOL 3(21 

Revenue received by PC --—— --- 

Average revenue per carload- 

Variable (avoidable) cost of continued serv- 

_j, ... 

Coat Incurred on the branch line- w> > 

Coat of upgrading branch line to FRA CUt» ^ 

I: (1/10 of total upgrading coat)—- ( ' 

Coat Incurred beyond the branch Une- '• 


Total variable (avoidable) 


. 109.4S* 

coat... 

__<»!»> 

*" <w®> 


Sot contribution (low): total— 

Average per carload-—- 

This line would require upgrading to 
ijuirements of the Federal Railroad At ^ 

minimum safety standards (Class I 
a maximum safe operating speed of 1° ,n P 
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imilable information, this upgrading would include 
the replacement of a total of *2,227 crossties (an average 
ofWcrossties per mile). 

An evaluation of coal reserves by USRA and Penn 
Central staff indicates there is one active coal loading 
facility on this line (Senter Fuel) and that traffic may 

increase. 

Nliminory Recommendation 

Although the preliminary recommendation is that 
the Soottdale Industrial Track not be included in the 
ConRnil System, the possibility of immediately increas¬ 
ing revenue must be explored before a final recommen* 
dition »"an be made. Without immediately increasing 
revenue, continued operation of this line would require 
mil service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
news financial burden amounting to $38,561 or $199 
per carload. Recovery of casts would require approxi¬ 
mately n 140 i>ercent increase in traffic or a 60 percent 
ate increase over the 1973 levels. 


HOUSTON SECONDARY TRACK 
USRA Line No. 356 


Penn Central 


PC ID K«w Wilmington 


PC to Sharon -V, 



MERCER 


Wilmington Junction 
22.6 milot 

HOUSTON SECONDARY 
TRACK. PC 


Tnew castle 

« V.taniy N«W iuUCtlOO 

4 B60 to Pittsburgh 

nu.> . 

;— —'—O'* _ «o p.ittbwih 

Cm il. ^ 

p C • Yo wl (uo,,n PC lo Con.ijr 

Tl>t' H-wston Si'condan- Track, formerly part, of the 
^jl'taia RR, extends from New Castle (Milepost 
W,,' ],(TCfr - ( Milepost 72.5). a distance of 22.6 
■jy W i a ' ,,co a,, d Mercer Counties, Pennsylvania, 
^fji . 1 m * fl >fton Branch. PC, connects with this line at 
^'fiiiigton Junction (also understudy in this report). 

«.d I* 4 ini: linos also sorvc New Castle: PC. Erie 
Xor i !** | P ra,,< ’l*' Erie I^ickawnnna Railway 

Nil 1 * ' * >ranc h; Pittsburgh & Lake Erie Railroad, 
ny* ■“iwore & Ohio Railroad. Petition for per- 
J.i. ' l < I V l,,a,K,on wws filed liefore the I.C.C. on 
'+i j..;!- 1 ^ >,x 'kpt Xo. AB-r»,Slib. 47). On Septein- 
f ’ , * IC P* applied to the C.S. Railway Asso- 
>r Permission (CSRA Docket No. 75- 


•27). Xo action has been taken on either application. 
This line was not studied in the t 7 .S. DOT Report (see 
Zone 75). 


Traffic and Operating Information 

Station* (with their 1973 carloads) served by thl* line: 

Mercer __...______ 

Volant_______ o 

Houston Jet- o 


Total carloads generated by the line_ U24 

Average carload* per week____ 4. 3 

Average carload* per mile—_ 9 . 9 

Average carload* per train_ 4 . 3 

1978 operating information: 

Number of round trip* per year_______ 52 

Estimated time per round trip 1 hour*)_ g. 0 

Locomotive horsepower_.....___200 

Train crew size___ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Service® Planning Office as reflected in their 
reports entitled 4 *The Public Response to the Secretary 
of Transport at ion’s Rail Service Report" indicated that 
I.T.T. Reznor at Mercer accounts for 25% of the areas 
wage tax revenues. Loss of rail service would cost 90- 
100 jobs at the Reznor Plant. Correspondence from the 
Lawrence County Planning Cornmi*<ion indicates 
actual carloads originating and terminating on this line 
and its connections at Wilmington Junction totaled 263 
cars in 1973. 

Information for Line Retention Decision 

Revenue received by PC_$fl9, joe 

Average revenue per carload_ $309 

Variable (avoidable) coat of continued 
service: 

Coat Incurred on the branch line_ 176,479 

Cost of ujigrading branch line to FRA 
Class I: < 1/10 of total upgrading cost). 26,115 

Cost Incurred beyond tlie branch line_ 52,017 


Total variable (avoidable) cost__ 254,611 

Net contribution (loss) : total___ (185,505) 

Average per carload_ (828) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Hass I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
1 he replacement of a total of 3.200 crossties (an average 
of 141 crossties per mile). 

Preliminary Recommendation 

li is not recommended that the Houston Secondary 
I rack !>e included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
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levels, this line generates an annual excess financial 
burden amounting to $185,505 or $828 per carload. Re¬ 
covery of costs would require approximately an eleven¬ 
fold increase in traffic, or a 270 percent rate increase 
over the 1973 levels. 

PORTION OF THE JAMESTOWN SECONDARY 
TRACK 

U5RA Line No. 360 
Penn Central 

PC to 

% Thornton Junction 

\/ 

\ 



This portion of the Jamestown Secondary Track, for¬ 
merly part of the Pennsylvania HR, extends from 
Javxestoxon (Milepost 90.6) to Lrnttville, Pa. (Mile¬ 
post 103.6), a distance of 13 JO mile*, in Mercer and 
Crawford Counties, Pennsylvania. A continuation of 
this line extends northward from Lincsville, which is 
also under study in this report. The Stoneboro Branch 
and the Erie & Pittsburgh Branch, connect with this 
Hne at Jamestown. Pa.; the Erie & Pittsburgh Branch 
is also under study in this Report. Petition for permis¬ 
sion to abandon was filed with the ICC on August 13, 
197*2, Docket No. AB-5 (Sub No. 22). On September 
25, 1974, the PC petitioned the U-S. Railway Associa¬ 
tion for the same permission (Docket 75-44). No action 
has been taken on either application. This line was not 
studied in the U.S. DOT Report (see Zone 75). 

Traffic and Operating Information 

Stations (with their 1973 carloads) served bj this Une: 


Weatford- » 

Espyville_ 0 


Total carloads generated by the line- 37 

Average carloads per week- 0. 7 

Average carload* per mile--- 2. 8 

Average carload* per train-—- 0.8 

1973 operating information: 

Number of round trip* per year- 45 

Eatiraated time per round trip (hour*)- 3.0 

Locomotive horsepower--—--1, 700 

Train crew the__ 5 


Information Provided by RSPO, Shippers, Govemmenl I 
Agencies 

No information was provided in the hearings con-1 
ducted by the Rail Services Planning Office as reflected | 
in their reports entitled “The Public Response to the I 
Secretary of Transportation’s Rail Sen ice KeporC.| 
Direct correspondence indicates that Rockwell Inter¬ 
national is contemplating a plant expansion at Lines-1 
ville. Also, the Pymatuning Southern Railroad hasei-l 
pressed an interest in purchasing this line and o^rating I 
it as a short-line railroad. 

Information for Lino Retontion Decison 

Revenue received by PC- |19»2W 

Average revenue per carload- $270 

Variable (avoidable) co*t of continued 
service: 

Cost incnrml on the branch Une——- 913 

Cost of u(>gEading branch line to FRA 

Claw I (1/10 of total upgrading cost)- 0 

Cost Incurred beyond the branch Une- 7.700 


Total variable (avoidable) cost- 


102.622 


Net contribution (loas) : total.—..-- <92,40A> 

Average per carload— -—-- (2.497) 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration ft 
minimum safety standards (Class I track which has* 
maximum safe ope rating speed of 10 mph). 

Preliminary Recommendation 

It is not recommended that this port ion of the James¬ 
town Secondary Track be included in the OonRail >«- 
tom. Continued operation of this line won lit ^require * 
rail service continuation subsidy. Under I9<3 tr * *» 
revenue and cost levels, this line generates an mu>“\ 
excess financial burden amounting to $92,106 or ‘ 
per carload. Recovery of costs would require a !'I >n ^' 
mateiy a thirty-six fold increase in traffic or » • 
percent rate increase over the 1973 levels. 


WALFORD SECONDARY TRACK 
USRA Line No. 361 
Penn Central 

I 11.. 

The Walford Secondary Track, formerly p«rt 0 , 

ennsvlvania RR, extends from Coverts (Mil«*l> - 
> Walford , Pa. (Milepost 4.9), a dirtanee ®V' Hrt ndu 
i Lawrence County, Pennsylvania. The r. * ^ 

C, to Youngstown nnd Rochester. c0 ” n p^gbureh * 
ranch at Coverts. The Walford Branch. ‘«rjf or i 
ake Erie Railroad, connects with tins lujc » (9ee 
his line was not studied in the U.S. IK)1 B*P< 
ono 75). 


752 






















10095 


P&LE to Youngstown 
K»Ywn S «town ^ B40 to Youn*stown 


h*v4 Branch. 

HIE RR n 
Ti East % 

I twijltowti % JA 


■ALFORD 



, S \ B&O to 

^ \\ New Castle 


SECONDARY \ 

TRACK. PC ,\ \*y 


/' \ *" P&LE to 


PC to Rochester 


Trcffic and Operating Information 


New Castle 


|B*tm< (with their 1073 carloads) served by this line: 

Wiifonl _____2,407 


Total carload* generated by the line_2, 497 

| kimp carl*«ads |)er week_._ 48,0 

I litres*' carloads per mile__542. 8 

| Ann*? arloads i>er train. ._...__._ 10.0 

i BO derating information : 

Jtombrr of round trips i**r yt*u r.__ 250 

time per round trip (hours)_ 7.0 

Uebmotivf horsepower_ 1.750 

Tnlo crew due_._ 5 

lfJ focmolion Provided by RSPO, Shippers, Government 

Agencies 

*No information was provided at the hearings con- 
; by the Rail Services Planning Office as reflected 
sfheir reports entitled “The Public Response to the 
UVretary of Transportation^ Kail Service Re|»oit”. 

l*wreace County Planning Commission estimated 
p#Tcarloads were generated on this line in 1973. 

Motion for Line Retention Decision 

received by PC___*7<M. 262 

^It'rpvrmjp |x»r carload-_ $282 

I (avoidable) t «o»t of continued serv¬ 
ice: 

w incurred on the branch line_ 213, 400 

** °f upgrading branch line to ERA 
r< l aM 1 (WO of total upgrading coat)-.- 11,276 
wurrbf! »*yond the branch line_ 382. 708 

variable <avoidable) coat_ 007.444 

I ^'CttlbutWi Uobs) : total... 96.818 

line would require upgrading to meet, the re- 
*he Federal Railroad Administration’s 
L MUn " af(lf y standards (('lass 1 track which has a 
- '^rating speed of 10 mph). Rased on 
r^.; 1 ln f <,r rnation, this upgrading would include the 
| ^ nw>nt of a total of 2,000 crossties 
1 cros 5th*<i per rnilc). 


(an average of 


Recommendation 

It is recommended that if the P&LE Railroad will 
not serve Halford, the Walford Secondarv Track be 
included in the ConRail System. Transfer to the P&LE 
is preferable to avoid rehabilitation work and would 
not materially impair the profitability of ConRail or 
other carriers, in the Region. 


ERIE SECONDARY TRACK 
USRA Line No. 646 

Penn Central 

The Erie Secondary Track, formerly part of the 
Pennsylvania HR, extends from Erie (Milepost 2.9) to 
Corry ^ Pa. (Milepost 37.0), a distance of 34.1 mile g, in 
Erie County, Pa. This line connects at Corry with the 
Emporium Secondary Track, PC (also under study in 
this Report). At Corry, this line also connects with the 
Chicago-Jersey City line, EL; and the Titus and Chau¬ 
tauqua Secondary Tracks, PC (both also understudy in 
this Report). At Erie, this line connects with the Buf- 
falo-Chicago Main Line, N&W, the Bessemer & Lake 
Erie RR, which operates from Wallace .function via 
trackage rights over the N&W Ry. and the Buffalo-Chi- 
cago Line, PC. This line, except for the port ion between 
Union City and Corry, was described as potentially ex- 
<*eas in the U.S. POT Report (see Zone 51). 

Traffic and Operating Information 

Stations <with their 1973 carload*) served by thl* line: 

Union City--— 715 

Waterford____-_ 67 

Belle Valley_-_ 4 

Corry * ....... 227 

Erie 1 734 

Total carload* generated by the line_ 1, 747 

Average carload* per week_ 33.6 

Average carload* per mile_-_ 51.2 

Average carload* per train_ 5.8 

1973 Operating Information: 

Number of round tripe |n*r year_ 300 

Estimated time per round trip (bourn)_ 10.5 


Locomotive horsepower_3,000 

Train crew size_______ 5 

1 Include* only traffic on segment. 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the bearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Sendee Report” indicates that 
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— .. „ Ml* u> Baffate 

(H» 1 «potC 2 -f) 

PC C>»uta»»<*»* 

-*■- o,.* Second vy Track 

...••••‘r»*l | »e« JwciiWV . \ EL to HOOI.II 

//: '| ^ „ obokw> 
(o Cl#e«»*«d : /_ X j ^ 


PC ® 0«v«l and 

X.~ 


Ht« 10 Cl**«l»nd . 

J*: ERIE SECONDARY 
B.imrHde TRACK. PC 
En« RR to Albion 


, llniofl l 




T 


according to Pennsylvania DOT, this is part of the only 
diagonal route across the State’s coal reserves that serves 
both Erie and Philadelphia. Pennsylvania DOT esti¬ 
mated this line segment from Erie to Union City gen¬ 
erates 1,383 carloads per year and that the average car¬ 
loads per route-mile is 58. Union City Chair Company 
completed a $250,000 plant investment in 1973 and an¬ 
ticipated investing another $100,000 in 19<4. The Erie- 
Crawford Dairy Coop, recently built a $340,000 mill. 

In a statement to Pennsylvania DOT, Hammermill 
Paper stated that they are expanding their Erie pulp 
mill to 740 tons per day in 1974. Hammermill ships from 
Erie to Lock Haven (a distance of 283 miles) through 
Corry, Warren and Ridgway. 

Information for Lino Retention Decision 

Revenue received by PC-— $907,803 

Average revenue per carload——-— $520 


Variable (avoidable) coat of continued t*erv- 
ioe: 

Cost Incurred on the branch line-013.343 

Coat of upgrading branch line to FRA 
claw I: (1/10 of total upgrading cost)— 0 

Coot Incurred beyond the branch Hue-410. 335 


023.078 


(15,875) 


(9) 


Total variable (avoidable) coat- 

Net contribution (low): total- 

Average per carload_ 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 m.p.h.). Al¬ 
though this line produced a small loss in 1973, the near- 
term traffic potential likely will enable financial self- 
sufficiency. 

Recommendation 

It is recommended that the Erie Secondary Track be 
included in the ConRail System. 


PORTION OF THE EMPORIUM SECONDARY 
TRACK 

USRA Line No. 646a 
Penn Central 


Erie Secondary 
Track. PC 
to Erie 


Chautauqua 

Secondary Track. PC, to Brocton 
EL Hoboken -Chicago line 


If-Valley Branch, 

i PC 

Warren 


Williamsport 



STRUTHERS 
PORTION OF 
EMPORIUM 
SECONDARY 
TRACK. PC 


Struthers Runnwf 
Trade. PC 


This portion of the Emporium Secondary Tract 
formerly part of the Pennsylvania RR, extends from 
Carry (Milepost 37.0) to Warren^ Pa. (Milepost 
a distance of 29.7 mile* , in Erie and Warren Counties, 
Pa. A continuation of this line extends southward from 
Warren to Ridgeway. Connections include the brie 
Secondary' Track from Corry to Erie, the Titus Second* 
ary Track from Corry to Oil City, the Chautauqua Sec¬ 
ondary Track from Corry to Brockton, N. Y., the ^ alley 
Branch from Warren to Falconer, all PC. All of theee 
connecting lines arc under study in this report. The 
Erie Lackawanna’s Jersey City-Chicago line tbo 
crosses at Corry. This line was not studied in the l 
DOT Report (see Zones 51 and 75). 

Traffic and Operating Information 

Station* (with their 1973 carload*) served by this line. 

Warren 1 --- t 1ftS 

Strothers 1 - 

Star Brick- 

Irvine! on_ 

Youngavllle- 

Colza 
Corry 1 


^_2,212 


Total carloads generated by the line. 

Average carloads per week- 

Average carloads per mile- 

Average carloads per train- 

1073 operating information: jjj 

Number of round trips per year——-' j&S 

Estimated time per round trip (hours)- o oOO 

Locomotive horsepower- 3 

Train crew sine-—----~~ 

» Include* only traffic on segment 

Information Provided by RSPO, Shipping# ^ ov0 

Agoncies . , v 

Information provided at the hearing*■ ^ 

the Rail Services Planning Office ns iff • u 
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sports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report’’ indicates that 
Strethers Wells Corps., which manu fact urns highly 
specialized equipment, is under contract with the I)e|>t. 
of Defence and the Atomic Energy (mum., ami stated 
tberv is no feasible alternative to mil transportation for 
$ 0 % of its shipments. In a statement to Penn. IX)T, 
Hunraermill Paper stated they are expanding their 
Eric polpmill to 740 tons per day in 1974. Large quan- 
l tities of pulpwood and woodcliips arc shipped by rail 
I from Luck Haven and other eastern (joints to Erie. In 
I 1974 they expect to ship 1,524 cam (each loaded witli 80 
I ions) to Erie over the PC track sections which have 
I been termed potentially excess. 

Pi'stuff indicate Warren Car Co. is a railway equip¬ 
ment repair company and that rail equipment is dead¬ 
headed in and out for repair. 

A statement by Perry A. Davidson, United Refining 
Cato Penn. DOT, indicated this company is the only 
independent refiner-marketer of petroleum products in 
the Eastern United States. Completion of new facilities 
it their refinery, Warren, Pa., in May 1974, increased 
the capacity to approx. 42,000 barrels |>er day. I le stated 
tins increase must be distributed to their numerous 
marketing areas. In 1973, United shipped from Warren, 
jumbo-size tank cars (30,000 gal. capacity). He 
continuation of rail service from Erie through 
<orry, Warren and Williamsport, Pa. John P. Wendell 
dUnited Refining stated that there is no alternative to 
rail movements for the quantity of petroleum products 
dipped by mil from W arren. 

I ^ Ofn »otion for Line Retention Decision 

^wieceivwibjrPO ___$1,510, 411 

I ****** wmi* per ear load__ 

I (avoidable) coat of continued Serv¬ 

ice: 

', ,u1 ir,|, urnNl on the branch Hue_ 454 . 779 

'f upgrading branch line to FBA 
< i : , i/jo total ttpgpradinx 

**>- o 

At ^ nn,rr ^l lK*yond the branch line_94!,024 

Not raliable (avoidable) coat_1,390. 703 

I */ ,,J Wrt»Kitlon i losa): total_ 110,708 

*** carload_ ,9 

?’ 1 ** line would require no upgniding to meet the re- 
du I ' 1 ! ts Federal Railroad Administration’s 

rim ^ 111 s Huidards (Class I track, which has a 
8a ^ f ‘ operating speed of 10 mph). 

I ** 0 *mendahon 

I fbat this portion of the Enq>orium 

(ar > T riwk l>e included in the ConRail System. 


PORTION OF THE OIL CITY SECONDARY 
TRACK 


U5RA Line No. 647 
Penn Central 


\«—PC to 
\ Oil City 

\ 


EHLENT0N 



PORTION OF 
OIL CITY 
SECONDARY 
TRACK. PC 


Low Grade 
Secondary 
Track. PC 


This jwrtion of the Oil City Secondary Track, for¬ 
merly part of the Pennsylvania RR, extends from Red 
Rouk (Mile|>ost 63.5) to Emlcnton^Pa, (Mile|>ost 90.3) 
a distance of 214 miles, in Venango and Clarion Coun¬ 
ties, Pennsylvania. This line connects with the Alle¬ 
gheny Secondary Track also understudy in this Report, 
and the PC Low Grade Secondary Track, at Red Hank. 
Parkers Landing is also served by the Baltimore & 
Ohio RR (opposite side of the Allegheny River). At 
Emlenton this line continues on to Oil City which sec¬ 
tor is also under study in this Report. This line was not 
studied in the U.S. DOT Report (see Zone 75). 


Traffic and Operating Information 

Station* (witli their 1973 carload*) served by thin line: 

R. Brady_______ 321 

Parkers Landing____._._ 1 

Kmlenton_2, 274 


Total carloads generated by the IJne_2,631 

Average carload* per week_ 50.0 

Average carloads j»er mile_122. 9 

Average carloads tier train_.__10. 5 

1973 operating information: 

Number of round trips per year_ 250 

Estimate time jier round trip (hours)___11.0 

Locomotive horsepower____2, 000 

Train crew slxe___ 4 

Information Provided by RSPO, Shippers, Government 
Agencies 


So specific information concerning this line was pro¬ 
vided al the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta- 
tion’s Rail Service Rejiort.*’ 
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Information for Lino Rotention Decision 


Revenue received by PC-$784.240 

Average revenue per carload- $208 


Variable (avoidable) coot of continued 
aervtcc: 

Coot incurred on the branch line- 329,445 

Coot of upgrading branch line to FRA 
FRA Claas I: (1/10 of total upgrading 

coot) —--- 0 

Coat incurred beyond the branch line- 524.284 

Total variable (avoidable) coat- 853,729 


Net contribution (loaa) : total-- (69,480) 

Average per carload- (26) 


This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 m.p.h.). 

This line currently is served from the south. The pro* 
|>osed operating plan proposes sendees to Emlcnton 
from the north. Without the Emlenton traffic this line 
is a deficit operat ion. 


Continuation of this line runs from Emleiuon to Red 
Bank (also under study in this report as potentially 
excess). At Oil City this line continues on to Titusville 
as the Titus Secondary Track, and PC connects with the 
Oil City Industrial Track, PC, to Tidiouto. Both of 
these segments are also under study in this Report. Also 
at Oil City this line connects with the Franklin Branch. 
EL Railroad. This line was not studied in the U.S. DOT 
Report (see Zone 75). 

Traffic and Operating Information 


Stations (with their 1973 carloads) served by this line: 

8. Oil City_-. 0 

Oil City 1 __ 2,083 

Total carloads generated by the line- 2,083 ! 

Average carloads per week-40.1 j 

Average carloads per mile---— 57.$ j 

Average carloads per train_ 10.4 

1973 operating Information: 

Number of round trips per year- 200 j 

Estimated time per round trip (hours)- 12 I 

Locomotive horsepower-----—- 2,000 j 

Train crew slue- 3 


Recommendation 

It is not recommended that this portion of the Oil 
City Secondary Track be included in the ConRail Sys¬ 
tem, except for the traffic at Emlcnton, Pa. 


PORTION OF OIL CITY SECONDARY TRACK 
USRA Line No. 647a 
Penn Central 


Titus Secondary 



/ Red Bank 

/ 


* Include* only traffic on aearaent. 

Information Provided by RSPO, Shippers, Govemmtnl 
Agencies 

Xo specific information concerning this line wss pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transports* j 
tion’s Rail Service Report.’’ 


Information for Line Retention Decision 


Revenue received by PC - 

Average revenue per carload- 


_$ 437,733 

$210 


Variable (avoidable) coet of continued 
service: 

Coet incurred on the branch line-898,121 

Coet of upgrading branch line to FRA 
class I (1/10 of total upgrading coet) — 

Coet incurred beyond tiie branch line- 262,138 


Total variable (avoidable) coet- 


- 060,239 


Net contribution (loss) : total - 

Average per carload --— 


<222,539 i 

(ion | 


This line would require no upgrading to nice! 
requirements of the Federal Railroad Admiriistr* 
minimum safety standards (Class I track, whi« 
maximum safe operating speed of 10 m.ph.) • —^ I 

This line is required to serve Emlenton on 


segment no. 647. 


This portion of the Oil City Secondary Track, form¬ 
erly part of the Pennsylvania RR, extends from Emlen- 
ton (Milepost 90.3) to Oil City, Pa. (Milepost 133.2), 
an actual distance of 36.0 miles , in Venango County, Pa. 


Preliminary Recommendation 

It is recommended that this portion of the 
Secondary Track be included in the Con *i 
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PORTION OF ALLEGHENY SECONDARY TRACK 
USRA Line No. 648 
Penn Central 


PORTION OF /* PCtoOilC.tr 
ALLEGHENY .. / 

SECONDARY t f RED BANK 
TRACK. PC . V Pittiburj ft 
! r~ Shawmut RR 
Mahoning %••••• 

• / r BAO Pittsburgh- 

• # ^ Buffalo line 

. 

KJ m i,,;7 Moipw 

J . 

1SCHENLEY 

/«-PC to 
/ Kiskiminetat Jet. 

This portion of the Allegheny Secondary Track, for- 
| s«iy part of the Pennsylvania HR. extends from 
jVtfufey (Milepost 29.2) to Red Hank, Pa, (Milepost 
|Oi).adi.stariceof 3^.3 in Clarion and Armstrong 
' Hinties, Pa. This line continues south to Kis- 
|kaiwtas Junction and nortli to Oil City; the northern 
uvrsion is also under study in this Report. The It<SO 
Moagrove and the Pittsburg-Sh&wmut Rail- 
wwl nins parallel from Schenley to Mahoning and then 
naseast. This line was not studied in the U.S. DOT 
j Report l see Zone 75). 

I faf: and Operoting Information 

iwith their 1973 carloads) served by this line : 

' ____ w 

import „_ _ 0 

J* ..—L~-I--- 979 

ter - - 22 

Wru* . j 

Totl1 «rloadx generated by the Une _ 2,381 

c * rin * , l« per week _ _ _ .15. s 

. ” u ~ ctr, °A , l* per mile___•_ «9. 4 

carloads per train__ 7.0 

!f ^nu M , nff>rmnU<>n ; 

^ nf mttnd trip* per year _ 340 

t, **^ per round trip (hours)___ 12.0 

tear . . .. <r 

l^^ 0v «^d by RSPO, Shippers, Government 

Vo 

inf, T mation concerning tins line was pro- 
r^iirt r t°r lar * n ^ s conducted by the Rail Services 
I^Puhr i* ** re ^ ecte ^ * Jl ^ lv reports entitled 
1^' If, ^‘fP° ll8e 10 the Secretary of Trati&porta- 
l^i jov ^ rvitv Report.” Congressman .J. Martha In 

° n * uol her sclent said the Eljer IMumbitig 


Ware Co. at Ford City would be hard hit by 
abandonment. 

Information for Line Retention Decision 

Revenue received by PC _ $883,333 

average revenue per carload__ $371 

Variable (avoidable) coat of continued 
service: 

Cost incurred on the branch line _ 589. 278 

Cost of upgrading branch line to FRA 
class I (1/10 of total upgrading 

cost)- 0 

Cost incurred beyond the branch line.. 530,207 

Total variable (avoidable) coat_ 1,125,485 

—2_ 

Net contribution (low) : total_ (242,152) 

Average per carload_ (102) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.pJi.), 

Preliminary Recommendation 

It is not recommended that this portion of the Alle¬ 
gheny Secondary Track be included in the ConRail 
System. Continued operation of this line would require 
a rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $242,152 or $102 
per carload. Recovery of costs would require approxi¬ 
mately a 70 percent increase in traffic or a 25 percent 
rate increase over the 1973 levels. 


PORTION OF THE TITUS SECONDARY TRACK 
USRA Line No. 649 
Penn Central 


\ 

U—PC to Cony 


Franklin 
Branch. 
EL RR 


TITUSVILLE 1 


PORTION — 
OF TITUS 
SECONDARY 
TRACK. PC 


•T 




L 

/ 01 


r . I miles 

i S r Oil Gty 


Industrial 
Track. PC 


OIL CITY 


^4-Oil City 
f Secondary 
Track. PC 


This jKirtion of the Titus Secondary Track, formerly 
part of the Pennsylvania RR, extends from Titu*mlU 
(Milepost 119.9) to Oil City. Ca. (Milepost 137.0), a 
distance of 17.1 tnites. in Crawford and Venango Gotiti- 
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tics, Pa. A continuation of this line runs north to Corry, 
which is also under study in this Report. At Oil City 
this line connects with the Oil City Secondary Track, 
PC to Emlenton and the PC Salamanca Branch 
to Tidioute, both of which are also under study in this 
Report. Also at Oil City, this line connects with the 
Franklin Branch, EL Railroad. This line, was not 
studied in the. U.S. DOT Report (sec Zone 75). 

Traffic and Operating Information 

Stations (with thetr 1073 carloads) served by this line: 


McCllntock------- 

Rouse vi lie_—-2, 858 

Titusville-- 579 

Oil City *_ 445 


Total carloads generated hy the line.--- 4.347 


Aver*!** enrloads jx*r week--- - - *3.9 

Average carload# per mile-~---2M. 2 

Average carloads per train----—-— 

1OT3 operating information: 

Number of round trip# per year- 300 

Estimated lime per round trip (hours)— ™- 0.0 

locomotive horsepower---- 2* 000 

Train crew si*e- 4 

1 Include* only truffle on this seftncnL 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Kail Sendees Planning Office as reflected in their 
reports entitled u The Public Response to the Secretary 
of Transportation’s Rail Sendee Report” indicated that 
the Titusville Area Chamlwr of Commerce estimated 
that Titusville ships 550 rail cars a year and expects to 
ship 1,000 in 1975. They would like to see service re¬ 
tained south through Oil City, East Brady, Templeton 
and Ford City. There are 25 shippers on the patron list. 

Information for Lino Retention Decision 

Revenue received by PC-—- SI. 905, 155 

Average revenue per earlond___ $438 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line_ 310. 728 


Coat of upgrading branch line to FRA 
class I (1/10 of total upgrading 

coat)_—_ 0 

Cost Incurred beyond the branch line— 1.375.503 


Total variable (avoidable) coat_ 1.686.291 


Net contribution (loan): total___ 218,804 

Average per carload_ 48 


This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.pii). 


Recommendation 

It is recommended that this portion of the Titus i 


ondnry Track be included in the ConRail 


PORTION OF ALLEGHENY SECONDARY TRACK* i 
USRA Line No. 650 
Penn Central 


Portion 
Allegheny 
Secondary 
Track. PC 


To Oil City 


i 


,/ KISKIMINETAS 
JUNCTION 


PC to Pituburfh- 


P0RTI0N OF 
ALLEGHENY 
SECONDARY 
TRACK. PC 



Conemaugb line, 
PC,cd Johnttown 


12.6 miles 


LOGANS FERRY 


PC to Pittsburgh 


This portion of the Allegheny Secondary Ti 
formerly part of the Pennsylvania RR, extends fi 
Logans Ferry (Milepost 16.1) to Kiskhnineta* J\ 
fw>n t Pa. (Milepost 28.7), a distance of 12fi mifei, i 
Westmoreland and Allegheny Counties. Pennsyl 
A continuation of this line runs north to Schenley ti 
south to Pittsburgh, both of which are under study 
this Report as potentially excess. This line also 
nects with the Conemaugh line. PC. at Kiskimn 
•function. This line was not described as potentially 
cess in the U.S. DOT Report. 


OOJV 


Traffic and Operating Information 

Station# (with their 1073 carload#) served by thl# Nor: 

Logan*# Ferry 1 ----—~ 

Parnassus-—-—-- 

New Kensington---— 

Bra thorn ____—- 


Total carloads generated by the line- 

Average carload# per week-- 

Average carloads par mile---— 

Average carloads per train-~ 

1973 operating Information: 

Number of round trip# per year--- 

Estimated time per round trip (hour#)- 

Locomotive horsepower--- 

Train crew slate_-—-- 


* 1 Deludes only (raffle un ftcgncnt. 


Information Provided 
Agencies 


by RSPO, Shipper*. 


Gov.n”'’* 


Information provided nt the hearing ' lin , ^ 

the Rail Services Planning Office as J 

reports entitled “The Public Response to | . «t| 

of Transportation’s Rail Service Report 1,1 


ijilrti’li 1? 
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Mocern exists regarding the effect of rail reorganization 
©mass transit plans. One of the five proposed lines 
| ferthis mass transit system was from Pittsburgh to New 

Kensington. 

formation for Line Retention Decision 

Hmaoe received by PC-- - $1,316. 864 

I iftfire revenue per carload - $434 

| Tumble < avoidable) coat of 
continued services : 

C«t Incurred on the branch line _ 288.229 

fast of upg railing branch line to 

FRA Claw I (1/10 of total • 

upgrading cost)- 26. 425 

fait incurred beyond the branch line ... 674, 853 

Total variable (avoidable) cost ..._ 989,507 

I contribution (lo** ) total ___ 327,357 

I lunge per c* rload_ 108 

This line would require upgrading to meet the re¬ 
tirements of the Federal Railroad Administration's 
mimnuin safety standards (Class I track, which has 
imuimum safe operating speed of 10 mph). Rased on 
irulablp information, this upgrading would include 
trjreplacement of a total of 3,740 crossties (an average 
|«f #8 crossties per mile). 

Although service to this line generates a net con¬ 
tribution, service to that portion of the line from Mile- 
pw 1S.6 to Milepost 28.7 generates a loss amounting 
‘~W.76& or $13,967 per carload. 

| h<ommendotior» 

It is recommended, that the portion of the Allegheny 
[ ^ary Track from Milepost 16.1 to Milepost 18.6 
deluded in the Con Rail System. 

I htlwninory Recommendation 

h i snot recommended that the portion of the Alle- 
Track from Milepost 18.6 to Milepost 
4 ta included in the ConRail System. Continued op- 
^ of this line would require a rail service continua- 
^.Mjsrdv. I nder 1973 traffic, revenue and cost levels, 
>(!<• generates an annual excess financial burden 
L * ?:n * WJ68 or $13,1)67 per carload. Recovery 
L?^ w ° 11 ^ squire approximately a one hundred 
please in traffic or a 5,655 percent rate increase 
levels. 

^I0N OF ALLEGHENY SECONDARY TRACK 
USRA Line No. 650a 
Penn Central 

I irr- t *“‘ Secondary Track, for* 

1 "Vi r fth ' Clingy l vania RK.extends from I’ittx- 
d.j ( , 1 , l >os1 ■*•#) to Logan* Ferry. Fa. (Milepost 
•stanowof UJimiUs, in Allegheny County, Pa. 


eimauRGM oitm st.> 
—its 


~\i 

md Scj\ I 


P'tlal 

{t*4md U.,_^ — __ _ c 

’”^1 —H—s?— 


mtm- -J 

J k wmrn* 


PC * 

mi On cafe 


K>« tf tnr# 
KnkUti V V v 
> 

PC t* 


»\ 

PC te La, i Liberty 

POUTWII AUfGHE*t 
S€C0*DA*T TRACK . PC 


\* PC 1* Omtr X PC SmtmS trr 

Tnrt m KiAmmui lm 


A continuation of this line runs north to Kiskiminetas 
Jet. (which is also under study in this Report). At 
Pittsburgh, connections are made with lines diverging. 
This line was not described as potentially excess in the 
U.S. DOT Report (see Zone 76). 

Traffic and Operating Information 

Station* (with their 1973 carload*) nerved by thl* line: 


Verona---2,5m 

Oakmont_____ 2 , 198 

Harking-- 3 


Total carioud* generated by the line __ 4 t 7<55 

Average carload* i»er week ______ 91 9 

Average carload* per mile _ 414.4 

Average carload* per train ___ _ 19 , \ 

1973 operating information : 

Number of round trip* per year ____ 250 

Katimated time i>er round trip (hour*) ___ 5 

Locomotive horse|>ower _________ ^99 

Train crew site ___...__ 3 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report” indicated that- 
future plans for mass transit would be greatly affected 
by the abandonment of this line. One of the five pro¬ 
posed routes for the mass transit system runs from 
Pittsburgh to New Kensington, which is just north of 
Logans Ferry. 

Information for Line Retention Decision 

Revenue received by PC _ $1,544,602 

Average revenue jier carload __ $324 


Variable (avoidable) coat of continued 
service : 

Cost Incurred on the branch line .. 262.347 

Cost of upgrading branch line to FRA 
class l (1/10 of total upgrading coat > 23,118 

Cost incurred beyond the branch line.847,944 


Total variable (avoidable) coat_ 1,133,409 


Net contribution (loss) : Total.. 411,193 

Average per carload...._ 86 

This lino would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
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available information, this upgrading would include 
the replacement of a total of 3,460 crossties (an average 
of 301 crossties per mile) • 

Recommendation 

It is recommended that this portion of the Allegheny 
Secondary Track be included in the (kmRail System. 


PORTION OF RIDGWAY SECONDARY TRACK 
USRA Line No. 65? 

Penn Central 


B&0 to Bradford 


el has trackage 

• 


right* 

• 


Pittsburg & 
Shawmut RR 

• 

• 

J r- EL Toby Brandi 

To Kittanning 

: 

* 


PORTION OF 

BR0CKRAY 


RIDGWAY 

;J 8.3 wile. 

- Low Grade 
Secondary Track, 
k PC, to Driftwood 

SECONDARY 
TRACK. PC 

•| F ALLS CREEK \ 


Low Grade —/ •* Du Bo it 
Secondary ^ — p c to Clearfield 

Track. PC. • (PC Trackage 

to Red Bank T \ Rights over B&0 RR) 

BAO RR 
to Pittsburgh 

This portion of the Ridgway Secondary Track, for¬ 
merly part of the Pennsylvania RR, extends from 
Bi'Ockioay (Milepost 19.0) to Falls Creek , Pcu (Mile¬ 
post 27.3), a distance of 8J miles, in Jefferson County, 
Pa. The Pittsburgh & Shawmut RR and the Erie Lack¬ 
awanna Ry connect with this line at Brockway. This 
line continues south to Curwensvilla (via trackage 
rights over the B&O, which is also under study in this 
Report). The Low Grade Secondary Track, PC, con¬ 
nects at Falls Creek and runs west to Red Bank and 
east to Driftwood. The Baltimore & Ohio RR runs 
parallel to this line and continues north to Ridgway and 
south to Curwensville or Pittsburgh, forking near Du- 
Bois. This line was not described as potentially excess 
in the U.S. DOT Report (see Zone74). 

Traffic and Operating Information 

Stations (with their 11173 carload*) served by this line: 

Brock way___—-—-- 2 

Minns_ <527 


Total carload* generated by the line- 629 

Average carload* per week-- 12.1 

Average carload* per mile-—— 75.8 

Average carload* |»er train- 5.2 

1973 operating Information: 

Number of round trips per year___ 120 

Estimated time per round trip (hours)--- 9.0 


Locomotive horsepower-2. 

Train crew sloe-—..... 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line waspr 
vided at the hearings conducted by the Rail Servic 
Planning Office as reflected in their reports entitle 
“The Public Response to the Secretary of Transport 
tion’s Rail Service Report.” 

Information for Line Retention Decision 


Revenue received by PC-—- - $161. 

Average revenue per carload—-- $257 

Variable (avoidable) cost of continued service: 

Cost incurred on the branch line-131.575 

Cost of upgrading branch line to FRA Class 

I: (1/10 of total upgrading coat)- 8.126 

Coat incurred beyond the branch line-12S, 989 


Total variable (avoidable) cost- 2®,®* 

Net contribution (loss) : total-OG7.GW! 

Average per carload--- 070) 

This line would require upgrading to meet the r* 


quirements of the Federal Railroad Administration! 
minimum safety standards (Class I track, which has I 
maximum safe operating speed of 10 mph). Based'H 
available information, this upgrading would indoA 
the replacement of a total of 1,250 crossties (an aver*# 
of 151 croesties per mile). An evaluation of coal resenH 
by USRA staff confirms there is an active coal loadinj 
facility (Minns Coal) on this line and traffic mayifr 
crease. 

Preliminary Recommendation 

Although the preliminary recommendation is ^ 
this portion of the Ridgway Secondary 1 nick not 
included in the ConRail System, the possibility of nna 
able coal must be explored before a final recomn* 
tion can lie made. Without immediately increasing t* . 
nue, continued operation of this line would 
rail service continuation subsidy. I nder Uh3 lrI , 
revenue and cost levels, this line generates an ann ^ 
excess financial burden amounting to $197iOM or \ 
per carload. Recovery of costs would require «PP 
mately a three-fold increase in traffic or a pe 
rate increase over the 11173 levels. 

IRVONA BRANCH 
USRA Line No. 653 
Penn Central 

The Irvona Branch, formerly pari °* totfW 
vania RR, extends from Cresxon (Mil*l ,ost 1 
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Irvona 


/ 

/*— PC to Madera 


GLASGOW 


IRVONA BRANCH 

Cresson 
Secondary 
\ Track. PC 

Blade Lick —v \* 

Sacofldary _4r_ 3 
Track. PC 



PC to 8landburg 
^ 36.7 miles 


CRESSON 


Ebcnsburg 

Junction 


PC Main Line 
Philadelphia- 
/ Pittsburgh 

To Pittsburgh 


m 

o 

96 

4 

2 

0 

1. (U9 

2. 792 


w,P<L (Milepost 36.7), a distance of 3C.7 miles, in 
Clearfield and Cambria Counties, Pennsylvania. At 
Cresson this line connects with the Cresson Secondary 
Trade and the Philadelphia-Pittsburgh Main Line, both 
PC. At Irvona it connects with a PC line to Madera, 
under study in this report. This line was not de- 
bribed ns potentially excess in the U.S. DOT Report 
1** Zones 71 and 78). 

traffic end Operating Information 

fcitlQQ* (with their 1U78 carloads) served by this line: 

Glwgow _____ 

Cwtlport _______ 

IrroM__ _ 

Asfcrhlp.. ... " . ' ~ 

Uteton_ _ _ _ 

. . T9 _ i ~ 17 

Imim Mlm* #1__ 

Caamm Mine #1__ 

* Total cu r loads generated by the line_._ 

***** otrloadM per week... 

ik 'r mile_____ 

carload* per train_ 

FJWfciatin* information: 

1, ^ roon, t t rip* per year_ 

, aM time |»er round trip (hour*)__ 

•Jcorantive horsepower_______ 

Tnia crew .I*._ 

Emotion Provided by RSPO, Shippers, Goven 

*9®n<ies 

information concerning this line wa 
pt 4r 01 t,h ‘ InuiringH conducted by the Rail Se 
Tv'i'm lls reflated in their reports er 

lion 1 i> 1 !^ r ^°®ponse to the Secretary of Transi 

Service Report - 

| °*' 00 * or Lino Retontion Decision 

br pc- 


'** * Vfn ’ , ’‘ f*r rarload!" 



$310 


Variable (avoidable) coat of continued 
auric,: 

Coat incurred on the branch line_ -167, 736 

Coat of upgrading branch line to KKA 

Claw I (1/JO of total upgrading cost) _ 35, 780 

Cost Incurred beyond the branch line.. 023,604 


Total variable (avoidable) coat_ 1,427,129 


Net contribution (low): total_......_ 57,756 

Average per carload_ 12 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards ((Mass 1 truck which has a 
maximum safe operating speed of 10 m.p.h.). Rased on 
available information, this upgrading would include the 
replacement of a total of 4,743 crossties (an average of 
120 crossties per mile). 

An evaluation of coal reserves adjacent to this line 
by USRA and Penn. Centra) staff indicates that there 
are active coal loading facilities along this branch. 

Recommendation 

It is recommended that the Irvona Branch be in¬ 
cluded in the ConRuil System. 


BLACK LICK SECONDARY TRACK 


USRA Line No. 655 


Penn Central 


Indiana 
Secondary 
Track. PC 


Cambria& 
Indiana RR 

./V 


B&0 RR 


Josephine 


PC to - 

Blairsville 



- Cresson 
Secondary 
Track. PC 

4r 


36.9 miles 


r“\ 

BLACK LICK 
SECONDARY TRACK. PC 


EBENSBURG 
— V JUNCTION 


The Black Lick Secondary Truck, formerly part of 
the Pennsylvania RR, extends from Ebensburg Junc¬ 
tion (Milepost 6.4), to Wack Lick. I 9 a, (Milepost 43.3), 
a distance of 36J9 miles , in Cambria and Indiana Coun¬ 
ties, Pennsylvania. At El>ensburg .let., the Cresson Sec¬ 
ondary Track, PC, runs eastward to Cresson and north 
to Bradley Junction. The Cambria & Indiana Railroad 
connects with this line at Xantyglo and Raxis. At Black 
Lick the Indiana Secondary Track, PC, runs north to 
Indiana and south to Blairsville. The former section is 
also under study in this Report. The Baltimore A Ohio 
Railroad serves Josephine (near Black Lick) from 
Punxsutawney. This line was not descriltfd as poten¬ 
tially excess in the U.S. DOT Report (see Zones 74 and 
78). 
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Traffic and Operating Information 


Stations (with their 1073 carloads) seined by this Une: 

Ebenaburg---— 

Xnntyglo--- 

Vintondale----- 

Rexi* _—-—- 

Dilltown - 

Heohbon -----——*— 

Josephine -——----—-— 

Black Lick-----—- 


5, 343 

in ate 

i 

0 

0 

9 

1 

1 

101 


to Philadelphia line. A new unit train from Oneida 
Mine moves over this line. 

Recommendation 

It is recommended that the Black Lick Secondary 
Track lx? included in the ConRail System. 


PORTION OF INDIANA SECONDARY TRACK 


Total carloads generated by the line- 


_ 49.267 


USRA Line No. 655a 


Average carload* per week-----— 

_ 947.4 

.... 1,835.2 

Average carload* per train—--- 

1973 operating information: 

Viimimp e\t win ml tHtiw tier vea r ... 

98.5 

_ 500 

time per round trip (hours)-—-.---.— 

__ 8.0 

Locomotive horsepower- 

_ H, 000 


Train crew size-—--- 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Kail Services 
Planning Office as reflected in their reports entitled 
‘♦The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.*’ 

Information for line Retention Decision 

Revenue received by PC-----$13,302,974 

Average revenue per carload- $270 

Variable (avoidable) coat of continued 
service: 

Cost Incurred on the branch line- 1, 469, 592 

Coat of u|>gnidlng brunch line to FRA 
Class I: (1/10 of total upgrading 

cost)---— — 19,423 

Cost incurred beyond the branch line. 8, 01K, 019 

Total variable (avoidable) cost--- 10,107,034 

Net contribution (loss): total-......— 3,195, 940 

Average per carload- 05 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I truck, which has 
a maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include the 
replacement of a total of 2,500 crosstics (an average of 
68 crossties per mile). An evaluation of coal reserves by 
USRA and Penn Central Staff indicates there are active 
loading facilities on this line and traffic may increase 
(Vinton Colliery No. 6; Oneida Mining Co. No 4; 
North Cambria Fuel Co.; and North American Coal 
Co.). Furthermore, this track is used as a route for in¬ 
terchange with the Cambria & Indiana HR. and as a 
route for moving unit coal trains either westward or 
eastward for movement beyond, on the PC Pittsburgh 


Penn Central 


PORTION OF 
PC INDIANA 
SECONDARY 
TRACK 

PC to Kifkiminatas 
Junction and Pittsburgh—' 

blairsvilleV 7^ 

l— PC Conemaujjb Hot 



This portion of the Indiana Secondary Track, 
formerly part of the Pennsylvania RR, extends fnw 
UlainmlU (Milepost 2.0), to Black Lick , Pa. (Milepc# 
7.3), a distance of 44 miles , in Indiana County, Pa- A* 
Blairsville this line connects with Penn Central 
Conemaugh line. At Black Lick PC branches from In¬ 
diana and Kbensburg converge, both of which arc abo 
under study in this Report. This line was not tlc^'ri 
as potentially excess in the U.S. DOT Rqjort (®* 
Zone 74), 


Traffic and Operating Information 

Station* (with their 1973 carload*) served by this line: J 

Smith.... *__ 

Total carload* generated by the line- 

O.CG 

Average carload* per week- o j 

Average carload* per mile —---—-- 1 o.5 

Average carload* per train--—-- 

1973 operating information: 2 

Number of round trip* per year..~~ ‘ 2 

Estimated time per round trip (hour*)- 

Locomotive -- 4 

Train crew size-—- 

Information Provided by RSPO, ShipP* fS ' 

Agencies 

y pro* 

No specific information concerning tins ine 
Tided at. the hearings conducted by the a 
Planning Office as reflected in their 
“The Public Res|)onse to the Secretary 
tion's Rail Service Report. 


report 8 em ‘ 

of Transport*' 
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Information for Line Retention Decision 


jtereiiiH* received by PC----—. $203 

Arcrt** revenue per carload--- $203 


Variable (avoidable) coat of continued 

senrlev 

Ocst incurnd on the branch line_ 28.337 

Cost of tij grading branch line to FRA 
(lass 1 (1/10 of total upgrading cost) 4, 544 
Cost Incurred beyond the branch line_ 394 


Total variable (avoidable) cost..___ 33.275 


contribution (loss): Total___ (33.012) 

Ititw per carload.- (33. 012) 

This line would require upgrading to meet the re¬ 
quirement* of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
mmmimi safe operating speed of 10 rnph). Based on 
available information, this upgrading would include 
the replacement of a total of 600 crossties (an average 
of 136 crossties per mile. 

An evaluat ion of coal reserves by USRA staff indi¬ 
ces this line is currently used as a high volume through 
route for coal shipments. Therefore, this segment is 
sill being considered for feeder service connectivity. 


htliminory Recommendation 


It isaef recommended that this portion of the Indi¬ 
ct Secondary Track be included in the ConRail Sys- 
kni. Continued operation of this line would require a 
ail service continuation subsidy. Under 1973 traffic, 
ftrenue and cost levels, this line generates an annual 
uoess financial burden amounting to $33,012 or $33,012 
!*r carload. Recover}’ of costs would require both an 

^crease in traffic and a rate increase over the 1973 
fcreh. 


PORTION of MORRISON COVE SECONDARY 
TRACK 

USRA Line No. 656 
Penn Central 

f'»nn' S / K>r *' 0n Morrison Cove Secondary Track. 
Ho’n' !* rt °* , * lP Pennsylvania RR, extends from 
(Milepost 8.0), to Brooke's Mills, Po. 
torn?*]* 1 a ^stance of 6£ miles, in Hlair County, 
ft'/.' I * ,1ln ’ V continuation of this line runs from 
kpl**' to Martinsburg (also under study in this 
! Msl Bedford Secondary Track connects with 
\ l Rro °k®’ 8 ''T'Hs and is also under study in this 
tv u.p '. ^hdaysburg, the HAP Secondary Track, 
Tf»cii ii ,rnnc ^’ an d the New Portage Secondary 
k-nv,, COnn, ‘ ct with this P.C. line. This line was n<it 

^csr ,4 ‘ n,iaiiy exct ‘ ss in t,,c us dot R< ‘p° rt 


Hew Portage \ 
Secondary —. \ 

Track. PC ] ' 

HOLLIDAYSBURG 

PORTION OF - 

MORRISON COVE 
SECONDARY 
TRACK. PC 


HftP Branch. PC 

r H&P 

Secondary 
Track. PC 



Bedford 1/ \t - Portion Morrison * 

Secondary / \ Cove Secondary 

Track. PC / \ track. PC 

/ \ 


Information for Line Retention Decision 

This line dops not directly serve any shippers. It is 
used to serve traffic generated on USRA line numbers 
216 and 657. The Recommendation is that these seg¬ 
ments Ik* included in ConRail. 


Recommendation 

It is recommended that this portion of the Morrision 
Cove Secondary Track be included in the ConRail 
System. 


PORTION OF MORRISON COVE SECONDARY 
TRACK 

USRA Line No. 657 
Penn Central 


BROOKE’S 

MILLS 

Bedford 
Secondary 
Track. PC-k/ 
/ 


PC to Hollidaysburg 



PORTION. MORRISON 
COVE SECONDARY 
TRACK. PC 


I 


f MARTINSBURG 

I Martinsburg 
I Junction 

^4- PC to Curry 


This |>ortion of the Morrison Cove Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Brooke's Mills (Milepost 14.2) to Martinsburg , Pa. 
(Milepost 22.2), a distance of SjO miles* in Blair County, 
Pa. A continuation of this line rung from Brooke’s 
Mills to Ilollidaysburg (also under study in this Re¬ 
port). Also at Brooke’s Mills, this line connects 
with the Bedford Secondary Track, PC (also under 
study in this Report). At Martinsburg Junction, this 
lino continues on to Curry (which sector is also under 
study in this Report). This line was not described ns 
potentially excess in the U.S. IX)T Report (see Zone 
79). 
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Traffic and Operating Information 


Stations (with their 1973 carload*) 

McKee _ 

Roar In* Springs - 

Mart l list m rtf - 


served by this line: 



Total carloads generated by the Une--— - 

Average carload* per week --- 

Average carloads per mile --—-— - 

Average carload* per train --- 

1973 operating Information : 

Number of round trip* per year - 

Estimated time per round trip (hour*) - 

Locomotive horsepower --- 

Train crew site - 


_1.371 

_ 26,4 

_ 171.4 

_ 13.7 

_ 100 

_ 4.0 

,. 1,200 

__ 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Hail Services Planning Office as reflected in their 
reports entitled **The Public Response to the bcorctarj 
of Transportation’s Rail Service Report” indicates that 
Martmsburg Milling Co. generated 90 carloads of feed 
grains in 1973; Obers Feed Store generated 3*2 cftrloada 
in 1973, Spring Cove Packers generated 81 carloads; 
Young's Inc. is projecting 150 carloads, and Appleton 
Paper Co. (Div. of National Cash Register) estimated 
958 carloads in 1973 and is projecting 1,237 carloads. 
Information submitted at the Altoona hearing from 
Robert A. Ilalloran, Southern Alleghenies Planning & 
Development Commission, indicates both the Roaring 
Spring Blank Paper Co. and the Appleton Paper plant 
could not survive without mil service. 


Information for Line Retention Decision 

Revenue received by PC -—— -- $663,468 

Average revenue per carload - $484 

Variable (avoidable) cost of continued 
sen’ice : 

Coat incurred on the branch line —----- 111,915 

Coat of upgrading brunch line to FRA 
Clas* I: (1/10 of total upgrading 

coat) ...— &.270 

Coot Incurred beyond t tie branch line — 366,056 


Total variable (avoidable) cost--- 487,241 


Net contribution (loan): total --- 176,227 

Average per carload. -...--— 129 


This line would require upgrading to meet the re* 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include the 
replacement of a total of 950 crossties (an average of 
119 crossties per mile). 

Recommendation 

It is recommended that this portion of the Morrison 
Cove Secondary Track be included in the Con Rail 
System. 


PORTION OF MILROY SECONDARY TRACK 
USRA Line No. 658 
Penn Central 


PC to Reedsville 


PORTION OF 
MILROY 
SECONDARY 
TRACK. PC 

3.9 miles 


To Pittsburgh-*/ 




YEAGERT0WN 


Burnham ^ 


\ / ; n<J 

/>/*—? 

' LEWST0WN 


Maitland 
Industrial 
Track, PC 


PC Philadelphia- 
Pittsburgh Lme 


This portion of the Milroy Secondary Track, for 
merly part of the Pennsylvania RR. extends from 
Lewistown (Milepost 0.0) to Yragertown* Pa . (Mile¬ 
post 3.9), a distance of 3J) milts* in Mifllin County, Pi 
A continuation of this line runs north from Meager 
town to Reedsville (also under study in this report).] 
At Lewistown this line connects with the PC Phila- 
delphia-Pittsburgh line and the Maitland Industrial 
Track, PC, the latter also under study. This line was 
not described as potentially excess in the U.S. DOT Re¬ 
port (see Zone 80). 

Traffic and Operating Information 

Stations (with their 1973 carload*) served by tlii- lin**: 

x jw 

Burnham — - ^ - j j 

Yeagertown-- ---~ ^ ! 

Lewistown 1 ------—* " 

Total carload* generated by the Une - ^ $ j 

Average carload* per week - * 

Average carload* j>er mile -- -- ]5 0 

Average »-nrloud* j>er train———— .— ' 

1973 operating Information: ^ 

Number of round trtiw per year - -. 4 

Kstlmnted time |>er round trip (hour*) -— i/XO 

Locomotive horsepower-- —-—— j 

Train crew slate- 

1 Include* only traffic on negment. 

Information Provided by RSPO, Shipper Gover 
Agencies 

Information provided at the hearing ' <>nl *' 1 . K . 
Rail Services Planning Office as retU*<'t*« ■" 1 
ports entitled “The Public Response to the Nv j 
Transportation’s Rail Service Report not ^ 
sendee was inadequate because shippers c u ^ ^ 
the cars they needed. Information ivee”* 

State of Pennsylvania’s Response to t »«* 
indicates that annual traffic on the line •“ a 
loads. 
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^formation for line Retention Decision 

{brat* received by PO - $J, 853. <m 

Avenue* rvvi*nuc per carload _ $560 

VtrtaWr i» voidable) eoKt of continued 

service: 

0*4 Incurred on the branch line _ 105, 027 

(tat of upgrading branch line to FRA 
Haas I * A of total upgrading co«t) __ 6, 315 

(tat Incurntl l>cyof)d the branch line.- 852, 3*41 


Tntnl variable (avoidable 1 cost. .. 1,033,656 


.Nrf wntrUmUon (loss) total_._ 7!>9.370 

Arnnp* j«**r airload_ 241 

This line would requirt* upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track which has a 
maximum safe ope rating speed of 10 m.p.h.). Based on 
milablt* information, this upgrading would include 
tie replacement of a total of 500 crossties (an average 
of 128 crosst ies per mile). 

Itcommendafion 

It i& recommended that this portion of the Milrov 
Secondary Track be included in the ConKail System. 


PORTION OF SHAMOKIN SECONDARY TRACK 
USRA Line No. 659 
Penn Central 


\ 

l 

RDG to — ti 

Hilton | 


PC to Buffalo 




\ 


^ Northumberland EL to Scranton 
|" _ - — «»»-PC lo Wilkts B»>ni 



THOMPSON ^.PC to 

~ Mount Camel 


PC to-» 

Hamtburg 


2.8 mile* 

l 

PORTION OF 
SHAMOKIN 
SECONDARY 
TRACK. PC 



RDG to Reading 


f ,s portion of t he Shnmokin Secondary Track form- 
r .' port of the Pennsylvania RR. extends from Sun- 
J 0.0) to Thompson , Pa. (Milepost 2.8), 

A If*” 0 * miles, in Northumberland County, Pa. 

nation of this line runs from Thompson to 
C * arnie * (also under study in this Report). At 
!»<> 7 * *) arr ' s l J,n 'p P ,1 lTnlf) line connects with t his 
k «j ***. 1,r Anbury, the Reading Railroad intersects 
''old arns * >ur £"Buffalo line and runs eastward to Slm- 
u n ’ !>1 ' rall ‘‘l this line. This line was not described 
*i. ex ce88 in the U.S. DOT Report ( 9 ec Zone 


Traffic and Operating Information 

Station* (with thpir 1973 carloads) nerved by this 

Line: Smibury * _ 113 

Total carload* generated by the line _ 1 _ US 

Average carload* per week _.._ 2 .2 

Average carload* per mile _ 40 . 4 

Average carload* per train __ 2.2 

1973 operating information: 

Number of round trips per year _..._ 52 

Estimate rime per round trip (hour*) _ -j 

Locomotive horsepower _.___ 2, 000 

Train crew size ____ 4 

1 Ttirluchht only t raffle on augment. 


Information Provided by RSPO, Shipping, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report'* indicated that 
a major anthracite coal reserve runs through this zone, 
The possibility of future energy shortages has increased 
the likelihood that anthracite may apiin be extracted 
in large quantities. 

Information for Line Retention Decision 

Revenue received by PC ______ $57,511 

Average revenue per carload _ $500 

Variable (avoidable) cost of continued 
service : 

Cost incurred on the branch line __ 35. 659 

Cost of upgrading branch line to FRA 
Class I : (1/10 of total upgrading co*t) .. 3, 555 
Cost Incurred beyond the branch line _ 29,366 

Total variable (avoidable) cost _ 68, 580 

.Vet contribution (loss): total...... (11,069) 

Average per carload _ (98) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which has 
a maximum safe operating speed at 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 180 crossties (an average 
of 64 crossties per mile). 

At this time, USRA has found no evidence of eco¬ 
nomically recoverable reserves of anthracite which 
would bo totally dependent upon this line. 

Preliminary Recommendation 

It is not recommended fhat this portion of the Sha- 
mokin Secondary Track be included in the ConRail 
System. Continued operation of this line would require 
a rail service continuation subsidy. Under 1973 traffic 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $11,069 or $98 per 
carload. Recovery of costs would require approxi¬ 
mately a 40 percent increase in traffic or a 19 percent 
rate increase over the 1973 levels. 
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PORTION OF SHAMOKIN SECONDARY TRACK 
USRA Line No. 659a 

m 

Penn Central 


Variable (avoidable) coat of cootiuued 
service: 

Coat Incurred on the branch line——— $318,88G 
Coat of upgrading branch line to FRA 
class I (J/10 of total upgrading oo«t) _ 22. 7$5 
Coat incurred b e y ot ld the branch line-498, 771 


THOMPSON P0RT10M 0F 
THOMPSON SHAMOKIN SECONDARY 

TRACK. PC 



1 -\ 

RDC to Sunbury \ 


_ 0 MOUNT CARMEL 

» _ • ^ 

I Ht Carmel Junction 
I ,— RDG to 


-Locust Gap 

and Reading 


This portion of the Shnmokin Secondary Track, for¬ 
merly part of the Pennsylvania RR, extends from 
Thompson (Milepost 2.8) to Mount Carmel , Pa . (Mile- 
|>ost 27.1). a distance of 2J^3 mile*) in Northumberland 
County, Pa. A continuation of this line runs from 
Thompson to Sunbury (also under study in this Re¬ 
port). The Reading Railroad runs parallel to this line 
between Mount Carmel and Sunbury. This line was not 
described as potentially excess in the U.S. DOT Report 
(see Zone 82). 

Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line; 


S ha mold n _—-—- 3,081 

Locust Gap Jet _—- 9 

Kagon Jet _____ ° 

lit Carmel ___ 9 


Total carloads generated by the line-3,204 

Average carload* |x*r week--- 61.6 

Average carloads jx*r mile---131.9 

Average carloads per train- 21.4 

1973 operating information: 

Xu mix* r of round trips per year- 150 

Estimated time per round trip (hours)- 10.0 

Locomotive horsepower_2,000 

Train crew size---—— 4 


Information Provided by RSPO f Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Sendees 
Planning Office as reflected in their reports entitled 
“The Public Resj>on8e to the Secretary of Transporta¬ 
tion’s Rail Service Report.” 

Information for Line Retention Decision 

Revenue received by PC ___ $636,430 

Average revenue per carload _ $199 


Total variable (avoidable) coat - $810,442 

Net contribution (Imw): total -- (204,012 1 

Average per carload _(61) 


This line would require upgrading to meet the require¬ 
ments of the Federal Railroad Administration's mini¬ 
mum safety standards (Class I track, which has t 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include the 
replacement of a total of 1,620 crosst ics (an average of 
67 ero6Sties per mile). An evaluation of the coal re¬ 
serves by USRA staff indicates this line is currently 
used as a through-route for coal shipments. Coal ship¬ 
pers on this line are: Ohm Barn, Colliery. Sun Opera¬ 
tion, Hoover Coal, and Split Vein Coal Company. 

Preliminary Recommendation 

It is not recommended that this portion of the Shu- 
mokin Secondary Track be included in the ConRail 
System. Continued operation of this line would require 
a rail service continuation subsidy. Under 1973 traffic, 
revenue and cost, levels, this line, generate* an annual 
excess financial burden amounting to $201,012 or 
per carload. Recovery of costs would require approxi¬ 
mately a 145 percent increase in traffic or a 32 percent 
rate increase over the 1973 levels. Before the Final 
Recommendation is prepared, the need for this line to 
serve fossil fuel will be re-evaluated. 

ConRail could provide service to many of the sta¬ 
tions and industries on this line segment from the paral¬ 
lel RDG line. This possibility will be evaluated. 


PORTION OF WATSONTOWN SECONDARY 
TRACK 

USRA Line No. 660 
Penn Central 

This portion of the Watsontown Secondary 
formerly part of the Pennsylvania RR* . 

Watsontown (Milepost 0.0), to Harwich. f*' r * ( 1 ^ , 
38.1), a distance of 38.1 •mile*, in Xorthumber* 
Montour ami Columbia Counties, PonnsyK 
line continues eastward for a short distance .t 01 ^ 
(which is also under study in this Report). » ( 
connects with the Harrisburg-to-Buffalo line ,k 1 ^ 

at Watsontown. 'Hie Millville Brandi, M * jy 
with this line at Eyersgrove Junction ak° l5,u ' r ' en . 
in this Reports This line was not deserd** 3l * 
tially excess in the U.S. DOT Report (see ^° ru 
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u I 


■iu« 


PC t* 

PORTION WATSOMTO*H 
SECONDARY TRACK PC 


•ITtWTOW 


K» Wburr 



m i ii Ht 

j Q light Sl»M 

/ Et—r»-|4 p C p.KOC 


EL to Scranton 


I Pap— Hill /V 

Strawberry f 

i 


\, y y 


Rt4f« 


BERWICK > ^ 

MPMI // 


Bloom%butf; e-* , 

•—i y'V* 

^ ✓ PC to Vilhes Barr* 

ROC to Root Hilton . pu^>M ^ ^ 

PC to Sun bury 

ROC to Roa^nf \ 


Traffic and Operating Information 

Suttocw (with their 1973 carloads) served by this line: 


Ttttbotvillf*___ 35 

Schuyler_ 23 

Strawberry Ridge_ 28,935 

Eyeragrove Junction_ 0 

Ught Street_ 11 

Berwick_ 1,407 


Coat incurred beyond the branch line. $4,959, 458 


Total variable (avoidable) cost. $5,938,959 

Net contribution (loss) : total_ 775,815 

Average per carload_ 28 


This line would require upgrading to meet the re- 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 10,500 crossties (an aver¬ 
age of 276 crossties per mile). Penn Central Industrial 
Develop. Dept, has informed USRA that a bulk fer¬ 
tilizer plant is under construction on this line and will 
result in an estimated 100 carloads of new business. 

Recommendation 

It is recommended that this portion of the Watson- 
town Secondary Track be included in the ConRail 
System. 


COLUMBIA BRANCH 


Total carloads generated by the line_ 30,421 

Iwigt carload* per week___ 585.0 

iTcragc carloads per mile_ 798.5 

ATcrage carloads per train ___ 89.0 

Ufa Operating Information: 

Number of round trips per year _____ 342 

Estimated time per round trip (hours)_ 12 

locomotive horsepower_ 2,000 

Train crew Mae_ 5 


Information Provided by RSPO, Shippers, Government 

Agencies 

No specific information concerning this line was pro¬ 
ofed at the hearings conducted by the Rail Services 
filing Office as reflected in their reports entitled “The 

Mir Response to the Secretary of Transportation’s 
Service Report.” USRA staff received correspond- 
' nce * mru Philco Ford concerning service to its Watson- 
1 P* ant employing 1,500 people. USRA also received 
1 ft *er from the P.P.&L. Company saying that 29,526 
* of coal are shipped over this line to the com- 
^ n * v 8 Montour Power Plant. There is a projected in- 
m coal use( j ^ that plant. The plant is located at 
^wbenr Ridge. 

Motion for tine Retention Decision 

W"* rwived by PC- $6,714,774 

** per carload.. $221 

^ (avoidable) coat of continued 
•crricc: 

<>*! ^ CQrrCd ° n branch Hne_ 891,850 

Cu! ,, . Pfrni<llnff branch line to FRA 
U/10 of total upgrading 
-■- 87.851 


USRA Line No. 661 
Penn Central 


PC to Harrisburg 


Lancaster Junction /V_ RDG Reading 3 
PC to Harrisburg j? Columbia Branch to 

PC New Holland 
Secondary Track 



Sinking Spring 


\ LANCASTER 


/ 


“ HBU COLUMBIA BRANCH. PC ' PC ’ 

-_ 

® k \ Su sou eh arm a On-irrwuitl« r 


PC to - >\ 

Porryville, Hd. 


Susquehanna 
Branch. PC 


Quarryvilte \ 

To Parkesburg 
and Philadelphia 


The Columbia Branch, formerly part, of the Penn¬ 
sylvania RR, extends from Lancaster (Milepost 68.5), 
to Columbia, Pa (Milepost 80.1), a distance of 11.6 
miles, in I^ancaster County, Pennsylvania. At Columbia 
this line connects with the Susquehanna Brandi, PC. 
At Lancaster this line connects with the following lines 
which are also under study in this Report: Quarryville 
Track. PC, to Quarryville; New Holland Secondary 
Track, PC. to New Holland; Reading and Columbia 
Branch, RI)G,to Lancaster Junction; the Philadelphia- 
Pittaburgh. PC line, running east to Parkesburg and 
west to Royalton. This line was not described as poten¬ 
tially excess in the U.S. DOT Report (see Zone 67). 
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Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Rohreratown _—----- 

MountvlUe --- 

Lancaster 1 -—---- 

Columbia 1 _ 


4.115 

367 

292 

7 


Total carloads generated by the line 

Average carloads per week - 

Average carloads per mile - 

Average carloads per train - 

1973 operating Information: 

Number of round trips per yenr_ - 

Estimated time per round trip (hours) - 

Locomotive horsepower —-- 

Train crew sire - 


_ 4, 781 

_ 91.9 

_ 412.2 

15.0 

_ 300 

12 

_ 1,750 

4 


* Include* only truffle on tcgmcnt. 

Information Provided by RSPO, Shippers, Government 
Agencies 

Xo specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report." ITSRA Staff has learned 
that businesses at Columbia cannot l>e serviced by the 
Reading ns the interchange Ixdween the Reading and 
the Penn Central was destroyed in 1972 by Agnes. 


Information for Line Retention Decision 


Revenue received by PC*. - - —— $1,953,013 

Average revenue j>er carload —- $409 


Variable (avoidable) cost of continued 
nervier : 

Cost Incurred on the branch Hue- 350. 849 

Tout of ujignidlng branch line to FRA 
('law* i (1/10 of total upgrading 

cost) _—_—----— 0 

Tost Incurred beyond the branch line. 1,359,967 


Total variable i avoidable) cost - 1,710.816 


Net contribution (loss) : Total— - 242,197 

Average per carload- 51 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). 

Recommendation 

It is recommended that the Columbia Branch l>e in¬ 
cluded in the ConRail System. 


PORTION OF NEW HOLLAND SECONDARY 
TRACK 

USRA Line No. 662 
Penn Central 

This portion of the New Holland Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
A T ew Holland (Milepost 28.0), to Lancaster , Pa (Mile- 


PC to 
Harrisburg 



post 40.0) a distance of 12.0 miles, in Lancaster County, 
Pennsylvania. A continuation of this line runs from 
New Holland to Honey Brook (also under study in this 
Report). At I^ancaster, this line connects with the Pf 
Line Philadelphia-Pittsburgh. running east to Partes- 
burg and Philadelphia and west to Roynlton and 
Harrisburg. This line was not described as potentially 
excess in the U.S. DOT Report (see Zone 67). 

Traffic and Operating Information 

Stations (with their 1973 carloads) nerved by this line: 
New Holland 1 _____3,9® 

lancnster 1 _-_-_-_ W 


Total carloads generated by the line. - 

Average carloads for week _____ 

Average carloads for mile -—- 

Average carloads per train _-—- -- 

1973 operation Information : 

Number of round trip* per year _-—-- 

Estimated time per round trip (hours). -— 

Ixicomotive horsepower ___ 

Train crew size _„_ 


4, TJf 
1MX9 

ms 

250 

M 

1730 


1 Include* only traffic on aegroent. 

Information Provided by RSPO, Shippers, Government 
Agencies 

Xo specific information concerning this line was pn> 
vided at the hearings conducted by the Rail 
Planning Office as reflected in their reports entitl 
a The Public Response to the Secretary of Transitu 
tion’s Rail Service Report.” 


Information for Line Retention 

Revenue received by PO - 

Average revenue per carload - 


Decision 


$l ( N0&frS 


$383 


Variable (avoidable) coat of continued 


service : 

Coat Incurred on the branch line - 284* 303 

Goat of uttfnidlng branch line to FRA 
Clara I: (1/10 of total upgrading 

coat) ___ 

Cost incurred bejoml the branch line— 1.333.0** 


Total variable (avoidable) coot 

Net contribution (lora): total - 

Average per carload.. - 
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This line would require no upgrading to meet the 
itqaiisnients of the Federal Railroad Administ ration's 
minimum safety standards (Class 1 track, which has a 
maximum safe operating speed of 1U mph). 

le<ommondofion 

It is recommended that this |M>rtion of the New Hol¬ 
land Secondary Track be included in the ConKail Sys¬ 
tem. 


PORTION OF SOUTHWEST SECONDARY TRACK 
USRA Line No. 663 
Penn Central 

NSW to Pittsburgh 




\ 

B&O to Baltimore 


f 

Pittsburgh i 
Erie RR 

/ 

19 2 mile* 

/pc to Brownsville 
Junction 

/.♦"PORTION OF PC SOUTHWEST 


Western Maryland Ry 
to Baltimore 


PC Coal Lick g: 
Run Branch // 


SECONDARY TRACK 
Redstone Junction 


/Union town 


FAIRCHANCE 
.•V'B&O to Clarksburg 


"Hits portion of the Southwest Secondary Truck. 
^nw>rly part of the Pennsylvania RR, extends from 
(Milepost 25.0),to Foirch/ina. Ptu (Mile- 
p** W.2) t u distance of J9J2 miles, in Fayette County, 
;^}htnia. At Reading Junction this line connects 
,he bedstone Secondary Track of the PC\ also un- 
r study in this Rejiort. It also connects with MO 
onvi<.]btviU«>-to*Fairmont Branch, the N&W line to 
and the Western Maryland line to Balti- 
* ° liru *llsvillo. This line also connects with the 
branch to McKeesj>ort at Gunnel Isville. This 
rwJ'^ nut described ns potentially excess in the U.S. 
Report (seeZone77). 


*^ c ond Operating Information 




gw ^ 1 ^ carloatla > Nerved by thbt line: 

^ tmftHf^ _ 

^bnr ^ ‘ - 

BWdoc'kl” .. 


416 

8 

4 

0 
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fnlontown 1 _ 305 

Hutchinson Siding _ 2 

Pnirchancc _____„____ 9 

Laughcarl Ovens ____ 288 


Total carloads generated by the line _ 1 , 032 

Average carloads per week ___....___ 19.9 

Average carloads per mile _ 53 . h 

Average carloads per train _ 9.9 

1973 Operating Inforiuatlou : 

• Number of round trip** per year __ jso 

Estimated time per round trip (hours) _ 7 

Locomotive horsepower ____.....____ 5,000 

Train crew size_____ 9 

* Include* only traffic on Mcgcaent 


Informotion Provided by RSPO, Shippers, Government 
Agencies 

Xo specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response’to the Secretary of Transporta¬ 
tions Rail Service Report. 1 ’ 

Information for Line Retention Decision 


Revenue received by PC ___ 2 * 301 ,125 

Average revenue per carload. ~.. $&4S> 


Variable (avoidable) cost of continued 
service: 

Cost Incurred on the banoh line_ 234, 033 

Cost of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

cost)... 50,045 

Cost incurred beyond the branch line.. 247. 731 


Total variable (avoidable) coat... 531.800 


Net contribution (loss) : total___(170.684) 

Average per carload_ (165) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I truck, which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 9,600 rrosstios (an average 
of 500 crossties per mile)* 

A 11 evaluation of coal reserves by USRA confirms 
there is an active loading facility (Laughead-Ovens) 
on this line and traffic may increase. 

Preliminary Recommendation 

Although the preliminary recommendation is that 
this portion of the Southwest Secondary Track not be 
included in the ConRail System, the possibility of im¬ 
mediately increasing revenue must Ik? explored before 
a final recommendation can be made. Without imme¬ 
diately increasing revenue, continued operation of this 
line would require a rail service continuation subsidy. 
Under 1973 traffic, revenue and cost levels, this line 
generates an annual excess financial burden amounting 
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to $170,084 or $165 per carload. Recovery of costs would 
require approximately a 150 percent increase in traffic 
or a 165 percent rate increase over the 1975 levels. 


PORTION OF WASHINGTON SECONDARY 
TRACK 


USRA Line No. 664 


Penn 

Central 


/ 


/-.PC to Carnegie 

r 

PORTION 
WASHINGTON 
SECONDARY f 

/ 

^HOUSTON 

TRACK PC 

« - 8.1 miles 

BA0 to Wheeling 

B&0 to Pittsburgh 

WASHINGTON T 

Waynesburg Secondary 

1 

1 

1 

.—Track. PC 


This jjortion of the Washington Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Houston (Milepost 15.5), to Washington, Pa, (Mile¬ 
post 23.6), a distance of 8.1 Julies* in Washington 
County, Pennsylvania. A continuation of this line 
extends north from Houston to Carnegie. At Wash¬ 
ington, this line connects with the Waynesburg Second¬ 
ary Track, PC, to Waynesburg (also under study in 
this Report) and with the Baltimore & Ohio RR. This 
line was not described as potentially excess in the U.S. 
DOT Report (see Zone 76). 

Traffic and Operating Information 

Station* (with their 1973carload*> nerved by this line: 

Meadow I-a ml* _—J_ 315 

Washington ----- 379 


Information for Line Retention Decision 


Revenue received by PC--- fcSU.tiQ 

Average revenue per earlond- - $344 


Vnriahle (avoidable) coat of continued service: 

Cost incurred on the branch line-,--130,112 

Cost of upgrading branch line to FRA 
Class I: <Vio of total upgrading cost)— 24,523 
Cost Incurred ln*yond the branch line.—. 161,710 


Total \ f arlahle (avoidable) coat - 322til 

Net contribution (loss) : total ---— '42,268) 

Average per carload --- (52) 


This lino would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (('lass 1 track, which his 
a maximum safe operating speed of 10 mph). Bo9«I 
on available information, this upgrading would include 
the replacement of a tola] of 4.000 crossties (an avewp 
of 494 crossties per mile). An evaluation of coal reserve 
by USRA indicates there may be reserves adjacent to 
this line. The exact nature of the reserves and the 
probability of mines opening in the near future cannot I 
lx* assessed at this time. 

Preliminary Reccmmendation 

It is not recommended that this portion of the 
ington Secondary Track Ik* inrhided in the ( onRail 
System. Continued operation of this line would require 
a rail serv ice continuation subsidy. Under 11)73 traffic, j 
revenue and cost levels, this line generates an annual 
excess financial burden amounting to $42,268 or $5- 
per carload. Recovery of costs would require approu 
mutely an 85 per cent increase in traffic or a 15 percent 
rate increase over the 1973 levels. 

Costs may also be reduced by reduced frequency, i 
though this alone will not make the line viable. 


PORTION OF PHIIADEIPHIA-PITTSBURGH UNE 


Total carload* generated by tlie line - 815 

Average carload* per week.™-- 15.7 

Average carload* per mile™—--- 100. 5 

Average carload* per train ___ 5.4 

1973 operating Information : 

Number of round trl|w« per year -- 150 

Estimated time per round trip (hour*) - 6.0 

Locomotive horaejwwer - 1, 200 

Train crew size ___ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report”. 


USRA Line No. 691 
Penn Central 

This portion of the Philadelphia-Pittsl'ingh ’ 
formerly part of the Pennsylvania KR. px, ‘ lu ui|*- 
ParMuty (Milepost 44.0), to Lancaster. I j . 
post 64.5), a distance of 20.5 miles, in t hestcr ^ 
•aster Counties, Pennsylvania. Continuations 
line extends eastward from Pnrkesburg to 11 f j^. 
»nd westward from l>ancaster to Pittsburp >• ^ 

master-Royal ton j»ortion of the west wan ton 1 
is also tinder study in this Report. ( ount* tions 
the PC Susquehanna Brandi at Pnrk<*> >"'?• 1 . ,] K 
burjr RR nt Iranian Place; and at ham..^* 

PC's New I Tolland Secondary Track. Colnm 
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PCftHarntbyr i 


New Holland Secondary Trade, 
PC to Honey Brook 


PORTION PC LINE 
PHILADELPHIA- 
ITTSBURGH 



LANCASTER 

s'y 

'I w. J 

Celomb ^ Brandi. | Stracburg RR 

PC to Colombia I 

Quarry vi lie Track. PC 


PC to Philadelphia 


/ PC Atglon A Susquehanna 
S 4—Branch, to Columbia 


m<l Qaarryville Track. All of these connections at 
Lancaster are under study in this Report. The Read¬ 
ings Reading and Columbia Branch also connects at 
Lancaster and is under study in this Report. This line 
ns not described as potentially excess in the U.S. DOT 
Report (see Zones 66 and 67). 

Trcflfc ond Operating Information 

StitloM (with their 1973 carloads) iferved by this line: 

Atgien_ _ 

Cbriatlawi _____ 

Cip_ 

VtoUgp_^__ 

letmin Place_ _ __ _ _ 

Blrd-te-H u :■!_ _ 

Wltiwr_ „ _ 

CcrdonrUlf _ 

Total carloads generated by the line 

Awge carload# per week _ 

Atnag* mrlo id# per mile_ _ 

Aitnge carloads per train __ __ _ 

®^&P*rHtln£ Information: 

Number of round trip# per year _ 

kthnated Urne per round trip (hour*) _ 

tflcocnoeivr* horsepower _ 

Tnia crew __ __ 


95 

51 

11 

0 

456 

144 

60 

187 



50 
10.0 
1, 750 

4 


Wwmotion Provided by RSPO, Shippers, Government 
Agencies 

specific information concerning this line was pro- 
p , H at ^ u ‘ hearings conducted by the Rail Services 
wmmg Office as reflected in their reports entitled 
•inV D U .]' C ^ es P«nSB to the Secretary of Transporta- 
T K 7 Service Report.” USRA staff has discussed 
^Pw&ibihty, with both SEPTA and Amtrak, that 
“CPrioifs may wish to purchase, lease, or otherwise 
^iin* segments of track such as this for passenger 
bon \i f LS 'n >n> ' U ^ C< ^ ' n Regional Rail Reorganiza- 
w ih I* has “I 80 been discussed by USRA 

britfir * • f S* a te of Pennsylvania at the technical 

‘“’gspvtm by USRA. 

° , ' 0n for bin* Retention Decision 

by I>C - $436, 232 

DUfk l* r carload ___ $434 


Variable (avoidable) coat of continued 
service: 

Co«t incurred on the branch line_$107,908 

Coat of upgrading branch line to FILL 
class I: (1/10 of total upgrading 

coat)- o 

Coat incurred beyond the branch line_ 822, 663 


Total variable (avoidable) coat_$520,571 

Net contribution (loss); total___ (85.339) 

Average per carload___ (gg) 

This lino would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 mph). 

Preliminary Recommendation 

It is not recommended that freight service* be pro¬ 
vided over this portion of the Philadelphia-Pittsburgh 
Line by the ConRail System. Continued operation of 
this line would require a rail service continuation sub¬ 
sidy. Under 1073 traffic, revenue, and cost levels, this 
line generates an annual excess financial burden amount¬ 
ing to $85,330 or $85 per carload. Recovery of costs 
would require approximately a 75 per cent increase in 
traffic or a 20 per cent rate increase over the 1073 level* 


PORTION OF PHILADELPHIA-PITTSBURGH LINE 
USRA Line No. 69Jo 
Penn Central 

/ 

•*4 RDG to Lancaster 

Lrtmon Rwm.ni . J«««io«i 

Tr»<*. PC to y I 

Lel»ion / j PC to Luicastar 

/ *» - 17.5 Mile. - 1 - V »i*d Philadelphia 

7 - * ' -i- 

COMEWAGO T LandisvIltoT LANCASTER 
PC to Royal ton / f MILEPOST 71.0 

and Harrisburg PORTION OF 1 

PHILADELPHIA L 

TO PITTSBURG I ROG to Columbia 
LINE. PC 

This portion of the Philadelphia-Pittsburgh line, 
formerly part of the Pennsylvania RR, extends from 
West of Lancaster (Milepost 73 . 0 ) to Conewago , Pa* 
(Milepost 90 . 5 ), a distance of 17£ miles , in Ii&ncaster 
County, Pa. This line continues east to Lancaster and 
west to Royalton, Pa., with both continuations also 
under study in this Report. At Lancaster this line 
intersects a portion of the Reading and Columbia 
branch of the Reading, and at Concwago Junction it 
connects with the Icbanon Running Track of the PC. 
Both of these connecting lines are under study in this 


771 






















10114 


Report. This line was not described as potentially excess 
in the U.S. DOT Report (see Zone 07). It was studied 
because of the reroute of through freight services from 
this line. 


Traffic and Operating Information 

Stations (with their 1973 carload*) served by this line: 
Lamllsvllle .. 50 

Mt. Joy_— 958 

Florin--- 184 

Rhovma-- 211 

Elizabethtown -- 905 


Total carloads generated by the line - 2,398 

Average carloads per week --- - - 46.1 

Average carloads per mile - 137.0 

Average carloads per train - 9.6 

1973 operating information: 

Number of round trips per year - 250 

Estimated time per round trip - 10. 0 

Ixicotnorive horsepower __ 1, 750 

Train crew size __——- 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled a The Public Response to the Secretary 
of Transportation Rail Service Report” indicated that 
Agvvav generated 123 carloads in 1973. 

Information for Line Retention Decision 


Revenue received by PC_$1. 089, 590 

Average revenue per carload- *454 

Variable (avoidable) coat of continued 
service: 


Coat Incurred on the branch line_317. 502 

Cost of upgrading branch line to FRA 

class I (l/lo of total npgmdlng coat).. 0 

Cost Incurred beyond the branch line-.*. 611. S40 


Total variable (avoidable) cost- 929,342 


Net contribution (loss): total_ 160.248 

Average per carload___ 67 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 m.p.h.). The 
Concwago Industrial Park, not yet completed, is ex¬ 
pected to generate 4,000 carloads hv 1979. Also, the 
Middletown Area Association has plans for a sewage 
treatment facility to be built in conjunction with the 
Conewago Industrial Park. 

Recommendation 

It is recommended that this portion of the Phila¬ 
delphia to Pittsburgh line be included in the ConRail 
System. * 


PORTION OF THE PHILADELPHIA-PITTSBURGH 

LINE 

USRA Line No. 69 1 b 
Penn Central 

Lebanon Running 

V, PC to Hair if burg 

N(_ 

X ROY ALTON 4 Mite* / 

PC id I I | T~ ... . 

PORTION OF THE PHILADELPHIA- PC to Lancait* 
PITTSBURGH LINE. PC and Philadelphia 

This portion of the Philadelphia-Pittsburgh Line, 
formerly part of the Pennsylvania RR, extends from 
Concwago (Milepost 90.5) to Royalton , Pa. (.Milepost 
94.5), a distance of ^ miles* in Dauphin County, Penn¬ 
sylvania. A continuation of this line runs eastward to 
Lancaster which is also under study in this Report, At 
Conewago this line connects with the Lebanon Running 
Track, PC, which is also under study in this Rejwrt. 
At Royalton, this line continues westward to Harm* 
burg and connects with tlie Susquehanna Branch PC. 
This line was not described as potentially excess in the 
U.S. DOT Report (see Zones 67 and 81 ). 

Information for Lino Rotention Decision 

This line serves no shippers and is not required to 
serve any line recommended for inclusion in the Con- 
Rail System. Information from USRA and Penn Cen- 
tral staff indicates through service only —no local serv¬ 
ice. Amtrak presently uses this route for intercity trams 
to and from the midwest, as well as for Harrisburg* | 
Philadelphia service. 

Preliminary Recommendation 

It is not recommended that this portion of the Pi* ^ 
dolphin to Pittsburgh line be included in the ( onRai 
System. Continued operation of this line would requin? 
a rail sendee continuation subsidy. ConRail 
freights will not be routed over this segment. 

PORTION OF PHILADELPHIA-PITTSBURGH L' nE 

USRA Line No. 691c 
Penn Central 

This portion of the Philadelphia-Pittsburph^ ^ 
formerly part of the Pennsylvania RR> Mil^P 06 


Track. PC to Lcbuno* 

V 
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ROC to Lancaster Junction t0 Mon *r Brook 

0.5 Hilts " 

l\ ^ 


PC tt Marr« iburf \ 

Jr, 

LA* CASTER 
Kilepost 73.0 


S Bird-In-Hand 
i Lancaster + 


PC to Philadelphia 
Gordonvillo ^ 

1PRP MILEPOST 64 5 

I \ PORTION OF PHILADELPHIA- 


PITTSBURGH LINE. PC 
PC to Quarryville 


loMilepost 73.0, at Lancaster, Pa. a distance of 8J> mile*, 
it Lancaster County, Pennsylvania. A continuation of 
this line runs eastward to Philadelphia and westward 
to Harrisburg. These continuations are under study in 
this Report, between Parkesburg and Royalton, Pa. At 
Lancaster, this line connects with the Reading and 
Columbia Branch of the Reading and the Columbia 
Branch and QoarryriUe Track of the PC, all of which 
m also under study in this Report. It also connects at 
Lancaster with the PC New Holland Secondary Track, 
*iich is under study in this Report. This line was not 
scribed as potentially excess in the U.S. DOT Report 
(see Zone 67). 


Wormotion Provided by RSPO, Shippers, Government 

Agencies 

No specific information concerning this line was pro- 
‘ded at the hearings conducted by the Rail Services 
fining Office as reflected in their reports entitled 
Public Response to the Secretary of Transporta- 
ikm'sRttil Service Report.” 


Wormotion for Line Retention Decision 

This segment was studied because of the recom- 

^ ftl removal of ConRail through freight services 
^ this line. 


Commendation 

This Imesegment will continue to receive local freight 
p mre from proposed through route at Columbia. 


ERIE & PITTSBURGH BRANCH 
USRA Line No. 712 
Penn Central 

portion of the Erie & Pittsburgh Branch, for- 
,?jj ’ t ^ ie Pennsylvania RR, extends from 

fyu 70.6) to Jamestown, Pa. (Milepost 

» a (,vtilnce °f fSJf milrsl in Mercer County, Pa. 
T|* south from Sharon to New Castle. 

^ aron Prnnch to Youngstown connects at 
and ^ Stoneboro Branch connects at 
^nRnv ^ Youngstown line runs parallel 
lard to Greenville (another PC line extends 


PC to Thornton Junction 

V 

__ _ ''-s I JAMESTOWN 

PC to Dorset and 

Ashtabula ^ PC to Stoneboro 

1 Bessemer & Lake Erie 
1 RR to Conneaut 

1 V/ 

I ' 


Shenango: EL to Meadvill* 


19.9 miles 


Pymatuning 
.*1 
'•f i 

EL to Leavittsburg j 
Fcrrona •’ 

- >C/!±~4\ SHARON 

s *S T\ 

PC to Youngstown / | 


A BALE to North 

r - Bessemer 
Bruin \ 


PORTION OF ESP 
BRANCH. PC 


HL to Youngstown | V 

A ' 

PC to New Castle 


EL to New Castle 


from Jamestown to Thornton Junction). The Sharon 
Branch is also understudy in this Report. The Bessemer 
& Lake Erie RR connects at Shenango. This line was 
not studied in the U.S. DOT Report (see Zone 75). 


Traffic and Operating Information 

Station* (with their 1973 carloads) served by this line: 


Sharp* ville_ r>97 

Transfer_ 0 

Shenango_ 37 

Greenville_ 552 


Total carloads generated by the line__ 1,186 


Average carloads per week_ 

Average carloads per mile_ 

Average carloads per train_ 

1973 operating information: 

Number of round trips per year_ 

Estimated time per round trip (hours) 

Locomotive horsepower_ 

Train crew sixe_ 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled “The 
Public Response to the Secretary of Transportation’s 
Rail Service Report.” Information received from the 
Penn Central indicates that Shenango, Inc. handled 
1,200-1,500 outbound cars per year and that the EL 
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Railroad brings in all of their raw steel direct from 
furnaces at Sharon* 

Information for Line Retention Decision 

Revenue received by PC'--$331.4SH 

Averajii* revenue jior nirhuid. -— 

Variable (avoidable) cost of continued 
service: 

(%>st Incurred on the branch line..— 277.955) 

Cost of upgrading branch line to FRA 
Class 1 : ( 1/10 of total upgrading cost) 0 

Coed incurred beyond the branch line,. 230. 821 


Total variable* (avoidable) cost.... 50S.780 


Net contribution (Ions) : total- (177.342) 

Average per carload-........—— (150) 


under study in this Report as potentially excess. This 
line was described as potentially excess in the US. rx)T 
Report (see Zone 86). 

Traffic and Operating Information 

SiutloiiM i with their 1973 carloads) served by thb* line: 


Germantown-- pg 

Chestnut IIU1__’_____ \ 

Total carloads generated by the line__ lg 

Average carloads per week.—_______2> 

Average carloads per mile_____ 2S1 

Average carloads per train____ 

1073 operating Information: 

Xumber of round trips jier year---- VA 

Kst imuted time per round trip (hours).._ 20 

Locomotive horsepower_ 1.200 

Train crew sine_ 4 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (('lass I track, which has 
a maximum safe operating speed of 10 m.p.h.). 

Preliminary Recommendation 

It is not recommended that this portion of the Erie & 
Pittsburgh Branch lie included in the ConRail System. 
Continued ojieration of this line would require a rail 
service continuation subsidy. Under 1973 traffic, revenue 
and cost levels, this line generates nn annual excess 
financial burden amounting to $177,312 or $150 per car¬ 
load. Recovery of costs would require approximately a 
180 percent increase in traffic or a 50 percent rate 
increase over the 1973 levels. 


CHESTNUT HILL BRANCH 
USRA Line No. 903 
Reading Railroad 

CHESTNUT HILL 


Chestnut Hill Q 


PC Chestnut 
Hill Branch 

RDG to 
Falls and 
Reading 



RDG to Jenkintown, 
Bethlehem, and Bound 
Brook 


I 


WAYNE * 

JUNCTION 

^ i Nr 
i—- 

l f RDG Ninth Street 

Branch to Philadelphia 


RDG to Bound Brook 

RDG to Port 
Richmond 


The Chestnut Hill Branch, extends from Wayne 
Junction (Milepost 5.1), to Chestnut Hill y Pa. (Mile¬ 
post 10.8) a distance of ,5.7 miles, in Philadelphia 
County, Pennsylvania. At Wayne Junction, this line 
connects with the RDG Ninth Street Branch. Chestnut 
Hill is also served by the I*C Chestnut Hill Branch, also 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretory 
of Transportation’s Rail Service Report'’ indicated that 
this Reading Branch serves 6,000 daily commuters is 
pail of the SEPTA system. Reading operates this serv¬ 
ice under contract with SEPTA, Local officials insisted 
that the right-of-way must Ik? preserved for SEPTAt 
use in the event ConRail does not have this line within 
the ConRail Final System Plan. The P.U.O. estimiUd 
that this line generates 145 carloads per mile eachynr. 
Pennsylvania’s rtqmnse indicated that the annu»] 
freight traffic on this line is al>ove the DOT carload 
standard. Pennsylvania also cited n number of factor* 
which would inhibit firms from easily switching fro® 
rail service to truck service. USRA staff has met 
eral times with SEPTA to discuss SEPTA s require¬ 
ments for continuation of passenger service on this 
as well as the possible acquisition of the branch by 
SEPTA. SEPTA is currently preparing an inventory 
of its suburban facility requirements which will hens* 
in future discussions about the future of this and other 
Philadelphia area lines. 


Information for Line Retention Decision 

Revenue received by RDG ——- 

Average revenue per carload-—- 


$ 11 . 1 * 


Variable (avoidable) cost of continued 
service: 

Cast incurred on the branch line- 

Cost of upgrading branch line to FRA 
Class I: (1/10 of total upgrading cost) 
Cost incurred beyond the branch line— 
% 

Total variable (avoidable t cost- 


52,341 


0 

ll.S® 




Xet contribution (loss): total..—--— 

Average per carload-—- ^ 

This line would require no upgrading f°. ,n N n ** 
requirements of the Federal Railroad Admin 111 
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minimum safety standards (Class I track, which has a 
mjximum safe operating speed of 10 in.p.h.). 

Preliminary Recommendation 

It is not recommended that this portion of t lie* Chest¬ 
nut Hill Branch be included in the ConRail System for 
bright nr Trice. Passenger service will remain. Under 
1973 traffic, revenue and cost levels, this line generates 
ui annunl excess financial burden amounting to $.V2,01G 
or$363 per carload. Recovery of costs would require ap¬ 
proximately n two hundred-fold increase in traffic or a 
430 percent rate increase over 1973 levels. 


PORTION OF NEWTOWN BRANCH 
USRA Line No. 904 


Reading 


ROC NEWTOWN 

NEWTOWN f 
BRANCH—*# 

Bethayres / 


N««r York 
Branch. RDG 




New York Short 


r 1 

V Line. RDG 


X CHELTENHAM JUNCTION 
S* 

^ RDG to Philadelphia 


Th<» Newtown Branch extends from Cheltenham 
Junction (Milepost 8.6) to Newtown, Pa . (Milepost 
a distance of 17.8 miles, in Philadelphia. Mont* 
px^ry. and Bucks Counties. Pennsylvania. This line 
connects at Cheltenham Junction with the New York 
^>ort Line between Newtown Junction and Neshaminy 
* a " 8 * Tho Heading Company operates suburban passen- 
service over this line under contract to the South* 
Pennsylvania Transportation Authority. This 
was described as potentially excess in the U.S. DOT 
(see Zone 66). 

0n d Operating Information 

(with their 1973 carloads) served by this line: 

^mthaioptou __ l 4 

***** -107 


. Total «®rioad* generated by the line_ 

***** carloads per week._ 

?*** carlo *d« pi‘r mite... 

carloads [H* r train_ 

‘ "Pitting information: 

^ Dl *r °* round trips per year___ 

7 ™**'* I*r round trip I hours)_ 

TraitT f,IVe h f,r *epower_ 




121 

2.3 

7.9 

2.3 

52 
8 0 
1,500 

4 


Agenc* ^ r0v,< ^ 0C ^ by RSPO, Shippers, Government 

^ r ;^°n provided at the hearings conducted by 
ai Services Planning Oflice as reflected in their 


reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
Lovelle Aircraft’s rail usage has been infrequent in the 
past, but the company recently signed a contract with 
the U.S. Department of Defense which will necessitate 
the use of rail service. The Frost-Watson Lumber Co. 
stated trucking lumber through residential areas is im¬ 
possible. This branch is also utilized for commuter serv¬ 
ice between Philadelphia and Newtown with an esti¬ 
mated 500 daily passengers. Pennsylvania’s response in¬ 
dicates this passenger figure has increased dramatically 
during the last few years due to the energy crisis. 
Pennsylvania’s response also indicates the Frost-Watson 
Lumber Co. has just completed an expansion of their 
facilities constructed under the assumption of continued 
rail service. 

Information for Line Retention Decision 

* 

Revenue received by RDG _$n t 9 G 2 

Average revenue per carload_ $124 

Variable (avoidable) cogt of continued 
service: 

Cost Incurred on the branch line_‘51,324 

Cost of upgrading branch line to FRA 
Class I: O/10 of total upgrading cost) __ 0 

Cost incurred beyond the branch line_ 11 . 756 

Total variable (avoidable) coat_ 63,080 

Net contribution (loss): total___( 43 , jj 8 ) 

Average per carload_ (398) 

1 Excludes maintenance coats due to the existence of commuter 
services. 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). 

Preliminary Recommendation 

• It is not recommended that freight service be pro¬ 
vided over this portion of the Newtown Branch by the 
ConRail System. Continued operation of this line 
would require a rail service continuation subsidy. 
Under 1673 traffic, revenue and cost levels, this line 
generates an annual excess financial burden amount¬ 
ing to $48,118 or $398 per carload. Recovery of costs 
would require approximately a fifteen-fold increase in 
traffic or a 320 percent rate increase over the 1973 levels. 


DOYLESTOWN BRANCH 
USRA Line No. 905 
Reading Railroad 

The Doylestown Branch, extends from Lansdale 
(Milepost 0.0) to Doylestown^ Pa. (Milepost 10.0), a 
distance of I0J) miles , in Bucks and Montgomery Coun- 
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\ ^-RDG to Bethlehem 

\ 

\ 


Stony Creek Branch. ' 

ROC to Morristown \ 10 0 T i,e * 

V ' 1 


DOYLESTOHN 


LANSDALE 


DOYLESTOWN BRANCH. RDG 


^4 - RDG to 

\ Philadelphia 


tics, Pennsylvania. At Lansdale, this line connects with 
the Reading’s l’hiladelphia-to-Bethlehem line and 
Stony Creek Brunch. This line was described as po¬ 
tentially excess in the I’.S. DOT Rej>ort (sec Zone 06). 


Traffic and Operating Information 

Station* (with their 1978 carloads) *ervcd l»y this line: 

Thai font-—- 

New Britain-—— 


5U 

98 

o 

275 


Total carloads gvnorat*Ml by the line.. 429 

Average carloads per week- s 

Average carloads pvr mile---— '*-•9 

Average carloads per trnln----- -• 8 

1978 operating information: 

Number of round trips per year —- lfrd 

Kstimutcd time per round trip (hours)- •'* 

I^ocomotive horsepower.--——-1,500 

Train crew site- *• 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Kail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
the local firms and government officials regard the line 
as essential to the area. SEPTA indicated that lines no 
longer viable from a freight standpoint would still be 
needed for commuter sendee. 


Information for Line Retention Decision 

Revenue received by Heading-—- $01, 780 

Average revenue per carload- $144 

Variable (avoidable) coat of continued 
service: 

Cost incurred on the branch line-110,385 

Cost of upgrading branch line to FRA 
Class I: (1/10 of total upgrading 

Cost Incurred beyond the branch line... 45. 584 

Total variable (avoidable) cost- 155, 909 


Net contribution (lows) : total--- (94,183) 

Average per carload-— (220) 

This lino would require no upgrading to meet the 
requirements of (lie Federal Railroad Administration’s 


minimum safety standards. (Class I track, which hist 
maximum safe operating speed of 10 m.p,h,). F. D, 
Hartzel’s Sons Co. Inc., presently is building an indus¬ 
trial park at Clmlfont which would use rail service if jt 
was available. A representative of Mrs. Pauls Kitchen 
indicated that plans for a 40 percent,expansion in facili¬ 
ties would be abandoned if rail service is curtailed. 

Preliminary Recommendation 

Although the preliminary recommendation is that the 
Doy lest own Branch not lx* included in the Con Rail Sys¬ 
tem, the possibility of immediately increasing revenue 
must lx* explored before a final recommendation can 
lie made. Without immediately increasing revenue.am- 
tinned operation of this line would require a rail service 
continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
burden amounting to $94,183 or $220 per carload. Ro* 
coverv of costs would require approximately i six fold 
increase in traffic or a 150 percent increase over the 1973 
levels The ultimate disposition of this smaller bankrupt 
carrier (see Chapter 3) may improve carrier revenue« 
the acquiring road can “long-haul”. The present car 
loads per mile, however, indicate that the line would not 
likely be viable under this circumstance. 


THE PERKIOMEN BRANCH 

USRA Line No. 906 

Reading 

RDG to Allentown 
EMMAUS JUNCTION jt-'" 


"7 

RDG to Reading 
PC to Reading 

a 


RDG to Reading 


PERKIOMEN BRANCH. RDG 
4 38.5 miles 


d ,n * Oaks 

VkIx 

IIIMCTION > 


PERKIOMEN JUNCTION 

RDG to Philadelphia 


x PCtoPhila<klpfc‘ a 




The Perkiomen Branch, extends frum 
(Milepost 0.0), to Enwutu* Junction (MilefX** • 
a distance of 38J) mile*, in I^ehigh. Berks.. ^ 

and Chester Counties, Pennsylvania. At \ r 
Junction this line connects with the Rea< mg 
delphia-to-Pottsville line, and at Knmu 11 * ^ 

with the Reading East Pennsylvania Bran< h 
Perkiomen Junction (Oaks, Pa.), Bic 11,1 
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with tlif PC Schuylkill Secondary Track, which is 
under study in this Report. This line was described 
potentially excess in the U.S. DOT Report ( see Zones 
(6and 69). 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). 


Traffic ond Operating Information 

gallons |with their 1073 carloads) server! by this line: 

CoUetnvillf ....- 58 . 

SdnrenkM'ille-—- 22 

fltlfonl- 2 

Green l-une-—-—- 53 

DUllwr- 2 


Total carload* generated by the line.....- 4,592 

Arerage carloa»L«* per week -—--— 88.3 

An»np* airload* per tnlle ------- 119.3 

Aimgccarlotid* JM*r train _____ 14. 7 

1375oprraling Information: 

Xomber of round trips |K>r year _-_- 312 

Edlmniitl time |ier round trip (hours) - 8w0 

loconiotlvo horaejKJwer _ 1,500 

Train crew size_______ 4 


Information Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
tie Rail Services Planning Office as reflected in their 
reports out it led “The Public Response to the Secretary 
of Transportation's Rail Service Report” indicates that 
feline generates 110 rail cars per mile. According to 
Perm. DOT, four firms would be forced to close, and 400 
1°** w 9uld 1 m* lost. Two companies plan to locate along 
°ne firm is a t rucking company that expects to 
genemte* between 800 and 1,000 carloads a year. Penn- 
s .*lvanift8 response states that the trucking company 
that plans on locating on this line has already invested 
heavily in land and buildings and employed 75 workers. 
f necessary that this line remain intact to the PC 
n ' c hange at Oaks to provide alternate southern rout- 

^ ^° r oversized shipments (narrow tunnel at Dill- 

a*er), 

'"formation for Line Retention Decision 

®"*W*t*Wiv w | by RDO. .... $341,083 

***** i*vpaa<> per carload _ $140 

1 ■ vojrtnl>l e ) cog! D f continued 

WTVtO 

f *' iv " rr, ''l on the branch tine _ . r i02.390 

‘ '* "PWratUmr branch line to KRA 

* H/tOof total upgrading cost). 0 

IIK ' ,,r ”‘<l Ix-ynnd the branch line _ 477, 443 

T'l'i! rariaMe (avotdnble) cost _____ 979.833 

iZy* " rw8) : ,0,al - - (337. «W) 

Wr carload.. (74) 


Preliminary Recommendation 

It is recommended that service bo provided to Oaks. 
For the remainder of the line, although the preliminary 
recommendation is that the l’crkiomen Rraneh not be 
included in the ConRail System, the possibility of im¬ 
mediately increasing revenue must be explored before 
a iituil recommendation can lie made. Without immed¬ 
iately increasing revenue, continued operation of this 
line would require a rail service continuation subsidy. 
Under 1973 traffic, revenue and cost levels, this line 
generates an annual excess financial burden amounting 
to $337<8.'>0 or $74 |»cr carload. Recovery of cost would 
require approximately a two-fold increase in traffic 
or a 50 percent rate increase over the 1973 levels. 


FRENCH CREEK INDUSTRIAL TRACK 
USRA Line No. 908 
Reading 


-Wilmington & Northern Branch. RDG. 
\ to Birdsboro 

v FRENCH CREEK INDUSTRIAL 

TRACK. RDG „ „ .. 

2.7 miles 




RDG to Elsmere Junction 
and Wilmington. Del. 


The French Creek industrial Track, extends from 
Plrerson (Milepost 0.0) to Warwick^ Pa. (Milepost 
2.7), a distance of 2.7 mile*, in Chester County, Pa. At 
Elverson this line connects with the Reading’s Wil¬ 
mington & Northern Branch, which line is also under 
study in this Report. This line was described as po¬ 
tentially excess in the U.S. DOT Report (see Zone 66). 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the* Secretary of Transporta¬ 
tion’s Rail Service Report.* 1 
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Information for Line Retention Decision 

Available information indicates that no shippers arc 
directly served by this line. 

Preliminary Recommendation 

It is not recommended that the French Creek Indus* 
trial Track lie included in the ConRail System. 


COLEBROOKDALE INDUSTRIAL TRACK, 
READING 

USRA Line No. 909 
Penn Central 


ESHBACH 


RDG to Reading 



PC to Reading 


^ COLEBROOKDALE 
* INDUSTRIAL 
TRACK. RDG 

12.1 Miles 


RDG to Philadelphia 
POTTSTOWN J 

'r 

PC to Philadelphia 


The Colebrookdale Industrial Track extends from 
Eshbach (Milepost 0.0) to Pottstown, Pa. (Milepost 
12.1), a distance of 12.1 miles, in Montgomery and 
Berks Counties, Pennsylvania. At Pottstown, this line 
connects with the Readings Philadelphia-to-Pottsville 
Line. This line was described as potentially excess in 
the U.S, DOT Report of February 1, 1074, except for 
the portion from Boyertown to Pottstown (see zones 
66 and 68). 

Traffic and Operating Information 


Station* (with their 1973 carload*) served by thin line: 

Pine Forge_._ 14 

Colebrookda 1 e _ 7 

Boyertown _:___1,087 

New Berlinvllle_ 12 

Beehtelavillo_ 23 


Total carloads generated by the line_1,093 

Average carload* per week______ 21. 0 

Average carloads per mile_ 90.3 

Average carloads per train...._ 7.0 

1973 operating Information: 

Number of round trips per year_ 150 

Estimate time per round trip (hours)_ 5.0 

Locomotive horsepower________ j t 590 

Train crew slate_ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 


reports entitled “The Public Response to the Secretarr 
of Transportation’s Rail Service Report” indicates that 
Boyertown Auto Body Works estimated 307 carloads 
in 1073 and projected 658. The Penn DOT reported that 
the segment from Eshback to Boyertown generated 64 
carloads of freight in 1973. Superior Underwear Inc. 
generated 756 tons in 1973. Pennsylvania’s resjionse in¬ 
dicates about 200 acres of land along the railroad which 
are zoned for industrial use. 

Information for Line Retention Decision 


Revenue received by PC_$163,408 

Average revenue per carload_ $150 


Variable (avoidable) cost of continued 
service: 

Coat incurred on the branch line_100.974 

Coat of upgrading branch line to FRA 

Clan* I: (1/10 of total upgrading cost). 0 

Coat incurred beyond the branch line_ 100,455 

Total variable (avoidable) coat_ 267,429 


Net contribution (loss): total_ 1101 , 021 ) 

Average per carload_ (95) 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Glass I track, which has* 
maximum safe oi>erating speed of 10 m.p.h.). 

Preliminary Recommendation 

Although the preliminary recommendation is that the 
Cobroohlalc Industrial Track not be included in the 
ConRail System, the possibility of immediately in* 
creasing revenue must bo explored before a final recom¬ 
mendation can be made. Without immediately inen**- 
ing revenue, continued ojjeration of this line wouW 
require a rail service continuation subsidy. Under 1973 
traffic, revenue and cost levels, this line generates an 
annual excess financial burden amounting to ^104,021 or 
$95 per carload. Recovery of costs would require ap 
proximately a 60 percent rate increase over the 1973 
levels. Service to Boyertown will be carefully review* 1 - 


KUTZTOWN INDUSTRIAL TRACK 
USRA Line No. 910 
Reading Railroad 

The Kutztown Industrial Track. extends from 
town (Milepost 0.0), to Topton , /Vr. (Milepost ■ • » 
distance of 4-4 mile*, in Berks County, Penns) '* 

At Topton this line connects with the Reading 8 ' ^ 
Pennsylvania Branch to Allentown and 
line was described as potentially excess in the 
Report (see Zone 68). 
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KUTZTOWN 


KUTZTOWN 
INDUSTRIAL 
TRACK. RDG 



RDG to Allentown 

^4.4 miles^ — 


TOPTON 






RDG East Penn 
to Reading 


Branch 


Troffk and Operating Information 

Nittan (with their 1973 carloads) served by this line: 

Kittctown----- 408 


Total carloads generated by the line_ 408 

Ararage carloads per week_-_-___-_ 7.9 

ATprage carloads per mile_ 92. 7 

Arpragr t-arloads j>er train--- 2.0 

1W5 Operating Information: 

Number of round trips per year____ 150 

Estimated time per round trip (hours)_ 3.0 

Ucotuotlre horsepower_ 1 _._1, 500 

Train crew size___ 5 

Wormotion Provided by RSPO, Shippers, Government 

Agencies 


Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
imports entitled “The Public Response to the Secretary 
r, f Transportation’s Rail Service Report" indicated that 
PI C estimated 402 annual carloadings along this 
Bur. 


Information for Line Retention Decision 

received by RDG ___ $00. 893 

revenue per carload _ $164 

'wiable (avoidable) coat of continue 
*rvic*: 

7* incur nil «.n the branch line _ 65.512 

Ca * of grading branch line to FRA Class 

I* (1/10 of total upgrading cost)_ 0 

( '*t bcum-d lieyond the branch line _ 35.383 


^°tal variable (avoidable) cost___ 100.900 


ftcantrilMitloo (loss): total...__<34,007» 

***** ix-r ca rload___ (83) 

V** ^ n ° w ould require no upgrading to meet the rc- 
^nunents of the Federal Railroad Administration’s 
^nimum safety standards ( Class I t rack, which has a 
mum operating speed of 10 in.p.h.). 


Prtli 


m,nar y ^commendation 

p . 

OMimnition of freight service on this line cannot 
^ ••‘I'icil at this time. Tlie high carloads per mile but 
n '<‘aue per car may mean that when the ultimat< 


structure decision (see Chapter 8) is made, tile traffic 
could be profitable long-haul traffic for ConRail or 
Ckessie. 


PORTION OF THE GETTYSBURG AND 
HARRISBURG BRANCH 


USRA Line No. 912 


Reading 

i R0G to Carlisle 


✓ 


RDG to Lurgan 


i 


CARLISLE JUNCTION 


RDG to Harrisbur{ 


24.8 Miles 



PORTION OF 
GETTYSBURG & 
HARRISBURG 
BRANCH. RDG 


f GETTYSBURG 
WM to Hagerstown. Md. 

WH to Baltimore 


*7 


Tliis portion of the Gettysburg & Harrisburg Branch 
extends from Gettysburg (Milepost 6.3) to Carlisle 
Junction, Pa (Milepost 31.1), a distance of 2J^S miles, 
in Adams and Cumberland Counties, Pennsylvania. At 
Gettysburg this line connects with the Western Mary¬ 
land Ry. to Hagerstown and Baltimore. At Carlisle 
Junction, this line connects with the Readings PH&P 
Branch and it also continues northward to Carlisle. 
This continuation is also under study in this Report. 
This line, except for the portion from Gettysburg to 
Biglerville, was described as potentially excess in the 
U.S. DOT Report (see Zones 81 and 82). 

Traffic and Operating Information 

Station* (with their 1973 carload*! served by thl* line: 

Peach Glen.._ 86 

Bcndensville -_ 206 

Biglerville . 959 

Gettysburg_ 71 


* Total carload* generated by the line-1*590 

Average carload* per week-—-— 30. 6 

Average carloads per mile- 64.1 

Average carload* per train- 10.2 

1973 operating information: 

Number of round trip* per year- 156 

Estimated time per round trip (hours)- 6.0 

Locomotive horsepower-2, 500 

Train crew size---—- 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 


779 

























10122 


reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report*' indicated 
that the portion between Carlisle Junction and Carlisle 
has been out of service since Hurricane Agnes in 1972. 
Knouse Foods has expanded and wishes to build a new 
siding and shipped 75 carloads in 1973. Eaton Dike- 
man (pulp) estimated 70 carloads in 1973, employ 92 
people and indicated it could not operate without rail 
service. (Knouse Foods and Eaton Dikeman not on the 
USRA patron list for this line). Zeigler Brothers 
(grain) estimated 60 carloads in 1973 and project 285 
carloads. Zeigler has just completed a plant expansion 
and anticipates further expansion if rail service is 
available. Musselman Fruit estimated 75 carloads in 
1973 and operates two interdependent plants at Gard¬ 
ners and Biglcrville. Pennsylvania Mineral & Mining 
estimated 480 carloads and projected 720 carloads. This 
company has recently installed a new milling system 
which will increase its rail usage. Pfatlzgraff Company 
projected 110 carloads; recently acquired new plant at 
Bendersville to commence operations in December 
1974. Inland Container Corporation estimated 812 car¬ 
loads in 1973 and projected 1046 carloads. Allis-Chal- 
merS) in York, uses the line as a high-wide detour from 
Western Maryland main line, which does not provide 
sufficient clearance. Ralph Hallock. Allis-Chalmers, 
testified at Philadelphia that they shipped 121 overdi¬ 
mensional loads in 1973. 

Information for Lin© Retention Decision 

Revenue received by RIM*-----$216,415 

Average revenue per carload,...- $138 

Variable (avoidable) cost of continued 
aervlce: 

Cost Incurred on the branch line-301.077 

Coat of upgrading branch line to FRA 


Class I: (1/10 of total upgrading coat) 0 

Coat Incurred beyond the brunch line-133,082 

Total variable (avoidable > cost- 43T>, 1*50 

Net contributions (loss): Total- (219,544) 

Average per carload- (138) 


This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’* 
minimum safety standards (Class I truck, which haf a 
maximum safe operating speed of 10 m.p.h.). 

Preliminary Recommendation 

Although the preliminary recommendation is that 
this portion of the Gettysburg and Harrisburg Branch 
not be included in the ConRail System, the possibility 
of immediately increasing revenue must be explored 
before a final recommendation can be made. Without 
immediately increasing revenue, continued operation of 
this line would require a rail service continuation sub¬ 
sidy. Under 1973 traffic, revenue ami cost levels, this line 
generates an annual excess financial burden amounting 


to $219,544 or $138 per carload. Recovery of costs would 
require approximately a 265 percent increase in traffic 
or a 100 percent rate increase over the 1973 levels. 


CORNWALL BRANCH 
USRA Line No. 914 
Reoding Railroad 


N 

Lebanon & * \ 

Tremont Branch. \ LEBANON ^ 

RDG id Suedburg | lo Reading 

Lebanon Valley ^—East Lebanon B'anch 


Branch. RDG 


'f 


R0G to Harrisburg \ 



CORNWALL 
BRANCH. R0G 

6.3 miles 

REX 


If PC to Contwago 


The Cornwall Branch, Heading Railroad, extends 
from Hex (Milepost 0.0), to Lebanon , Pa. (Milepost 
6.5) i a distance of 6.5 in Lebanon County, Penn¬ 

sylvania. At Lebanon this line connects with the Leba¬ 
non Valley Branch and the Lebanon & Tremont branch, 
both of the Reading, and the PC Lebanon Running 
Track. The Lebanon and Tremont Branch of the 
ing is also under study in this Report as is the PC 
Lebanon Running Track. This line was not described as 
potentially excess in the U.S. DOT Report (see Zone 
82). 


Traffic and Operating Information 

Stations (with their 1073 carloads) served by this Hop ^ ^ 

Cornwall_ 0 

IKmaghmore-—-—-—- ^ 

. 4 . 6 , 3(8 

Total carloads generated by the Pil e- - ^ 

Average carloads per week-—- ^ 

Average carloads per mile-.--~~ j* 

Average corloada per train-—-- 

1973 operating Information: ^ 

Number of round trips per year---—- g 

Estimated time per round trip (hours)... j 

A»eotnotive horsepower-—- 4 

Train crew size---- ’ 

Information Provided by RSPO, Shipper*# Gove 
Agencies 

No specific information concerning thi* li®* 
vidod at the hearings conducted by the Kai ^ ^ 
Planning Office as reflected in their n T°^ l lX)r ta- 

“The Public Response to the Secretary of 1 ™ J _ tt 
tion’s Hail Service Report” Penn Centra pa 
Cornwall have been served by the Reading * >,n< 
cal Stonn Agnes in 1972. 
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Information for Line Retention Decision 

Bmnu* received by BDO.._.SI, 067, 841 

Avers**'* revenue per carload..._ $168 


tuishte (avoidable) coat of continued 
service: 

Cost incurred on the branch line-351, 819 

Cost of upgrading branch line to FRA 
CU» I: (1/10 of total upgrading coat). 0 

Cast Incurred beyond the branch line_ 580, 741 


Total variable (avoidable) coat-•_ 932,560 


N>t contribution (loss): total- 135,281 

Average per carload.....—...—_ 21 

This tine would require no upgrading to meet the 
requirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has 
i maximum safe operating speed of 10 mph). 

Recommendation 

It is recommended that the Cornwall Branch be in¬ 
cluded in the ConRail System. 


USRA Line No. 915 
LEBANON & TREMONT BRANCH 


Reading Railroad 

tSUEDBURG 


RDG to Harrisburg 


Lebanon Running 
T'**. PC to — 
Conewago 



LEBANON 3 TREMONT 
-BRANCH. RDG 

r-Lebanon Vailejr Branch. 

RDG to Reading 

LEBANON 


- Cornwall Branch. 
RDG. to Rex 


The Lebanon & Tremont Branch extends from Sued- 
W (Milepost 0.0) to Lebanon, Pa. (Milepost 18.5), a 
distance' of 18jS mile*, in Schuylkill and I^hanon conn- 
ties * Pennsylvania. At Lebanon, this line connects with 
dte Lebanon Valley Branch and the Cornwall Branch, 
^*h of the Reading, and the PC Lebanon Running 
1 rack. The RDG. Cornwall Branch is also under study 
f this Report as is the PC Lebanon Running Track, 
wading has filed an abandonment application with 
SR A, Docket No. 75-63, for a |>ortion of this branch 
ronl Engineering Station 565+60 to Engineering Sta- 
hon^iHJ5-|-69, 7.6 miles). This line >vas described as po 
^ntiaHy excess in the U.S. DOT RejKxit (see Zone 82). 


Tf °*< °°d Operating Information 

(with their 1973 carloads) served by thla line: 

**K*towti_____ 

lantern ,i Gap_ _ .. 

^Uedbqrg__ 
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27 
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Average carload* per week_______ % 7 

Average carloads per mile___7.6 

Average carloads per train_ 2. 7 

1973 Operating information: 

Number of round trips per year___ 52 

Katlmated time per round trip (hours)___ A 0 

Locomotive horsepower ...._ 900 

Train crew sUe____ a 

Information Provided by RSPO r Shippers. Government 
Agenda* 


Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their re¬ 
ports entitled “The Public Response to the Secretary of 
Transportation’s Rail Service Report’’ indicated that 
Penn. DOT reported 708 carloads in 1973. E. H. Ger¬ 
hart estimated 513 carloads in 1973. I^ebanon Packing 
Corp. estimated 70 carloads, and their new plant at 
West Jonestown is exacted to generate 130 carloads 
|>er year. Penn. DOT reported that the Indiantown 
Gap Military Reservation at Lickdale has a high-pri¬ 
ority classification with the National Mobilization Plan 
and received 409 carloads of coal and military supplies 
in 1973. Pennsylvania’s response indicated two tracts 
of land adjacent to this line. (259 acres) have recently 
l>oen purchased for development of industrial parks. 
Another 47 acre tract is presently being considered by 
a large foreign manufacturer for construction of their 
first United States plant. In correspondence submitted 
to USRA, Mr. E. L. Tennyson, Penn. DOT, opposes 
abandonment of the portion of this branch from Sued- 
burg south to Lickdale. He states, “Suedburg is located 
within the southern anthracite field, the largest anthra¬ 
cite field with over 5 billion recoverable tons. Three 
coal firms, Schneck, Oakwood, and Franklin shipped 
coal over this track in 1973.’’ The Penn. DOT is aware 
of the desire to locate & state park in this location and 
!oes not oppose such a plan per se. The Ix»banon A Tre- 
mont Branch formerly ran from Suedburg to Pine 
Grove and on to Pottsville. If such a linkage were re¬ 
stored so that Suedburg Coal could move northward, 
then we would not be in opposition to this almndon- 
ment* 99 

Information for Line Retention Decision 

Revenue received by RDG_ $25. 373 

Average revenue per carload-- $181 

Vartlibie (avoidable) cost of continued 
service: 

Coat Incurred on the branch line_ 158. 751 


Coat of upgrading branch line to KRA 
class I (1/10 of total upgrading coat). 00 
Coat Incurred beyond the branch line- 12.166 


Total variable (avoidable > cost- 165,917 


Net contribution (loss): total-(140,544) 

Average per carload_ 


140 
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This line would require no upgrading t° meet Lhc 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe, operating speed of 10 m.p.h.). 

An evaluation of coal reserves by USRA staff indi¬ 
cates there is a fight over land on this line, between the 
State and Schuylkill County. The State has purchased 
land for a State park and the County has instituted 
legal proceedings to block it (the County opposes this 
abandonment). The largest operator (Schneck) shipped 
24,000 tons of coal in 1974 (375 care). 

Preliminary Recommendation 

It is not recommended that the Lebanon & Tremont 
Branch be included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. Under 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial bur¬ 
den amount ing to $140,544 or $1,004 per carload. Recov¬ 
ery of costs would require approximately an eleven-fold 
increase in traffic or a 555 per cent rate increase over the 
1973 levels. 

MOUNT HOPE INDUSTRIAL TRACK 
USRA Line No. 916 
Reading Railroad 


SHITE OAK 


MOUNT HOPE 
INDUSTRIAL - 
TRACK.RDG 

MANHEIM 



4.5 miles 

Reading & Columbia Branch. 
RDG,to Sinking Spring 


/ 


14—RDG to Lancaster 
| and Columbia 


The Mount Hope Industrial Track, extends from 
Manheim (Milepost 0.0) to Whitt Oak* Pa, (Milepost 
4.5), a distance of fa5 mile** in Lancaster County, Penn¬ 
sylvania. At Manheim, this line connects with the Read¬ 
ing <& Columbia Branch of the Reading, which is also 
under study in this Report. This line was described as 
potentially excess in the U.S. DOT Report (see Zone 
67). 

TrofiRc and Operating Information 


1973 Operating Information: 

XumJier of round trips per year- & 

Ms t Inin ted time per round trip (hours)-—- 2.0 

Locomotive horsepower----1,500 

Train crew size--— 5 


Information Provided by RSPO, Shippers, Govemmtnl 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report 1 ’ indicated that 
Pennsylvania DOT estimated annual freight traffic was 
130 carloads, or 26 carloads per mile on this line. Three 
rail users were identified: Mvers Propane this Service 
(not on the Reading’s patron list). Roman s Mosaic and 
Tile Co. and White Oak Mills. The PC patron list also 
shows Bamberger’s as a patron on this line. Myers Pro- 
jutne Gas recently made an investment in tank cars and 
projected its future rail usage would be about 50 cars 
per year. 


Information for Line Retention Decision 


Revenue received by Reading-—- $5,015 

Average revenue per carload- S* 5 


Variable (avoidable) cost of continued service: 

Cost Incurred on the branch line-—— 39,020 

Cost of upgrading branch line %to FRA 

Class I (1/10 of total upgrading coat)- 0 

Cost Incurred beyond the branch line—— 4, f>80 


Total variable (avoidable) cost 


_43,012 


Net contribution (loss): total- <38,597) 

Average per carload-—- (W9) 

This lino would require no upgrading to meet the 
requirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which has* 
maximum safe operating speed of 10 m.p.h.). 


Preliminary Recommendation 

It is not recommended that the Mount Hope Indus 
trial Track be included in the ConRail System. *>n 
tinued operat ion of this line w’ould require a rail 
continuation subsidy. Cnder 1973 traffic, revenue ^ 
cost levels, this line generates an annual excess finnnci* 
burden amounting to $38,597 or $919 per 
coverv of costs would require approximately n 1 ( ' 0 
increase in traffic or a 960 percent rate increase r 
1973 levels. 


PORTION OF THE READING AND COLUMBIA 
BRANCH 


Station* (with their 1973 carloads) served by this line: 


White Oak.....— 42 


Total carload* generated by the line---42 

Average carload* per week- 0. 8 

Average carload* per mile.__- 9. 3 

Average carload* per train- 0.8 


USRA Line No. 917 
Reading 

Tins portion of the Reading A Columbia bra ' 1 (eT 
tends from Columbia (Milepost 2 k '->) 0 
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RDG to Sinking Spring and Reading 

V 


PORTION OF THE READING* 
COLUMBIA BRANCH. RDG 


PC to Hairitburf 
• — 

Landisvilie 


PC to Harrisburg 



LANCASTER 

JUNCTION 


s RDG to 
\ Lancaster 


PC to Lancaster and 
Philadelphia 

COLUMBIA '\ 

r* 

PC to Parfcesburg and Perryville 


Junction* Pa. (Milepost 39.7), a distance of 114 
in Lancaster county, Pennsylvania. At I/ancastcr Junc¬ 
tion, this line continues northeast to Sinking Spring 
uid Reading and southeast to Lancaster. Both of these 
continuations are also tinder stud}’ in this Report. At 
Undisville, this line intersects the PC Philadelphia- 
to-Pittshurgh Line, which also is under study in this 
Report. This line was described as potentially excess 
inthe U.S. HOT Report (see Zone 67). , 


at Landisvilie. Representative Harry Gring also be¬ 
lieved the Branch met DOT carload requirements. Am¬ 
herst Industries ir» Landisvilie repairs and manufac¬ 
tures non-railroad owned tank, box. and hopper cars, 
in addition to doing conversion work for the rtefense 
Department. Information received from Gerald L. 
Hoch, ITT Grinnell Corp., indicates they generated 
1,163 inbound cars and 253 outbound cars in 1973. Fore¬ 
casts for 1974 indicated their inbound carloads would 
increase by 15% and outbound by 25%. Mr. Iloch also 
stated that if the Reading line from Denver to Sink¬ 
ing Springs is abandoned, it would deny the company 
access to the Reading Philadelphia to Lurgan Line and 
through service to Chossie and N4W. 

Information for Line Retention Decision 


Revenue received by Heading _ $209. 445 

Average revenue per airload _ $175 

Variable (avoidable) coat of continued: 
service : 

Coat incurred on the branch line _ 223. 800 

Coat of upgrading branch line* lo FRA 


Class I ( 1/10 of total upgrading coat). 0 
Cost Incurred beyoud branch line _ 170. 797 


Total variable (avoidable) coat_ 403, 606 


Net contribution (loss) : total_ (104. 161) 

Average per carload_ (61) 


Traffic and Operating Information 

Stitions (with their 1973 carloads) served by this line: 

Unouter Junction_-_________ 0 

UixtUvllle_ 398 

Bracks rt*_ 0 

Owdella___ 0 

Odum bit____ 1, 309 


Total carloads generated by the line- 1, 707 

carloads per week _—___ 32.8 

A** rag* carloads per mile ___ 149. 7 

carloads per train_ 6.6 

^operating information: 

N’timber of round trips per year_ 260 

k^ted time per round trip (hours)_ & 0 

locomotive horsepower_1, 500 

Tesla crew size ___ __ 4 


Wormotion Provided by RSPO, Shipper*, Government 
Agencies 

V 

* 0 specific information concerning this lino was pro- 
pi ** toe hearings conducted by the Rail Sendees 
inning Office as reflected in their reports entitled 
^ * Public Response to the Secretary of Tronsporta- 
° n ' Service Report/' Penn. DOT estimated an 
carloads per mile (3,636 cars for 11.3 
tl^P^ US ' n08S( ^ at cannot- be serviced by 

pp .. ® eca ^ the interchange between Reading and 
^ ln « wfis d»*8t roved by Hurricane Agnes in 1972. 
Uv ls no interchange between PC and Reading 


This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration s 
minimum safety standards (Class 1 track, which has a 
maximum safe operating speed of 10 m.p.h.). Informa¬ 
tion received from Pennsylvania's response indicates 
Armstrong Cork Co. recently purchased 130 acres of 
industrial land on this line, and Pennsylvania Mallea¬ 
ble Iron Division of Gulf Western will double its size 
due to the demand for roof bolts u9ed in coal mining. 

Preliminary Recommendation 

Although the preliminary recommendation is that this 
j>ortion of the Reading & Columbia Branch not be in¬ 
cluded in the ConRail System, the possibility of imme¬ 
diately increasing revenue must be explored before a 
final recommendation can lie made. Without immedi¬ 
ately increasing revenue, continued operation of this 
line would require a rail service continuation subsidy. 
Tudor 1973 traffic, revenue and cost levels, this line 
generates an annual excess financial burden amounting 
to $104,161 or $61 |>er carload. Recovery of costs would 
require approximately an 85 percent increase in traffic 
or a 85 percent rate increase over t he 1973 levels. The 
ultimate disposition of this smaller bankrupt carrier 
(see Chapter 3) may impact on profitability of this line. 
The present carloads |>er mile indicate that the line 
would likely l)e viable under this circumstance. 
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PORTION OF READING & COLUMBIA BRANCH 
USRA Line No. 918 


Reading 


Mount Hop* Industrial Track. RDG 


RDG to Sinking Spring 
and Reading 

J 

* 


135 miles 



PORTION OF THE 
READING 4 COLUMBIA 
BRANCH. R0G 


ROG to Lancaster 


RDG to Columbia 


This portion of the Reading & Columbia Branch ex¬ 
tends from Manheim (Milepost 25.9) to Lancaster Jima* 
tion % Pa, (Milepost 2S.25), a distance of 2JS6 mites, in 
Lancaster County, Pa. At Manheim this line continues 
northeastward to Sinking Spring and Beading, and at 
Lancaster Junction the line splits with one segment 
going to I^ancastor and the other to Columbia* All of 
these continuations arc under study in this Report. At 
Manheim the line also connects with the RDG Mount 
Hope Industrial Track, which is atec» under study in 
this Report. This line was not described as potentially 
excess in the U.S. DOT Report (see Zone 67). 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report.* 1 


Information for Line Retention Decision 

This line does not directly serve any shippers. 

Preliminary Recommendation 

It is not recommended that this portion of the Read¬ 
ing & Columbia Branch l>e included in the ConRail 
System. 


PORTION OF READING & COLUMBIA BRANCH 
USRA Line No. 919 
Reading 

This portion of the Reading & Columbia Branch, ex¬ 
tends from Lancaster J unction (Milc*|K#$t 0.0) to Lan¬ 
caster\ Pa. (Milepost 7.9), a distance of 7J9 mites, in Lan - 
caster county, Pennsylvania. At Lancaster Junction this 
line continues northeastward to Sinking Spring and 


RDG to Sinking Spring and Reading 

,/ 


LANCASTER 

JUNCTION 


RDG to Columbia 


New Holland S^condarj 
PC, to Honey Brock 



PORTION OF THE 
READING & COLUMBIA 
BRANCH. RDG 

e\ 

7.9 mile* 


LANCASTER; 
- 

PC to Harrisburg / 

s~*/ 

PC to Columbia / 


PC to Philadelphia 


Quarry ville Track. PC 


Rending. A portion of the line also continues south- 
westward to Columbia. Both of these continuations arv 
also under study in this Report, At Lancaster this linr 
connects with the following PC lines: the Columbia 
Branch, the Quarryville Track, and the Philadelphia* 
to-Pittsburgh line. These lines are also under study in 
this Report. This line was not described 21 s potentially 
excess in the U.S. DOT Report (see Zone 67). 

Traffic and Operating Information 

Station* I with their 1973 carlnmhu nerved by this Hue: 

Knst Petersburg_.__ ^ 

Iain caster ____ 3, 14* 


Total carloads generated by the line 

Average carloads per week_._ 

Average carloads per mile..____ 

Average carloads per train_ _ 

1973 operating information: 

Xiunlier of round trips per year_-_ 

Estimated time ja»r round trip < hours)__ 

Eooomotivc horsepower___ 

Train crew size-------- 


. A37 
_ 3 

. 104 


au 

fl.0 

boo 

3 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line wR^P* 0 
vided at the hearings conducted by the Kail 
Planning Office as reflected in their reports rntit 
“The Public Response to the Secretary of Transport* 
tion's Rail Service Report.*’ 


Information for Line Retention 

Revenue received by RDG..*_ 

Average revenue |>er citrlund....- 


Decision 

_$ 604,401 

’ «IS7 


Variable (avoidable) coat of continued serv¬ 
ice : 

Goat Incurred on the branch line-2Tn. s ‘* 

Goat of upgrading branch line to ERA 
Class I: (1/10 of total uj*rnding cost^ 

Cost Incurred beyond the branch line—— «tlV ‘ v> * 

6RSf7S2 

Total variable (avoidable) cost---- — 

Net contribution (loss): total--- ' 

Average per carload..---— 
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This line would require no upgrading to meet the 
rumrements of the Federal Railroad Administration’s 
liniinum safety standards (Class I track, which has a 
ssiimutn safe operating speed of 10 m.p.h.). 

lecommendotion 

It is recommended that this portion of the Reading 
JColombia Branch ho included in the ConRail System. 


PORTION OF READING & COLUMBIA BRANCH 
USRA Line No. 920 
Reading 

Nowit Hope 

Iftdustnil Track, RDG 


\ PORTION OF THE 
' READING & COLUMBIA 
\ BRANCH. RDG 

\ I 

V_ i LITITZ ,A 

'ininn ir ■-\ 

RDG to Sinking 

| 4.6 mile* Spring and Reading 

I \ 

j RDG to Lancaster Junction 

Thi* poll ion of the Reading & Columbia Bnuidi ex¬ 
toads from Manhehn (Milepost 0.0) to Lititz , Pa. 
Milepost 4.6), a distance of miles, in I/ancaster 
loaniv, Pennsylvania. Continuations of this line ex* 
r, f‘i southward from Munheim and eastward from Li- 
^ At Manheim this line also connects with the Mount 
Hop* Industrial Track of the Reading. All of these 
tre also under study in the Report. This line was 
** described as potentially excess in the IT.S. DOT Re- 
!**(«* zone 67). 

and Operating Information 


(with their 1973 carloads) served by thU line: 

^ Rock. __ 25 

HitthHin_ 1,329 


Toui carloads generated by the line _ 1,354 

T 1 * 1 ** carload* per week ___ 26. 0 

7*** carioads- per mile _ 2*M. 4 

Z 1 * 1 ^rloodK per train _ 4. 3 

v ***tdng information : 

* round t rips per year _ 312 

time per round trip (hours) _ RO 

horsepower_ 1,500 

Ir** oew <dxe___ g 0 


Of ^ohon Provided by RSPO, Shippers, Government 

*9*ncies 

* information concerning this line was 

p, ‘”iat the hearings conducted by the Rail Services 
Office ns reflected in their re|>ort entitled “The 


Public Response to the Secretary of Transportation’s 
Rail Service Report.” 

Information for Line Retention Decision 


Revenue received hy RDG_$231, 803 

Average revenue per carload- $171 

Variable (avoidable) cost of continued 
service: 

Coat Incurred on the branch line_ 199,276 

Coat of upgrading branch line to FRA 
Class I r (1/10 of total upgrading cost). . 0 

Cost incurred beyond the brunch Uue_ 146. 359 


Total variable (avoidable) cost- 345,635 


Net contribution (loss): total___(113,832) 

Average per carload_—_ (84) 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class 1 track, which has a 
maximum safe operating speed of 10 mph). 

Preliminary Recommendation 

It is not recommended that this portion of the Read¬ 
ing & Columbia Branch be included in the ConRail 
System. Continued operation of this line would require 
a rail service continuation subsidy. Under 1973 traffic, 
revenue and cost levels, this line generates an annual ex¬ 
cess financial burden amounting to $113,832 or $8*1 per 
carload. Recovery of costs would require approximately 
a 130 percent increase in traffic or a 50 percent rate 
increase over the 1973 levels. The ultimate disposition 
of this smaller bankrupt carrier (see Chapter 3) may 
improve profitability of this line. The present carloads 
per mile indicate that the line should be viable. 


PORTION OF READING & COLUMBIA BRANCH 
USRA Line No. 920a 
Reading 


RDG to Harrisburg 


RDG to Manheim 
and Lancaster 
Junction 

X J 



LITITZ 


PORTION OF THE 
READING & 
COLUMBIA BRANCH. 
RDG 


SINKING SPRING 


Lebanon Valley 
Branch, RDG. 
to Reading 


This |H>rtion of the Reading & Columbia Branch ex¬ 
tends from Lititz (Milepost 4.G) to Sinking Spring . Pa. 


785 
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(Milepost 25.9) a distance of in Lancaster 

and Berks Counties. Pa. At Lititz this line continues 
westward and southward through Manheim to Lan¬ 
caster Junction where it forks into two segments. This 
continuation is also under study in this Report. At Sink¬ 
ing Spring this line connects with the Reading’s Leba¬ 
non Valley Branch. This line, except for the portion 
between Lititz and Denver, was described as potentially 
excess in the U.S. DOT Report (see Zones 67 and 68). 

Traffic and Operating Information 


Stations (with their 10TS carloads) served by this line: 

Denver- .379 

Ephrata___—-— 866 

Akron_ 2 

Lititz_ 1,335 


Total carload* genorated by the line-- 2,732 

Average carloads per week- 52. 6 

Average carloads per mile-128. 4 

Average carloads per train_—_ 8. 8 

1973 operating information: 

Number round trips per year_ 312 

Estimated time per round trip (hours)-- 8.0 

Locomotive horsepower-1,500 

Train crew size__ 5 


Information Provided by RSPO, Shipping, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” indicated that 
Gehmcn’s Feed Mill receives 336 carloads of grain a 
year from Sinking Spring, and they estimate use of 
trucks would increase their cost $2,800 more per week. 

Information for Lino Retention Decision 

Revenue received by RDO_$461. 908 

Average revenue per carload_ $109 


Variable (avoidable) coat of continued 
service: 

Coat incurred on the branch line_ 370, 053 

Coet of upgrading branch line to FRA 
Class I: ( 1/10 of total upgrading cost). 0 

Cost incurred lieyond the branch line_ 245, 271 


Total variable (avoidable) cost_ 615,924 


Net contribution (loss): total- (154,016) 

Average per carload___ (56) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). 


F. W. Woolworth, which has a plant at Denversched- 
uled for completion in November 1974, considers the l 
operation of this entire branch line vital to its plant I 
Pennsylvania’s response indicated that Woolworths 
would generate 1,000 carloads per year and anticipates 
employing 350 people. 

Preliminary Recommendation 

Although the preliminary recommendation is that 
this portion of the Reading & Columbia Branch noil* I 
included in the ConRail System, the possibility of im¬ 
mediately increasing revenue must be explored before* 
final recommendation can be made. Without immedi¬ 
ately increasing revenue, continued operation of th» 
line would require a rail service continuation subsidy. 
Under 1973 traffic, revenue and cost levels, this line gea- 
erates an annual excess financial burden amounting to 
$154,016 or $56 per carload. Recovery of costs would 
require approximately a 70 percent increase in traffic or 
a 30 percent rate increase over the 1973 levels. 


PORTION OF FRACKVILLE BRANCH 
USRA Line No. 921 
Reading 


RDG To Shamokin and RDG to Tam aqua and 
Reading 

_ ^ _ 

^BEARRUN JUNCTION 


Sunbury Reading 

jj 


8.5 Miles 


Mill Creek Junction 



1 Frackvillc 

FRACKVILLE BRANCH. 

READING 


RDG to Middleport 


/ RDG to Pottsville 
and Reading 


This portion of the Frackville Branch, part of jjj 
Reading Co., extends from St. Clair to Bear ,;n ^ i 
bet ween Milepost 4.0 and 9.6 and Milepost 2. ^ 

a distance of 8J> miles , in Schuylkill County. ^ 
St. Clair it connects with the remainder of t a ^ 
ville Branch of the Reading extending sout l ' s * ^ 
wan! Pottsville. At Bear Run Junction it cminec , 
the Malmnoy and Shamokin Branch of the u | l( ^ ^ 
tending westward to Shamokin and enstw.it*' 
Mahanoy Junction. This line was not desm 
tentially excess in the U.S. DOT Report (see ^ 
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TrofUc ond Operating Information 

.vjikiiM (with their 1973carloads) served by this Hue: 

frttkvllb--346 


Total airloads generated by the line___391 

Amu? ntrloads per week-- 7.5 

mrloml* j**r mile-.----- 46.0 

ATHmge rarl^mlK j>er train- 3.8 

IK3ot^ratUic information; 

ftanher of round trips* per year_ __ JO) 

Estimated time per round trip (hours)_ 4 

bottCDOtke horsepower__ 1,600 

Tnln cr»*w size_ 4 


Information Provided by RSPO, Shipping, Government 

Agencies 


RDG to Sunbury and West Hilton 


KUO to 
\/ 


HERNDON BRANCH. RDG 

V_ 

t 


TREVORTON 


7.8 miles 


HERNDON 

K 

RDG to Shamokin 
and Reading 


Traffic and Operating Information 

Stations (with their 1973 carload*) nerved by this line: 

Kulps ___— 1 


Xospecific information concerning this line was pro- 
rided at the hearings conducted by the Kail Services 
Planning Office as reflected in their reports entitled 
*The Public Response to the Secretary of Transporta- 

titsn s Hail Service Report/’ 

Information for Line Retention Decision 

K*nuar received by HDO_$74,305 

l^nip* revenue per carload_ $190 


•VuiaMi (avoidable) cost of continued 

frrlw. 

Incurred on tbe branch line_ 90, 991 

‘>t of upgrading branch line to FKA 

Haw 1 (1/10 of total upgrading cost)_ 0 

tat Incurred beyond the branch line.^.._ 40,299 


Total variable (avoidable) cost _ 137,290 

f* contribution iloss): total ____ (02; 965) 

Arfft ** |*r carload___ (161) 

^l is line would require no upgrading to meet the 
m |uiftmentsof the Federal Railroad Administration’s 
safety standards (Class I track, which has a 
minium safe operating speed of 10 inpli), 

Mmmory Recommendation 

Xo decision can 1 h» made on this line until further in- 
^uation on coal traffic and potential is developed. 


HERNDON BRANCH 
USRA Line No. 922 


Reading 

t K,rtl °n of the Herndon Branch extends from 
• s ,ton (Milepost 0.0) to Herndon , Pa. (Milepost 
p 1 f istani'e of 7A miles , in Northumberland County, 
At Herndon, this line connects with the 
j, ' '^ r 'vi*cn Reading,Shamokin ami West Milton. 
Hot T Wbs described as potent tail v excess in the U.S. 
Report (see Zone 82). 


Total carload* generated by the line-- 3 

Average carload* tier week- 0.1 

Average carload* per mile..-- .......... 0.4 

Average carload* per train- — 0. 5 

1973 Operating Information : 

Number of round trip* per year-- — 6 

Estimated time per round trip (hour*)--- *L 0 

Locomotive horsepower-——---3,000 

Train crew aloe_—- 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their re- 
ports entitled “The Public Res|>onse to the Secretary of 
Transportations Kail Service Report” indicated that 
Waste Management Corp., which paid $2 million in 
freight charges to the Reading in 1973, stated rail serv¬ 
ice was essential for hauling solid waste from Philadel¬ 
phia to the strip mines. David M. Blomberg. represent¬ 
ing Waste Management, testitied that with 10^ of all 
waste is going to abandoned pits. Potential business for 
Reading is 233 carloads a year. An evaluation of coal 
reserves by USRA staff indicates the Reading Anthra¬ 
cite Coal Co. shipped 5(1,887 net tons in 1974, or 890 cars. 
Between Tnevorton and Dunkelsborger, no coal traflic 
exists today. 

Information for Line Retention Decision 

Hi*venue received by H1>G-—- $483 

Average revenue per carload- $161 

Variable (avoidable) cost of continued 
service: 

Coot Incurred on the branch line- 65,006 

Coat of upgrading branch line to FRA. 

Class I: (1/10 of the total upgrading 

Cost incurred beyond branch line--— 392 

Total variable (avoidable) cost--- 65,438 


Net contribution (logs): total---—— (64,975) 

Average per carload----— (21,658) 
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Tins line would require no upgrading to meet the 
requirements of the Federal Railroad Administration s 
minimum safety standards ((Mass 1 track, which has 
u maximum safe operating speed of 10 m.p.h.). 

Preliminary Recommendation 

Although the preliminary recommendation is that 
this portion of the Herndon Brunch not lx> included in 
the ConRail System, the possibility of immediately in¬ 
creasing revenue must be explored before a final recom¬ 
mendation can be made. Without immediately increas¬ 
ing revenue, continued operation of this line would re¬ 
quire a rail service continuation subsidy. I uder 1973 
traffic, revenue and cost levels, this line generates an 
annual excess financial burden amounting to $f>4,97;> 
or $21,658 per carload. Recovery of costs would require 
approximately a four-hundred-fold increase m traffic or 
a 4,484 percent rate increase over the 11)73 levels. 


PORTION OF THE CATAWISSA BRANCH 
USRA Line No. 923 
Reading 



This portion of the Catawissa Branch extends from 
Lofty (Milepost 110.5) to Rupert, Pa. (Milepost 147.1), 
a distance of 36.6 mile*, in Columbia and Schuylkill 
Counties. Pa. This line connects with the Erie-Lacka- 
wanna Scrnnton-Northumberland line at Rupert and 
the Reading Bloomsburg Branch. It is also crossed by 
the PC's Dan Secondary Track at Xorca (Catawissa). 
The PC line and the continuation of the Reading line 
to West Milton an* also under consideration in this 
Report. This line was described as potentially excess in 
the U.S. DOT Report (see Zone 82). 


Traffic and Operating Information 

Station* (with their 1U73 carload*) served by this line: 

Hratidonville_—- 1 

Ringtown---—- 109 


Total carloads Roncrated by the line-- 105 

Average carloads per week_—— 3. 8 

Average carloads per mile-—— 5.3 

Average carload* per train_-—— ---—— 3. 8 


1U73 operating Information: 

Number round trips i»or year--— 

Estimated time |**r round trip (hours ) - 

I>ocomotlYe horsepower.......- 

Train crew size- 



Information Provided by RSPO, Shippers, Governmtirt | 
Agencies 

Information provided at the hearings conducted by I 
the Rail Services Planning Office ns reflected in their I 
reports entitled *‘The Public Response to the Secretin I 
of Transportation's Rail Service Report” indi itedthi: [ 
the Catawissa Lumber and Specialty Co. estimated 73] 
carloads in 1973; A. J. Balshi intimated 30 rarloadsm 
1973. Three of the shippers are located at the Ringtowc 
Industrial Park which still has available industrial sites. 
The Brandonvillc Industrial Park is under develop | 
ment, with over $1 million invested. 

Information for Line Retention Decision 

Revenue received by RDG—.- 135.10 

Average revenue per carload—-- 

Variable (avoidable) cost of continued 
service: 

Coat Incurred on the branch line—-268. 404 

Coat of upgrading branch line to FRA 
Class I: (1/10 of total uj>gradlng coat) - 0 

Cost incurred beyond the branch line-. 21,561 

Total variable (avoidable) coat- 280. 

Net contribution (loss) : total----- (2H®l f 

Average per carload_ (1.302) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration $ 
minimum safety standards (Class I track which has* 
minimum safe operating speed of 10 m.p.h.). 

Preliminary Recommendation 

Although the preliminary recommendation is that t - 
Catawissa Branch not be included in the ConRail >) v | 
tom, the possibility of immediately increasing revenue 
must be explored before a final recommendation «an 
made. Without immediately increasing revenue, coating 
ued operation of this line would require a rai ^ rvj 
continuation subsidy. Under 1973 traffic. reiemie .j 
cost levels, this line generates an annual excess 
burden amountingto$254.821 or $1,307 pci car oa ; H 
covery of costs would require approximately an 
een-fold increase in traffic or a 725 percent tab in ‘ 
over the 1973 levels, 

CATAWISSA BRANCH 
USRA Line No. 924 

Reading i 

This portion of the Catawissa Branch. 
extends from Rupert (Milepost !li 1 • n 
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PC to Hilk«s Barrc — 


ROC to Williamsport 

PC to Williamtport 
y, and Buffalo 

\ \ k PORTION OF THE 

i • CATAWISSA 

i WEST \ BRANCH. RDG 

.HILTON t Hilton / 

““ | RDG to Light Street w Scrin,on 

Danv ille RUPERT^ .-*^ 

I— *1 J ' ♦/ s Cauwi*M 

I PC to Harrifburg .•*'* / »' v . 

T *** y 

Ei to Northumberland —' \ RDG to T amaqua 

PC to Northumberland —^ 

Northumberland, Montour, and Columbia Counties, 
Ptiinsylvania. Continuations of this line extend north¬ 
ward from West Milton and southeastward from Ru- 
prrt. At West Milton, this line connects with the Read- 
ici: Shamokin, Sunbury & Lewisburg Branch. Other 
coBMcrions are the PC Harrisburg-to-Buffalo Line at 
Milton and the Erie Lackawanna Seranton-Northum- 
berland line at Rupert. This line was described as 
potentially excess in the t\S. DOT Report (see Zone 
«>. 

Traffic and Operating Information 

fcitioot i with their 1973 carload*) served by this line: 

DtsTllU*___ 107 

Mlttidali* . 3 

fV»thi|fr<ive _ 14 


124 
14 
5.7 
2.4 

52 
5.0 
1,500 
5 


Total carloads generated by the line- 

Ifwi*!* carload* per week_-_ 

carload* |ier tulle_ 

Atrrife carload* per train_ 

operating Information: 

Xmbrr «rf round trip* per year--— 

krimatotl rime per round trip (hours)- 

taomritlvo horsepower_-___ 

Train crew Klee_* t , . __ ,_ 

formation Provided by RSPO, Shippers, Government 

Agencies 

Information provided at tlic hearings conducted by 
Rail .Services Planning Office os reflected in their 
frpwts entitled "The Public Response to the Secretary 
^Transportation’s Rail Sendee Report*’ indicates that 
,e Kennedy Van Saun Corporation (estimated 150 
^ r ^ds in 1073) manufacturers equipment that must 
* transported on two connecting rail cars. Trucking 
a viable alternative for Kennedy Van Saun nor 
rtiohj Band Bldg. Products which ships large rolls 
^ j*P er ' ACF Inc. (estimated 100 carloads in 1073) 
» CrBCO Corporation (estimated 1328 carloads in 
i " ) ***** have two plants that an* connected by the 
^ * nt w hieh connects West Milton juid Milton, and 
J *oiild have to ship their goods an additional 120 
" 1 the line were closed. Discontinuation of sendee 


would also make it impossible for the Milton Plants to 
receive raw materials by rail from the north. Pennsyl¬ 
vania’s response confirms a railroad car manufacturer 
(ACF) on this line employing 800. Pennsylvania's re¬ 
sponse also indicates a 700 acre industrial park a( Milton 
is designed with rail sidings directly connected to this 
line. 

Information for Line Retention Decision 


Revenue received by RDG_ $16,979 

Average revenue per carload_ $137 


Variable (avoidable) coat of continued 
service: 

Coat Incurred on the branch line_ 172, 754 

Cost of upgrading branch line to FRA 

Cl*** I (1/10 of total upgrading cost )_ 0 

Cost incurred beyond the branch line_12,825 


Total variable (avoidable) cost_ 185,579 


Net contribution (low): total_(108,600) 

Average per carload- (1,360) 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 m.p.h.). An evalua¬ 
tion of coal reserves by USRA staff indicates no signif¬ 
icant reserves or potential loading points along this 
line. 

Preliminary Recommendation 

It is not recommended that this portion of the Cata- 
wissa Branch be included in the Con Rail System. Con¬ 
tinued operation of this line would require a rail serv¬ 
ice continuation subsidy. Under 1973 traffic, revenue and 
cost levels, this line generates an annual excess financial 
bunion amounting to $168,600 or $1,360 per carload. Re¬ 
covery of costs would require approximately a 40- 
fold increase in traffic or a $990 rate increase over the 
1973 levels. 


PORTION OF THE WEST END BRANCH 
USRA Line No. 925 
Reading 

This portion of the West Find Branch extends from 
Tremont (Milepost 22.9) to Pine Grove. Pa. (Mile¬ 
post 29.9) a distance of 71) mil**, in Schuylkill 
County, Pa. At Tremont this line splits with one seg¬ 
ment continuing westward to Goi/d Spring and the 
other continuing eastward to Westwood. Both of these 
continuations are also under study in this Report. 
This line was described as potentially excess in the IT.S. 
DOT Report (see Zone 82). 


789 

















10132 


RDG to Good Sprint 


PORTION OF THE WEST 
END BRANCH. RDG 


i TREMONT 

JUNCTION 

Tremont W ^ 

I RDG toWestwood and 

£ ff£ST I Schuylkill Haven 

OG - + If- 7.0 miles 


PINE GROVE 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Pine Grove-- 

Tremont-—- 


Total carloads generated by the line- 

A\erage carloads per week- 

Average carloads per mile- 

Average carloads per train- 

1973 operating information: 

Number of round trips per year- 

Estimated time per round trip (hours)- 

Locomotive horsepower- 

Train crew slae- 

Information Provided by RSPO, Shippers, Government 
Agencies 

Xo specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Sendee Report” Penn. DOT estimated 624 
carloads per year on this line. Pennsylvania’s response 
indicated one firm, employing 400 people, stated that if 
sendee was lost, it would increase their costs of produc¬ 
tion by 20% and severely limit their ability to remain 
competitive. Two coal companies an* entirely dependent 
on the continuation of rail sendee; however, both are 
now shipping by tmek to Suedberg as their sidings were 
destroyed during the flood of 1972. Both of these coal 
companies function as processors, so that many inde¬ 
pendent mine operators are dependent on them for 
service. 

Information for Line Retention Decision 


Revenue received by RDG___ $35,477 

Average revenue per carload___ $140 


Variable (avoidable) coat of continued 
service: 

Coat Incurred on the brunch line- 75,716 

Coat of upgrading branch line to FRA 
Clans I: (1/10 of total upgrading 

coat)_ 0 

Coat Incurred beyond the branch llne__ 24,956 


Total variable (avoidable) rout_ 100,672 


Net contribution (loss): total___ (65,195) 

Average per carload_—_ (256) 


_ 253 

_ 4.9 

_ 36. k 

_ 1.6 

_ 104 

_ 3.0 

_ 3 . 000 

_ 4 


This lino would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 m.p.h. ). An evil- 
uation of coal reserves by USRA staff confirms there 
is an active loading facility on this line and trnflic ma\ 
increase. 


Preliminary Recommendation 

No decision can be made on this line until further 
information on coal traffic and potential is developed. 


PORTION OF WEST END BRANCH 
USRA Line No. 926 
Reading 


ROG Good Spring Colliery Track 


Y 


RDG to Keffers I 

\ _ 


GOOD SPRING 

- 5.4 miles 


PORTION OF THE WEST 
END BRANCH. RDG 


RDG to Writwooi 

TREMONT and S ' ■ - ' Haven 

’>- J — 

/ Tremont Junction 

/ 

/f—R0G to Pine Grove 


This portion of the West End Branch extends front 
Tremont (Milepost 29.9) to Good Spring. Pd* (Mile¬ 
post 35.3), a distance of 54 mile*, in Schuylkill ( ounty. 
Pennsylvania. At Tremont, this line continues eastwi 
through Tremont Junction to Westwood. At TremoDl 
.Function, the line splits with one segment continuing 
southward to Pine Grove. All of these continuationstarr 
also under study in this Report, This line was descri 
as potentially excess in the U.S. DOT Rcj>ort (see 
82). 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: ^ 

Good Spring- -.----- 

, 14 

Total carloads generated by the line- 

Average carloads per week -- 

Average carloads per mile - q 5 

Average carloads per train --- 

1973 operating Information: 32 

Number of round trips per year -” ^0 

Estimated time per round trip (hours) - 3 0 G? 

Locomotive horsepower - 4 

Train crew sire _— 

Information Provided by RSPO, Shipp*™' ^° v 
Agencies 

Information provided at the hearings n { [ ^ e j r 
the Rail Services Planning Office as n f • “ 
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art* entitled “The Public Response to the Secretary 
: «f Tnuwport at ion's Rail Service Report” indicates that 
Kmleric Potts & ( V>., a coal producer, stated 00% of its 
product must l>e shipped by rail because of the high cost 
of shipping coal long distances. The Kocher Coal Co. at 
<ittd Spring shipped 135,128 tons (or 211 carloads) in 

Information for Line Retention Decision 

received by*UDG—.......—-— $2. 180 

| Armp* revenue jkt ett rlond- $130 

[Variable < avoidable) coat of continued serv¬ 
let: 

Cost incurred on the branch line-53, 717 

(Vat of uperruding branch line to FRA Cla*s 

1 : (1/10 of total upgrading eo*t)- 0 

Cog larured beyond the branch 
OX incurred beyond the bnmeh Une-- 1,000 


_ 55.317 


- (53,137) 

.. (3,321) 


Total variable (avoidable) coat- 

|X*t contribution ilosa): total_ 

| lmag? per carload-- 

This line would require no upgrading to meet the re- 
ifORtneiits of the Federal Railroad Administration’s 
I minimum safety standards (Class 1 track, which has a 
[auimum safe operating speed of m.p.h.). 

An evaluation of coal reserves by USRA staff indi- 
j nits there are active loading facilities on this line and 
Me may increase. This coal traffic is billed at West 
< rfcson* and does not appear in the carloadings or rev- 
'Mies rrpnrted above. 

tK&mmendaiion 

•Nodecision can be made on this line until further in- 
fonimiion on the [>otential for coal traffic is developed. 


PORTION OF THE WEST END BRANCH 
USRA Line No. 929 
Reading 


^*4 Spring 




ROC to 

ROC to Braochdal* 

RDG to Zcfbc X 

\ 

Turnout Junction ^ S<U«fton 


ROC to 
Pott»vill« 
(Rost End) 



" I p 0RTI0M OF THE WEST END BRANCH. ROC 

■I I / 

ROC to Sdtuflkill Haven and Raiding 


9.1 milo* - 


-J 


f f P° n *n of the West End Brandt, extends from 
1 (Milepost 0.0) to Trewont, Pa. (Milepost 
Ai Tn ] * tance miles, in Schuylkill County, Pa. 
remon ^ this line continues to Good Spring and to 


Pine Grove. At Westwood, this line continues to Schuyl¬ 
kill Haven. All continuations (except to Schuylkill 
Haven) are also under study in this Report. This line 
was descrilted as potentially excess in the U.S. DOT 
Report (see Zone 82). 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” 

Information for Line Retention Decision 

An evaluation of coal reserves by USRA staff indi¬ 
cates then* are active loading facilities on this line. 
Monbeck Coal Co. shipped 36,967 tons or 678 carloads in 
1974. The coal generated by this line is billed at West 
Cressona and does not appear in the above traffic data. 

Recommendation 

It is recommended that this portion of the West End 
Branch be included in the ConRail System. 


SWATARA COLLIERY TRACK 

USRA Line No. 930 

TERMINUS (ZERBE) 

SWATARA COLLIERY 1 
TRACK. RDG - » 1^ 18 m,l * s 


RDG to Tremont SWATARA RDG to Westwood 

JUNCTION and Schuylkill Haven 

The Swatara Colliery Track, extends from Swatara 
Junction, Pa. (Milepost 0.0) to Terminus (Milepost 
1.8), a distance of t Smile*, in Schuylkill County, Pa. At 
Swatara Junction, this line connects with the Reading 
West End Branch, portions of which are also under 
study in this Report. This line was not shown in the 
U.S. DOT Report (see Zone 82). 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was 
provided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report.” 

Information for Line Retention Decision 

An evaluation of coal reserves by USRA staff con¬ 
firms then* is an active loading facility on this line: 
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Swatara Coal Company who shipped 36,188 net tons, or 
565 carloads, in 1974. The coal generated on this line is 
billed at West Cressona and therefore does not appear in 
the above traffic data. 

Recommendation 

It is recommended that the Swatara Colliery Track 
be included in the Con Hail System. 


PORTION OF MUDDY COLLIERY TRACK 
USRA Line No. 931 
Reading 

RDG to Terminus (Branchdale) 



\ 

\ 


WEST JUNCTION# 

I ^PORTION OF THE 
0.6 miles I* MUDDY COLLIERY 

>*| TRACK. RDG 

RDG (o Tremont I 

-i-- 1 — T - 

SILVERTON ^ RDG to Westwood 

and Schuylkill Haven 

This portion of the Muddy Colliery Track extends 
from Silverton (Milepost 2.0) to West Junction, Pa. 
(Milepost 2.6), a distance of 0.6 miles , in Schuylkill 
County, Pa. 

At West. Junction, this lino continues to Terminus. 
At Silverton, this line connects with the Reading West 
End Branch, segments of which are also under study 
in this Report. This line was not shown in the U.S. DOT 
Report (see Zone 82). 

Information Provided by RSPO, Shippers, Government, 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” 

Information for Line Retention Decision 

An evaluation of coal reserves by USRA staff con¬ 
firms no coal activity here. Available data indicates that 
there is no traffic generated by this line. 

Preliminary Recommendation 

It is not recommended that this portion of the Muddy 
Colliery Track included in the ConRail System. 


PORTION OF THE MUDDY COLLIERY TRACK 
USRA Line No. 932 
Reading 

TERMINUS PORTION OF THE MUDDY 

(BRANCHOALE) COLLIERY TRACK. RDG 


2.7 miles 

ROG to Zerbe 


/ 


WEST JUNCTION 


^ VSilvcrton 

i Junction^,^__ — O— .__ 


Swatara 

RDG to Tremont 


RDG to Wtstwood and 
Schuylkill Haven 


This portion of the Muddy Colliery Track extends 
from West Junction, Pa. (Milepost 0.0) to Temim 
(Milepost 2.7), a distance of 2.7 miles, in Schuylkill 
County, Pa. 

At West Junction, this line continues to the Reading 
West End Branch at Silverton. This continuation a 
also under study in this Report.. This line was not shown 
in the U.S. DOT Report (see Zone 82). 

Information Provided by RSPO, Shippers, Govemmtni 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Service 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Sendee Report.” 


Information for Line Retention Decision 

An evaluation of coal reserves by USRA staff con- 
Arms no coal activity here. Available information in¬ 
dicates that no traffic is generated by this line. 

Preliminary Recommendation 

It is not recommended that this portion of the Muddy 
Colliery Track be included in the ConRail System. 


FRANKFORD BRANCH 
USRA Line No. 933 


Reading 

» Frankford Branch extends from / 
loa (Milepost 8.1) to Frankfort' P a - 1 • ' ® 
a distance of 2.6 miles, in Philadelphia . 
lylvania. This line is in northeast PhjWWPj 
uiis from Frankford Junction on the ,1^ 
it lino to New York eastward to Frank on. 
nnection to the PC Oxford Road Brnis i 1 " 
eing studied in this R^rt- Th»e ^ 

Lentially excess in the U.S* l' ul 
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FRANKFORD / 
JUNCTION ^ 


to West Trenton 



RDGto / 
Wayne Junction 


FRANKFORD BRANCH. RDC 
2.6 miles 

FRANKFORD 
PC Oxford Road Branch 


Traffic ond Operating Information 

tattoos (with their 1973 carloads) served by this line: 


Swjuwrdiite------— 1, 702 

Frankford--- 0 


Total carloads generated by the Une-1,769 

Awra&e carloads per week--- 33. 9 

Aren re carloads i**r mile-078.9 

ATrrije carload* per train- 0.8 

WS operating information: 

.VtaulH-r of round trips per year——-.-.- 200 

Moated time per round trip (hours)..- 4.0 

Locomotive horsepower_1. 500 

Train crow rise___ 4 


Womiotion Provided by RSPO, Shippers, Government 

Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their re¬ 
ports entitled ‘'The Public Response to the Secretary of 
Transports ion’s Rail Sendee Report” indicated that 
there are 1,743 carloads annually (599 of which are 
&*ra). Scars is also served by the PC’s Oxford Road 
Branch (2,400 cars in 1973) but its use of the Oxford 
Branch is restricted because of an underpass with 
*"* clearance. The Frankford Branch can accommodate 
liKube box cars. 

WonnoHon for Une Retention Decision 


^ TrflD * revived by RDG___$309,107 

Ar u»^ rpvwme per carload__ $175 


talaM* (avoidable) cost of continued serv¬ 
ice: 

^Incurred on the branch line_113,088 

of u Wn*<llng branch Une to KRA Class 

l * ( 1/10 of total upgrading coat)..._ 0 

0j * ^rrrd lieyond the branch line_ 92.586 


PORTION OF CATAWISSA BRANCH 
USRA Line No. 934 
Reading 


I PC to Elmira 



This portion of the Catawissa Branch of the Reading 
Company extends from Newberry Junction (Milepost 
169.0) to West Milton (Milepost 203.5), a distance of 
mile*, in Lycoming, Union and Northumberland 
Counties, Pa. At Wells this line crosses Penn Central’s 
Williamsport Secondary extending to Williamsport and 
connects at Newberry Junction with the Penn Central 
line extending westward to Buffalo and Harrisburg. It 
also crosses this line at Monty. At West Milton, the line 
connects with the Reading Co. Shamokin, Sunbury and 
Lewisburg Branch extending south to Lewisburg and 
Sunbury. This line was not described as potentially ex¬ 
cess in the U.S. DOT Report (see Zones 73 and 82). 

Traffic and Operating Information 


T »U! variable (avoidable) coat.... 205, 674 

^Contribution (loss): total_ 108.433 

**** rarlond... 59 


to line would require no upgrading to meet the 
luirements of the Federal Railroad x\dministration ? 8 
^nuni safety standards (Class I track, which has a 
mum operating speed of 10 mph). 

^•mmtndation 

that the Frankford Branch be 
Ui the Con Rail System. 


Stations (with their 1973 carloads) served by this Une: 

New Columbia_ 2,008 

A lien wood_ 2 

Montgomery__ 8 

Muncy___________ 1,442 

HaUs_ 2 

Montouraville__ (H8 

Williamsport _ 3,087 

Newberry Junction_ 2 


Total carload* generated by the line_____7,195 

Average carload* per week_____138, 3 

Average carload* per mile..._ 208.5 

Average carload* per train- 27. 7 
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1973 operating information: 

Number of round trip* per year-— 

Estimated time per round trip (hour*)- 0 

Locomotive horsepower-—--1, «V10 

Train crew -- 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
u The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report/' 

Information for Line Retention Decision 

Revenue received by RDG -- $1,452,753 

Average revenue per carload - $202 


Variable (avoidable) coat of continued aerv- 
Ice: 

Coat Incurred on the branch Une- 524. 895 


Coat of upgrading branch line to FRA 

Claw I : (1/10 of total upgrading cost) . 0 

Coot Incurred beyond the branch Une — 759.163 

Total variable (avoidable) coat - 1,284.058 


Net contribution (lotm): total--- 168,605 

Average per carload- 23 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). 

An evaluation of coal reserves by ITSRA staff con¬ 
firms no anthracite coal; however, a new bituminous 
coal producer is trucking coal from north of Newberry 
Jet. to the Reading Rranch at Newberry Jet and load¬ 
ing it there. In 1974, they loaded 56,1G4 tons (749 car¬ 
loads). 

Recommendation 

It is recommended that this portion of the Catawissa 
Branch be included in the ConRail System. 


STONY CREEK BRANCH 
U5RA Line No. 935 
Reading 

The Stony Creek Branch extends from /Yorristoirn 
(Milepost 0.0) to Lonsdale, Pa. (Milepost 10.0), a dis¬ 
tance of 10.0 mites, in Montgomery County, Pa. At 
Norristown this line connects with the Reading Norris¬ 
town Branch, and the Reading Philadelphia to Potts- 
ville Line. At Lansdale it connects with the Reading 
Philadelphia to Bethlehem Line, and the Reading 
Doylestown Branch. The Reading Doylestown Branch 
is also under study in this Rejwrt. This line was de¬ 
scribed as potentially excess in the D.S. DOT Re|>ort 
(see Zone 60). 


S a PC to Reading 
RDG to R«admg'- 

M < 


Norm to «m Junction 



RDG to Beriitefcem 

v 

\ *0G 10 ikr 1 "**"* 

LANS0ALE 

- Ptuladetpfcia is 
BechU**™ Line. HOC 

STONY CREEK BRANCH 


S' 

SN PC to Pftiladolphia 

\JV 

* RDG to Phil«Mphia 


Traffic and Operating Information 

Stations (with their 1973 carloads) nerved by this Hoe: 


Belfry_ 3 

Hartranft-——--—- 1* 

Total carloads generated by the Une.-- 21 

Average carloads per week-—-H 

Average carload* per mile--- 2J 

Average carload* per train----—. 


1973 nperatlug Information: 

Number of round trip* per year-—- *2 

Estimated time per round trip (bouni).--° 

Locomotive horsepower-—-t200 

Train crew size- - - - - 4 

Information Provided by RSPO, Shippers, Govemmtri 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the SecreUiJ 
of Transport at ion's Rail Service Report." This line > 
being considered by SEPTA for electrified commit** 
passenger service, but no decision has been made. USRA 
staff has requested SEPTA to complete a detailed in¬ 
ventory of its passenger service needs. 


Information for Lint Retention Decision 


Revenue received by Reading- 

Average revenue per carload- 




$136 


Variable (avoidable) coat of continued serv¬ 


ice: 

Coat Incurred on the branch line..—- 

Co*t of ujigradlng branch line to FRA Claw* 
I: (1/10 of total upgrading co*t) - 

Coat incurred beyond the branch line- 


77,268 

0 

2.032 


Total variable (avoidable) co*N 



Net contribution (low) : total 
Average per carload- 


_< 715.3721 

(3,630) 


This line would require no upgrading to 
requirements of the Federal Railroad Adini # 

minimum safety standards (Cla^ I tnuk, \\ > ,r 
maximum safe operating speed of 16 ®*P- 
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Preliminary Recommendation 

It is not recommended that the Stony Creek Branch 
be included in the ConRail System. Continued opera¬ 
tion of this line would requires rail service continuation 
subsidy. Under the 1973 t radio, revenue and cost levels, 
this line generates an unnual excess financial burden 
unounting to $ 76,372 or $ 3,636 per carload. Recovery of 
costs would require approximately a ninety-fold in¬ 
crease in traffic or a 2,675 per cent rate increase over the 
1973 levels. 


PORTION OF READING AT MUNCY 
USRA Line No. 946 
Reading 


\ RDG to Williamsport 

l*" 


MUNCY 



TERMINUS 


MUNCY BRANCH. RDG 
RDG to West Milton 


This portion of the Heading at Muncy extends from 
Milepost 0.0 to Milepost 0.6, a distance of 0.6 ww/c, in 
Lycoming County, Pa. This line runs from Muncy to 
Terminus. It connects at. Muncy with the Reading line 
*hich runs between West Milton and Williamsport. 
Biis line was not described as potentially excess in the 
T& DOT Report (see Zone 73). 


^formation Provided by RSPO f Shippers, Government 

Agtncios 

specific information concerning this line was pro- 
'kM at tin- hearings conducted by the Kail Services 
as reflected in their reports entitled 
f Public Response to the Secretary of Transports- 

^Kail Service Report / 1 

^formation for Lina Retention Decision 

traffi, gvnmtted by this line is billed to USRA 
^ nrx nt o.M which is recommended for inclusion in the 

UtoRail system. 


•commendation 


U 


« recommended that this portion of the Reading 
^ itieludod in the ConRail system. 


TERMINUS 

1.4 miles I 4 ^OOD SPRING 

I COLLIERY TRACK, RDG 

RDG to Keffers I ^ RDG to Tremont. 

V_,_■_*4 _ k " Westwood and 

GOOD SPRING Have " 


a distance of 74 mUoo. in Schuylkill County, Pa. At 
Good Spring, this line connects with the Reading West 
End Branch, also under study in this Report. This line 
was not shown in the U.S. DOT Report (see Zone 82). 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro* 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion s Rail Service Report.” 

Information for Line Retention Decision 

The coal traffic generated by this line is billed at 
West Cressona and therefore does not appear in the 
traffic, revenue and cost data reported above. 

Recommendation 

It is recommended that the Good Spring Colliery 
1 rack be included in the ConRail System. 


NEW BOSTON SECONDARY TRACK 
USRA Line No. 1007 
Lehigh Valley Railroad 


. Raven Run 


LV lo Hazleton 




___ Delano 

RDG to Shamok in 

and Sunbury 

\ 9.6 miles S LAUREL JUNCTION 

-v. f NEW BOSTON 

SECONDARY 
TRACK, LV 

*R0CK 

Reading to Tamaqua 


GOOD SPRING COLLIERY TRACK 
USRA Line No. 947 
Reading 

spring Colliery Truck extends from Good 
^ a * M Uepost 0*0), to Terminus (Milepost 1.4), 


The New Boston Secondary Track extends from 
Laurel Junction (Milepost 157.5) to ltock % Pa, (Mile- 
[Hist 167.1 ),n distance*of 9£miles % in Schuylkill County, 
Pa. At Laurel Junction, this line connects with the l^e* 
high Valley line to Hazleton and the Lehigh Valley 
Delano Secondary Track to Kohinoor Junction* A por- 
Mon of the latter line is also under study in this Report. 


795 










10138 

This line was not described as potentially excess in the 
U.S. DOT Report (see Zone 82). 

Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 


Buck Mountain College..—- 8 


Total carloads generated by the line - # 

Average carloads per week - 0. 2 

Average carloads per mile — --- 9.8 

Average carloads per train --- 9- 5 

1973 operating information: 


Number of round trips per year --- 19 

Estimated time per round trip * hours) - 2 

Locomotive horsepower -—- POO 

Train crew size —---- 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

No information was provided at the hearings con¬ 
ducted by the Rail Sendees Planning Office as reflected 
in their rcfiorts entitled “The Public Response to the 
Secretary of Transportation s Rail Service Report.” 

Information for Line Retention Decision 


Revenue received by LV--- $1.900 

Average revenue per carload--- $238 

Variable (avoidable) coal of continued 
nervlco: 

Coat Incurred on the branch line.. 68.206 

Coat of upgrading branch Une to FRA Class 

I: (1/10 of total upgrading cost)- 7.321 

Coat incurred beyond the branch line- 546 


Total variable (avoidablei cost_ 76,072 


Net contribution (loss* : total_(74.172) 

Average per carload-(9,272) 


This line would require upgrading to met the require¬ 
ments of the Federal Railroad Administration’s mini¬ 
mum safety standards (Class 1 track, which has a maxi¬ 
mum safe openttingspeed of 10 m.p.h.). Based on avail¬ 
able information, this upgrading would include the re¬ 
placement of a total of 1,500 crossties (an average of 
l56crosstics per mile). 

Preliminary Recommendation 

It is not recommended that the New Boston Second¬ 
ary Track lie included in the ConRail System. Con¬ 
tinued operation of this line would require a rail serv¬ 
ice continuation subsidy. Under 1973 traffic, revenue 
and cost levels, this line generates an annual excess fi¬ 
nancial burden amounting to‘$74,172 or $9,272 per car¬ 
load. Recovery of costs would require approximately a 
fifty-four-fold increase in traffic* or a 3,895 percent rate 
increase over the 1973 levels. 


PORTION OF THE DELANO SECONDARY TRACK 
USRA Line No. J 008 
Lehigh Valley 


PORTION OF THE DELANO 
SECONDARY TRACK. LV 


RAVEN 
RUN Shenandoah ^ 


?: 

i 

k 


Shenandoah 


LV ♦/ 


DELANO 


13.7 miles 


*V^Laurel Junction 
LV to Hazleton 


\ 

ROG to Mahanoy Plane 


This portion of the Delano Secondary T rrn-k, t itends 
from Delano (Milepost. 158.4) to Raven Run,/’a. (Mile- 
post 172.1), a distance of 13.7 miles, in Schuylkill 
County. Pa. Continual ions of this line extend eastward 
from Delano and westward from Haven Run. The sec 
tion of this line from Haven Run to Shenandoah has 
been abandoned for several years. This line was de- 
srxibed as potentially excess in the U.S. DOT Report 
(see Zone 82). 

Traffic and Operating Information 

Station!* (with their 1973 carload*) nerved by this Hoc: ^ 

Park Place --* j 

Raven Run_ 

Tatal carload* generated by the Hue- 

Average carloads per week- 

Average carload* per mile---- 

Average carloads per train-—- 

1973 operating Information: 

Number of round trips per year- 

Estimated time per round trip (hours) — 

Locomotive horsepower- 

Train crew size---—- 

Information Provided by RSPO, Shipping, Governm 
Agencies 

No specific information concerning this lib? ^ 
provided at I he hearings conducted by the hail . , 
Planning Office as retiected in their teporis enM 
“The Public Response to the Secretary of ^ nins,x> 
tion's Rail .Service Report."' Pennffjdvanias ^ t0 
stated that the five mile section from Shenan ^ 
Raven Run has been abandoned for several 
that from Shenandoah to the Luzerne ( nun . 
there were companies shipping TO* carloads j^ 
Two companies are developing indusfria P a 
Delano. 
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Information for Line Retention Decision 

Hifvenut* received by LV -.-- $21. 71)1 

nge revenue per carload--. $123 

Variable (avoidable i cost of continued 

nerrlce: 

Coat incurred on the branch line-78. 980 

Coat of upgrading branch lino to FRA 
Oats I: (1/10 of total upgrading coat). 10.441 
Co*t Incurred beyond the branch line_ 15.382 


Total variable (avoidable) coat_ 110.812 


Set contribution (loss) : Total...(89.021) 

Awa*e per carload--- (503) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
intlable information, this upgrading would include 
the replacement of a total of 1,900 crossties (an aver- 
lgrof 181 croseties per mile). 

Miminory Recommendation 

Although the preliminary recommendation is that 
this portion of the Delano Secondary Track not be 
oduded in the ConRail System, the possibility of im- 
nxdiately increasing revenue must be explored l>efore 
i final recommendation can be made. Without imme- 
'tatelv increasing revenue, continued operation of this 
to* would require a mil service continuation subsidy. 
Uder 1973 traffic, revenue and cost levels, this line 
gwmtes an annual excess financial burden amounting 
to $9,021 or $503 per carload. Recovery of casts would 
approximately a fourteen-fold increase in traf- 
rV or a 410 percent rate increase over the 1973 levels. 

NESQUEHONING VALLEY BRANCH 
USRA Line No. 1009 
Lehigh Valley 

NESQUEHONING VALLEY BRANCH. LV 

Vil RDG 10 West Ml,u>n \ LV * 0ut of * #fv * c# ) 
’^[tWeno 16,7 mil ** \ 

# ^[ Hauto NESQUEHONING \ 

tHtocki |f^. JUNCTION 

jf | LV (L&NE) LV to Allentown 

* East Mahanoy 
Action 

^hcXosipiohoning Valley Branch of the Lehigh Val- 
^ r °in Nesquehoning Junction (Milepost 
Pa. (Milepost 16.7), a distance of 
j • c *t, in Carbon aiu ] Schuylkill Counties, Pa. This 
^tinecLs with the Ijchigh & New England tty. at 


Hauto. At Nesquehoning Junction this line connects 
with the LV line south to Pockerton and north to 
HetcheU. The former line is also under study in this 
Report. The latter is out of service with the track 
partially removed. This line, except for the portion 
from Nesquehoning to Hometown, was described as po¬ 
tentially excess in the U.S. DOT Report (see zones 70 
and 82). 


Traffic and Operating Information 

Station* (with their 1973 carload*) served by thi* Une: 

Nesquehoning_. 25 

Hauto ___ 34 

Hometown ___ 423 

Hauck* _ 4 


Total carload* generated by the line_ 489 

Average carload* per week___ 9 . 4 

Average carloads per mile_ 29.3 

Average carload* per train_ 5 . 2 

1073 operating in format ion: 

Number of round trips per year__ 95 

Estimated time per round trip (hour*)_ 6.0 

Locomotive horsepower_1,500 

Train crew size_ 4 


Informotion Provided by RSPO, Shipping, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted bv the Rail Services 
Planning office as reflected in their reports entitled “The 
Public Response* to the Secretary of Transportation's 
Rail Service Report/’ However, note was made of the 
many submissions calling attention to the anthracite 
coal deposits in this area. 

Penn. DOT cites part of this line (3.5 miles from 
Haucks to Hometown) as having been “extensively de¬ 
veloped for industry/’. They reported two companies 
using 540 carloads a year and “increasing/’ 

According to Pennsylvania DOT, a 224-acre indus¬ 
trial park is being developed north of Hometown. In 
addition, the Hauto Industrial Park near Nesquehoning 
is expected to generate 780 carloads annually by 1975. 

Information for Une Retention Decision 

Revenue received by LV___$126,507 

Average revenue per carload_ $259 

Variable (avoidable) coat of continued 
sendee: 

Cost Incurred on the branch line_ 156, 065 

Coat of upgrading branch line to FRA 
Claa* I: (1/10 of total upgrading coat). 14. 840 
Coat Incurred beyond the branch line_ 51.311 

Total variable (avoidable) cost___ 222,810 

Net contribution (loss) : total___ (96,2491 

Average per carload_..._ (197) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has 
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a maximum safe operating speed of 10 m.p.h.). Based 
on available information* this upgrading would include 
the replacement of a total of 2,200 crossties (an aver¬ 
age of 1S2 crossties per mile). 

Preliminary Recommendation 

Although the preliminary recommendation is that 
the Nesquehoning Valley Branch not he included in the 
('onKail System, the possibility of immediately in¬ 
creasing revenue must l)e explored l>eforc a fund rec¬ 
ommendation can Ik? made* Without immediately in¬ 
creasing revenue, continued operation of this line would 
require a rail service continuation subsidy. Under 1073 
traffic, revenue and cost levels, this line generates an 
annual excess financial burden amounting to $06,240 
or $107 |K»r carload. Recovery of costs would require 
approximately a 130 percent increase in traffic or a 75 
percent rate increase over the 1073 levels. 


FRANKLIN BRANCH 
USRA Line No. 1012 


Lehigh Valley 


D&H to Ca/bondale 


LV to Coxton 
Buttonwood 


v 


T 

PC to Northumberland 
1.0 miles 

/ 

r*< 

Old LV Main Line 
to Warrior Run 


<■■■ . 

WILKES BARRE 

«- 


franklin branch at 

WILKES BARRE. LV 


Ashley 

\ 

X 

LV (LAS) to Solomons 
Gap (out of Service) 


The Franklin Branch, extends from Milepost 0.0 to 
Milepost 1.0, a distance of 1.0 mi 7c, at Wilke*-Barren in 
Luzerne County, Pa. At Wilkes-Barre this line con¬ 
nects with the LV line to Pittston and with the PC But¬ 
ton Secondary Track, which is also under study in this 
Report. This line was not described as potentially ex¬ 
cess in the U.S. DOT Report (sec* Zone 72). 


Information Provided by RSPO, Shippers, Government 
Agencies 

Xo specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
"The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report** 

Information for Line Retention Decision 

At this time, the traffic generated on this line cannot, 
be identified, therefore no analysis was conducted. 


PORTION OF JERSEY CITY-BUFFALO LINE 
USRA Line No. 1013 
Lehigh Valley 


.♦-LV to Buffalo 


State Line & 



Sullivan Branch, 
LV 


PORTION OF 
THE JERSEY CITY- 
BUFFALO LINE. LY 


MEH00PANY 


LV to Jersey City 


This portion of the Jersey City-to-Buffulo Line, ex¬ 
tends from Mehoapany (Milepost 214.1) to Toinindiu 
P<k (Milejiost 254.8). a distance of //).7 mile*, in Wyo¬ 
ming and Bradford Counties, Pa. Continuations of this 
line extend southeastward from Mehoopany to Jersey 
City and northwestward from Towanda to Buffalo. At 
Towanda this line connects with the Iichigh Valievs 
State line and Sullivan Branch. The continuations and 
the connection are also understudy in this Report. This 
line was not described as potentially excess in the l\S. 
DOT Report (see Zone 73). 


Traffic and Operating Information 


StAtlon* (with their 1973 carloads) served by thU line: 


Mehoopany . ..- _ 

___ 1# 

Myobeooh _.... ____„____ 

_ 3 

Skinners Eddy_____ 

_ m 

Lacey vtile „ _ _ 

- *<25 

Wy ill using _ _ t _ 

_ 106 

Wysox _ - _- - 

_ X 

Total carloads generated by the line_. 

_ 1.123 


Average carloads per week_ 

Average airloads per mile_ 

Average carloads per train_ 

1973 operating information: 

Number of round trips per year_ 

Estimated time per round trip (hours). 

Locomotive horsepower_ 

Train crew *isc_ 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this Vine waapr° 
vidi*d at the hearings conducted by the Rail 
Planning Office as reflected in their reports cntI *^ 
u The Public Response to the Secretary of I ranspod* 
tion'j} Rail Service Report.* Correspondence oppo* 1 ^ 
the abandonment of this line was received ft* 0111 * 1 
Northern Tier Rural Development Committee, * H 
Northern Tier Regional Planning & Development ( on ^ 
mission, Arey Lumber Co., Masonite Corp. (l |J,nn * 
Paper Co., while under no danger of losing rail sen^ 


_21.6 
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stated that 60% of their traffic was routed north over 

this line. 

Informotion for Line Retention Decision 


fcmioe received by LV-$252.186 

Awnp* revenue per carload-- $225 


Variable (avoidable) coat of continued 
service: 

Gait Incurred on the branch Une- 469,109 

Cost of upgrading branch Une to FRA 
Claw 1: (1/10 of total upgrading 

cost)---- 0 

Cost incurred beyond the branch Une_128, 945 


sects this line. At Sayre this line connects with the Le¬ 
high Valley Auburn Branch, and the Lehigh Valley 
W avcrly-Elmira Branch (trackage rights over EL). 
Of the continuations and the connecting lines mentioned, 
only the LV Waverly-to-Elmira Branch is not under 
study in this Report, This line was not described as po¬ 
tentially excess in the U.S. DOT Report (see Zone 73). 


Traffic and Operating Information 


Stations (with their 1973 carloads) served by this Une: 

Towanda_ 730 

Ulster_ 1 

Athens____ m 


Total variable (avoidable) cost- 508,054 


SH contribution (loss) : total.-___(345.888) 

Awi«e per carload-J__ (808) 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). 

Although this line generates a I 06 S based on origi¬ 
nated and terminated traffic, it is required as a secondary 
through freight line. Therefore, all shippers located 
on this line will receive service. 

tuommendation 

It is recommended tlmt this portion of the Jersey 
City to Buffalo line be included in the ConRail System. 
It may be transferred to another carrier (see Chap. 3). 


PORTION OF JERSEY CITY-BUFFALO LINE 
USRA Line No. 1014 
Lehigh Valley 


EL to Hornell (LV has 
Trackage Rights to Elmira) 

—LV to Buffalo 

X f A- Auburn Branch. LV 

-EL to Binghamton 


SAYRE 


16.2 miles'^ ^ 


LV to Jersey City 

PORTION OF T0 * AN0A I 
JERSEY CITY- / 

BUFFALO LINE. LV I 

>\ 

State Line & Sullivan 
Brandi. LV 


from r^° rtIOn jQVSe y City-Buffalo line, extends 
271 r 0lr,;n ^ a t Milepost 254,8) to Sayre. Pa. {Milepost 
p* a distance of 1C£ miles, in Bradford County, 
^ °btiniuition3 of this line extend northward from 
lA*iik sout ^ War( * from Towanda. At Towanda. the 
U K* \ a!Uiv State Line and Sullivan Branch inter¬ 


Total carloads generated by the line_ 842 

Average carload* per week_ 10.2 

Average carloads per mile___ 52, 0 

Average carloads per train___ 3 . 2 

1973 operating information: 

Number of round trips per year___ 200 

Estimated time per round trip (hours)____ 11.0 

Locomotive horsepower_ 1,500 

Train crew size_ 4 


Information Provided by RSPO, Shipping, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Service Report.” Correspondence opposing 
abandonment of this line was received in conjunction 
with LV line 1013, Mohoopany to Towanda. 

Information for Line Retention Decision 

Revenin* received by LV_—__ $257, 827 

Average revenue per carload__ $318 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch Une_ 325, 667 

Cost of upgrading branch line to FRA 
Class I (1/10 of total upgrading cost). . 0 

Cost incurred beyond the branch line_ 103. 296 


Total variable (avoidable) cost_ 428,963 


Net contribution (loss): total_(161. 136) 

Average per carload_ (191) 

This line would require no upgrading to meet the 
requirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which has a 
maximum safe speed of 10 mph). 

Although this lino generates n loss based only on 
originated and terminated traffic, it is required as a sec¬ 
ondary freight line. All shippers located on this line 
will receive service. 

Recommendation 

It is recommended that this portion of the Jersey 
City to Buffalo line be included in the ConRail System. 
It may be transferred to other carriers (see Chap. 3). 


799 










































10143 


RHODE ISLAND 


Intrastate 


Traffic ond Operating Information 


PC 


Stations (with their 1073 carloads) served by this 
line: Newport__________ jgg 


U8RA 
hue numtter 


Terminals 


& Newport to Portsmouth 

W 3C* East Providence to Warren 

3$'$$# Cranston to Pontiac 

43a Kingston to Wakefield 

Washington to Providence 

Interstate 


Total carloads generated by the lino _ lfle 

Average carload* per week _ 3,2 

Average carloads per mile _ 17,9 

Average carloads i>er train _ 3.3 

1973 operating information: 

Number of round trips per year _____ 50 

Estimated time per round trip (hours)_ 3.0 

Locomotive horsepower __ ; _ _ ____ 750 

Train crew* size ____ 4 


blond to Connecticut (this line is discussed under 
Connecticut) 

43 Hills Grove, R.I. to Groton, Conn. 


PORTION OF NEWPORT SECONDARY TRACK 
USRA Line No. 28 
Penn Central 


/4~ PC to Fall River. 
/ Hass. 


W 

J P PORTSMOUTH 

A-PORTION OF NEWPORT 
\* I SECONDARY TRACK . PC 

^NEWPORT 


portion of the Newport Secondary Track, for- 
f ; part *he New Haven RR, extends from Porte- 
Tr (Milepost 21.2) to Newport , RJ. (Milepost 
IV ,* *) lstance °f W mile*, in Newport County, R.L 
p nort " er b continuation of this line extends from 
to Fall River. Mass. In June 1973. 
rtis r ap l) lief l to 4 lie ICC for permission to abandon 
oiP°r ket No * AB-5, Sub. 164). On Septem- 
^ion / FC applied to the U.S. Railway Asso- 
J^v J? r th « permission (USRA Docket No. 

‘ °. a l action has been taken on either applica¬ 
te Was ^ e9cr ibed as potentially excess in the 

p Report (see Zone 18). 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transport a lion’s Rail Service Report'' primarily re¬ 
lated to state efforts to replace the deactivated Naval 
Training Center at Newport with other industries. This 
developmental effort requires continued and improved 
rail service. The testimony also indicated that new 
freight revenue is expected from a facility of the De¬ 
fense Supply Agency being developed at Mellville. 

Information for Line Retention Decision 

Revenue received by PC _ $54,577 

Average revenue per carloed_ $329 

Variable (avoidable) cost of continued serv¬ 
ice: 

Cost incurred on the branch line _ 75 ,618 

Cost of upgrading branch line to FRA 
Class I: ( J/10 of total upgrading cost ) _ 14.388 
Cost incurred beyond the branch line _ 62,391 

Total variable (avoidable) eoeU— 150,392 

Net contribution (loss) total _ (95,815) 

Average per carload _ (577) 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 500 crossties (an average 
of 53 crossties per mile). 
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Praliminory Recommendation 

It is not recommended that this ]>ortion of the New¬ 
port Secondary Track be included in the ( onRail 
System. Continued operation of this line would require 
a rail service, continuation subsidy. Cnder 1073 traffic, 
revenue and cost levels, this line generates an annual 
excess .financial burden amounting to $95,815 or $577 
per carload. Recovery of costs would require both traf¬ 
fic growth and a rate increase over the 1973 levels. 


PORTION OF THE BRISTOL SECONDARY TRACK 
USRA Line No. 36/36o 
Penn Central 


Washington 
Secondary Track. PC —^ 


Providence 


' \ //— 


/ Portion, Bristol 

Secondary Track. PC 


EAST PR0VI0ENCE 


Shore Line, PC - 


10.0 miles 


PORTION. BRISTOL- 
^ SECONDARY TRACK. PC 


ENO OF TRACK < 
NEAR WARREN 


This |>ortion of the Bristol Secondary Track, former¬ 
ly part of the New Haven HR, extends from East 
Providence (Milepost 1.!)), to End of Track near War¬ 
ren, RJ. (Milepost 11.9), a distance of 10J) miles, in 
Providence and Bristol Counties, Rhode Island. A con¬ 
tinuation of this line extends from East Providence tfi 
Providence where it connects with the Shore Line and 
the Washington, R.I. Secondary Track, both PC. The 
latter is also under study in this Report. This line was 
described as potentially excess in the l\S. DOT (see 
Zone 27). 

Traffic and Operating Information 

Stations (with their 1973 carloads i served by this line: 

Riverside----— SO 

Barrington----—-— 16G 


Total carloads generated by the line—- 366 

Average carloads per week---—— 7.0 

Average carloads per mile-.— -——-- 36.0 

Average carloads per train--- 3. 5 

1073 operating information: 

Number of round trips per year- 104 

Estimated time per round trip (hours)- 4.0 

Locomotive horsepower—-—-1,750 

Train crew siae--—-- 4 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro- 
vided at the hearings conducted by the Rail Service! 
Planning Office as reflected in their reports entitW 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report/ 1 

Information for Line Retention Decision 


Revenue received by PC-----1215.04 

Average revenue per carload- $588 


Variable (avoidable! coat of continued service: 

Coat incurred on the branch Une- 96,597 

Coat of upgrading branch line to FRA Class I 

(1/10 of total upgrading coat)- 10,139 

Coat incurred beyond the branch line._ 154,354 


Total variable (avoidable) coat- 267,09) 

Net contribution (loss*): total--151.066 1 

Average per carload---—— (141) 


This lino would require no upgrading to meet the 
requirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has 
a maximum safe operating speed of 10 m.p.h.). 

Preliminary Recommendation 

It is not recommended that this portion of the Bristol 
Secondary Track be included in the ConRail System. 
Continued operation of this line would require a nul 
service continuation subsidy. Under 1973 traffic, reve¬ 
nue and cost levels, this line generates an annual excess 
financial burden amounting to $51,666 or $141 p>r car¬ 
load. Recovery of costs would require approximate? 
an 85 per cent increase in traffic or a 25 per cent rate 
increase over the 1973 levels. 


PONTIAC SECONDARY TRACK 
USRA Line No. 38/38a 
Penn Central 


ffathington Secondary 
Track , PC ^ 


PONTIAC 


PONTIAC j 
SECONDARY 
TRACK PC 



I 

J Providence 

a — mT 


CRANSTON 


Shore Line . PC 


Bristol Seconds 
Trick . PC 
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The Pontiac Secondary Track, formerly part of the 
Haven RR, extends from Cranston (Milepost 0.0) 
to Pontiac* /?./. (Milepost 5.0), a distance of 6.0 milts, 
in Prevalence and Kent Counties, R.I. This line con¬ 
nects at Cranston with the Shore Line of the PC. In 
June 1973, the PC applied to the ICC for permission 
to abandon a portion of this line (from Howard to 
Pontiac. R.I,) (Docket No. AB-5, Sub 170). No action 
his been taken on this application. This line was not 
described as |>otentially excess in the U.S. DOT Report 
(see Zone 27). 

Traffic end Operating Information 


SUtJon* iwith their 1073 carloads) served by this line: 

Ho wir'd___-____ 45 

Pontiac___—_ X 


Total carloads generated by the line_ 46 

Attract* carl’tttd* per week_________ 0.9 

Awigt carload* per mile_ 9. 2 

Arwift carloads per train__ 0.9 

UCSopmUm: information: 

Number of round trip* per year_ 52 

E*tim*t*d time per round trip (hours)_ 3 

Locomotive horsepower_______ 1.500 

Train crew .die_ 4 


Information Provided by RSPO, Shippers, Government 

Agencies 

So specific information was provided at the hearings 
inducted by the Rail Services Planning Office as re- 
klc<l in their reports entitled “The Public Response 
to the Secretary of Transportation's Rail Service 
Bepoit” 


^formation for Line Retention Decision 


J"® 3 * receive by PC_ $20. 037 

***** ftreimp per airload_ $435 


***t*bto (avoidable) cost of continued 

*m<*: 

G*t Incurred .* n the branch line..42. 820 

upgrading branch line to FRA 
( 1/10 of total upgrading cost),. 13, 871 
ir *urre<l tayond the branch line_ 18, 461 


variable <avoidable) cost_ 75,152 


lnn. N>t cnn ' r,hutlo '» (l"*w): total.. t!». 112) 

J^* !lu, ‘ Wou M miuire upgrading to meet the re- 
n ‘«nt* of the Federal Railroad Administration’s 
^ntuin safety standards (Class I track, which has a 

lt »vti! i S ' 1 ^ °P ermt ' ,, K speed of 10 m.p.h.). Rased 
tiwrv | # ? formation, this upgrading would include 
P »• finent of a total of 2,250 crosstire (an average 
c «»stie per mile). 


Preliminary Recommendation 

It is not recommended that the Pontiac Secondary 
Track be included in the ConRail System. Continued 
operation of this line would require a rail service con¬ 
tinuation subsidy. I nder 1973 traffic, revenue and cost 
levels, this line generates an annual excess financial 
burden amounting to $55,112 or $1,198 per carload. 
Recovery of costs would require approximately a 
thirty-five-fold increase in traffic or a 275 percent rote 
increase over the 1973 levels. 


NARRAGANSETT PIER RR 
USRA Line No. 43a 



t 


Short Line, PC 



4^ NARRAGANSETT 
PIER RAILROAD 


N/ WAKEFIELD 


The Narragansctt Pier RR, extends from Kingston 
(Milepost 0.0) to Wakefield, R.I. (Milepost 5.8), a dis¬ 
tance of 5 A milt s, in Washington County, R.I. Tliis line 
connects at Kingston with the Shore Line of the Penn 
Central; this portion of which is also under study in 
this Report. This line was not described as potentially 
excess in the U.S. DOT Report (see Zone 28). 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their re 
ports entitled "The Public Response to the Secretary of 
Transportation’s Rail Service Report” indicated that 
the DOT additions and corrections supplement dated 
March 1, 1974, noted that this line was owned by a 
Class II carrier and should not have been designated 
“potentially excess.” 

Information for Line Retention Decision 

The Narragansctt Pier Railroad is an independent 
carrier. The traffic interchanged between the NP and 
the PC amounted to 72 cars and this was not sufficient 
to change the decision, or the decision on line 43. Con¬ 
tinued access by the NP to connecting rail service will 
depend on the availability of service continuation 
subsidy for line 43. 
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WASHINGTON SECONDARY TRACK 
USRA Line No. 677 
Penn Central 

Bristol Secondary 



The Washington Secondary Truck, formerly part of 
the New Ilaven HR. extends from Pi'ovidtnce (Mile- 
post 0.0) to Washington, R.I. \ Milepost 17.0), a dis¬ 
tance of 17JO mile*, in Providence and Kent Counties, 
R.I. This line connects with both the Shore Line and the 
Bristol Secondary Track of the PC at Providence. The 
last-named line is also under study in this report. This 
line* was not described as potentially excess in tin* U.S. 
DOT Report (see Zone 27). 

Traffic and Operating Information 

Stations (with their 1973 carloads*) served by the line: 

Print Work*--- 

Oak Lawn- l 00 

Natick_ 3 

Hirer Point- 139 

W. Warwick- tl*> 

Washington---1* 914 

Olneyville---— 1.91ft 


_8. 480 


A Venice carloads j**r week—-.-- ^ I 

Average car loads per mile- - I 

Average carloads per train--- - 111/ 1 

1973 operating Informutluu : 

NumU*r of round trip* per year---- 250 I 

Katlmaled time |**r round trip (bourn)__, _ 74 I 

liOconiotive horsepower-- 1,540 I 

Train crew nine_____ < I 

Information Provided by RSPO, Shippers, Government I 
Agencies 

No specific information concerning this lino was pro* I 
vided at the hearings conducted by the Rail Service I 
Planning Office as reflected in their reports entitled I 
“The Public Response to’thc Secretary of Transport*- I 
t ion's Rail Service Report. 1 * 

Information for Line Retention Decision 


Revenue received by PC?-gl, 065,508 

Average revenue per carload- $479 


Variable (avoidable 1 coat of continued 
service: 

Coat Incurred on the branch line_ 279,020 

<\wit of upgrading branch line to 
FftA Class I <1/10 of total upgrad¬ 
ing cost)_—--- 14.128 


Cost Incurred beyond the branch line-- 1,067. 737 


Total variable (avoidable) cost --- LSflfc&H 

Net contribution (loss) total ___—- 304, 681 j 

Average per carload -—- ## 

This line would require upgrading to meet the re-j 
quirements of the Federal Railroad Administration* 1 
minimum safety standards (Clnss I track which his® j 
maximum safe operating speed of 10 m.p.h.). Based onj 
available information, this upgrading would include I 
the replacement of a total of 1,500 crossties (an averts* I 
of 88 crossties per mile). 

Recommendation 

It is recommended that the Washington Secondary j 
Track be included in the Con Rail System. 


Total carload** generated by the line. 
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VIRGINIA 


Intrastate 

PC 


USRA Terminals 

line number 


166 Little Creek to Cape Charles (car float) 

Interstate 

Virginia to Maryland (this line is discussed under Maryland) 

166 Cape Charles, Va. to Pocomokc, Md. 

Vsrsinio to West Virginia (this lint is discussed under 
Maryland) 

W Winchester, Va. to Hagerstown, Md. 


CAPE CHARLES FERRY 
USRA Une No. 165 
Penn Central 

/ 

PC Delmarva 

CAPE y Branch to 

CHARLES • Wilmington 

11 — CAPE CHARLES 
I FERRY. PC 

26 

i LITTLE CREEK 
fi PC lo Norfolk 

This portion of the Delmarva Branch, formerly part 
® Pennsylvania RR. extends from Little Creek to 
•M- hariet' Va., a distance of 26 miles in Northamp- 
-oonty, Va. This lino is l>ctween Zones 182 and 184 
® ' T-S. Department of Transportat ion Report, “Rail 
• m® ' n Midwest and Northeast Region,” dated 
Xf Ml/ * ***”'*• kittle Creek it connects with the 
>!(S “? ^ >or * 5moi dh Belt R.R., Norfolk Southern 

rith ^ or ^°lk Western. At Cape Charles it connects 
•on}' 11 *|°* mnrVH Branch of Penn Central extending 
0 ^ ori,o ke, which is also under study in this 
ft,, *. ^* 8 service was not described in the U.S. DOT 
hrt ^ Zones 182 and 184). 


Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportations Rail Service Report” indicated that 
John O. Hidingcr, Director of Transportation, State of 
Delaware, stated Cape Charles Ferry can move oversize 
cars that cannot go through either Baltimore or Poto¬ 
mac Yard. He indicated the ferry has moved about 
30,000 cars a year with only 10,000 originating on the 
peninsula. Sherman W. Tribbett, Governor of Dela¬ 
ware, stressed the importance of this ferry, “It saved 
the economic life of the Delmarva Peninsula when a 
freighter in the Chesapeake and Delaware Canal struck 
the bridge in February 1973.” Richard T. Gay states 
their shipyard at Newport News, Virginia, will continue 
to have wide rail loads which require overdimension 
clearance routes. They are expanding their plant to con¬ 
struct the country’s largest commercial fuel tank ship. 
Harry C. Doukakis, Westinghouse. states abandonment 
of ferry would add three weeks to delivery time (ship¬ 
ping gas turbines). A. R. Lupcho, Jr., Campbell Soup, 
estimates they ship 300 carloads of frozen food per year 
from Salisbury through Pocomoke City. Md., and south 
using Cape Charles Ferry. 

Preliminary Recommendation 

It is not recommended that the Cape Charles Ferry 
be included in the ConRail System. Continued operation 
of this line would require a rail service cont inuation sub¬ 
sidy or acquisition by a solvent carrier. The Southern 
Railway, the Richmond Fredericksburg and Potomac 
(RF&P) and the Seaboard Coast Line have all indi¬ 
cated interest in acquiring the line from Wilmington 
to Cape Charles and the connecting water operation. 
USRA has found, under the requirements of Sec. 206 
(d) (3), that acquisition of this service by either South¬ 
ern or RF&P will not materially impair profitability 
of ConRail or other railroads (see Appendix D). The 
possibilities of a transfer to solvent carrier are rated as 
good. 

ConRail docs not need this link; alternative all rail 
routes existing within the System. The operating deficits 
and the capital requirements for the float cannot be 
justified given the alternative routes which exist. Chap¬ 
ter 18 of this report discusses the economics of this 
service in greater detail. 
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WEST VIRGINIA 



USRA 
line number 

Terminal* 

Xb 

Berkeley to Cumbo Yard 

J54 

La Belle Branch at Ben wood 

SO9/5O0a 

Charleston to Blue Creek 

3$ ,512a 

Blue Creek to Hitop 

314b 

Charleston to Nitro 

51k 

Peters Junction to Cornelia 

m 

Charleston to Dickinson 

51k 

Dickinson to Cannelton 

51k 

Cannelton to Gauley Bridge 

314* 

Swiss to Gauley Bridge 

645 

Weirton Junction to Wheeling 

713 

Chester to Weirton Junction 


Interstate 

West Virginia to Maryland to Virginia (this line is discussed 
under Maryland) 

^ Hagerstown, Md. to Winchester, Va, 

'■'« Virginia to Ohio (theie lines are discussed under Ohio) 

Ben wood, W. Vn. to Martin’s Ferry, Ohio 
Nitro, W. Va. to Hobson, Ohio 


CUMBO SECONDARY TRACK 
USRA Line No. 205a 
Penn Central 


of SjO mile*, in Berkeley County W. Va. At Gumbo 
Junction this line connects with the B&O Main Line. 
At Berkeley it connects with the PC line running front 
Hagerstown, Md. to Winchester, Va. This line is also 
under study in this Report. This line was not shown in 
the U.S. DOT Report (see Zone 196). 

Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tions Rail Service Report/’ 

Information for line Retention Decision 

This line does not directly serve any shippers. It is 
used to interchange traffic with the Chessie System. 

Preliminary Recommendation 

It is not recommended that the Cumbo Secondary 
Track be included in the ConRail System. 


LABELLE BRANCH 
USRA Line No. 354 
Penn Central 


is CumlMrliMl Hagerstown to 

^ CUMBO Winchtster line, 

SECONDARY PC J 
‘.TRACK. PC / 
OIMBO^C ) / 

YARD • ' 


v; 


'•* BERKELEY 
Haln Lm», *, / 

MO / 


Q Marti nsburg 

Pc to Nindiestor-Af *• A- B40 to Baltimore 

pl" (umbo Secondary- Track, formerly part of the 
‘tejhnnia UR, extends front Berkeley (Milepost 
> * Cun,ho Vard , W. Va. (Milepost 3.0) « distance 


(Map not available) 


The La Belle Branch, formerly part of the Pennsyl¬ 
vania RR, extends from milepost 0.0 to milepost 0.3. 
a distance of 0.3 mile at Ben wood, in Marshall County, 
W. V’a. At Bemcood this line connects with the PC 
Wheeling Secondary Track, several lines of the Balti- 
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more & Ohio RR, and with a Norfolk &. Western Ry. PORTION OF THE HITOP SECONDARY TRACK 
line. This line was not described as potentially excess 

in the U.S. DOT Report (see Zone 90). USRA Line No. 509/509o 


Traffic and Operating information 

Station* (with their 1973 carloads) served by this 
line: 


Total carloads generated by the line- 225 

Average carloads per week- 4.3 

Average carloads pex mile- 750.0 

Average carloads per train--- 3.0 

1973 operating information: 

Number of round trips per year- 75 

Estimate time per round trip, boars- 1.0 

Locomotive horsepower——- 1.200 

Train crew sice- 5 

* Includes only traffic on segment. 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion's Rail Service Report.” 

Information for Line Retention Decision 


Revenue received by PC_ $191, 403 


Average revenue per carload- $851 

Variable (avoidable) coat of continued serv¬ 
ice: 

Coat Incurred on the branch line-15,608 

Cost of upgrading branch line to KRA Clara 

I (1/10 of total upgrading coat)-3,311 

Cost incurred l)eyond the branch line- 47,255 


Total variable (avoidable) coat_ 66.174 


Net contribution (lora): total- 125,289 

Average per carload_ 557 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include 
the replacement of a total of 350 crossties (an average 
of 1,167 crossties per mile). An evaluation of coal re¬ 
serves by USRA staff indicates that there are no coal 
deposits dependent upon this branch. 


Penn Central 


Kanawha 

\ B&0 to Grafton 

\ Track. PC 

\r BLUE CREEK ## * # 

• \ CHARLESTON —T* 

. . I | PC to 

\^ H "* 

\ PORTION OF HITOP ^ H'<°P 
\ SECONDARY TRACK. PC 
(TRACKAGE RIGHTS 


Newport New* 
Cincinnati 
line. C&0 


PC has trackage rights over this portion of the Ilitop 
Secondary Track of the BAO extending from Chart* • 
nton (Milepost 0.0), to Blue Creek , W. Va. (Milepost 
13.4), a distance of 134 w/fee, in Kanawha County 
West Virginia. Connecting points of this segment are at 
Blue Creek with the continuation of the PC Hitop 
Secondary Track and with the B&O to Grafton, and 
at Charleston with the PC Kanawha Secondary Track 
and the Chesapeake & Ohio Ry Newport Ncws Cincin* 
nati line. The PC Kanawha Secondary Track is also 
under study in this Report. This line >vas described ai 
potentially excess in the U.S. DOT Report (see Zone 
100 ). 

Information Provided by RSPO, Shippers, Government 
Agencies 

Information provided at the hearings conducted by 
the Rail Services Planning Office os reflected in their 
rcjmrts entitled “The Public Response to the Secretary 
of Transportation’s Rail Service Report” concerned tb* 
abandonment, in 1067, of the PC line between ( baric 
ston and Blue Creek. 

Information for Line Retention Decision 

The PC uses these trackage rights over tin 1 ,n 
serve the shippers on USRA Line No. M2 u c 1 1 
recommended for inclusion in the restructured 
Either the ConRail System will require these tnu ap 
rights, or the B&O will assume the service to sep* 1 * 111 
No, 512. 


Recommendation 

It is recommended that the LaBolle Branch lx* in¬ 
cluded in the ConRail System. 


Preliminary Recommendation 

It is recommended that trackage rigid 4 ' 
inent of the B&O be included in the ConKad >> f 
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PORTION OF HITOP SECONDARY TRACK 
USRA Line No. SJ 2-512a 
Penn Central 


B&O line, 
Charleston- 


BLUE 

PC Has Trackage 
Rights over B&O ■ 
Blue Creek to « 

Charleston 


Grafton 


W-* 

CREEK S, jr- 



PORTION 
OF HITOP 
SECONDARY 
TRACK. PC 

0 miles 



HITOP 


This portion of t+ie Ilitop Secondary Track, for- 
i icrly pnrt of the New York Central RR, extends from 
Blue Cirek (Milepost 13.4) to flitop , IT, VA. (Mile- 
post 34,4), a distance of 21 JO miles, in Kanawha County, 
W«**t Virginia. At Blue Creek, this line connects with 
ih* Baltimore £ Ohio RR line running from Charleston 
in Grafton, The PC operates via trackage rights over 
tl* B&O line between Charleston and Blue Creek; this 
arrangement is also under study in this Report. This 
line, except for tire portion from Blue Creek to Kenda- 
lia (Milepost 30.3), was described as potentially excess 
'•the l .S. IH)T Report (see Zone 199). 


Troffic and Operating Information 

Nations (with their 1973 carloads) served by this 

line: 


Jlnrri* Fork. 8.498 

feattoftoii _ 05 

Hltoji _ 0 


of Transportation's Rail Service Report” indicated that 
the PC line between Kendalia and Blue Creek is un¬ 
usable. Claud Wilcher, a coal deposit owner, noted that 
coal presently mined in the area is trucked to Ward, 
some seven or eight miles from Ilitop. At Ward the 
coal is loaded onto the Kelley’s Creek & Northwestern 
RR. An evaluation of coal reserves by USRA staff indi¬ 
cates that there are coal reserves adjacent to the 
branch. 


Information for Line Retention Decision 


Revenue received by PC -— $1,155. IMS 

Average revenue per carload _ $135 


Variable (avoidable) coat of continued 
service: 

Cost Incurred on the branch line _ 414. 458 

Coat of upgrading branch line to FRA 
Class I (1/10 of Total Upgrading 

Cost) - 51,770 

Cost Incurred beyond the branch line.. 748,458 

Total variable (avoidable) costa _ 1.214.686 


Net contribution (loss): total_ (58,741) 

Average per carload_ (7) 


This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track which has a 
maximum safe operating speed of 10 m.p.h.). Based on 
available information, this upgrading would include 
the replacement of a total of 11,340 crossties (an aver¬ 
age of 540 crossties per mile). Although service to the 
entire line generates a loss, service to the line from Mile- 
post 13.4 to Milepost 26.5 (serving shippers at Morris 
Fork and Sanderson, who generated 8,563 carloads in 
1973) would generate $1,155,945 in revenue and $1,100,- 
889 in costs with a resulting net contribution of $55,056 
or $6 per carload. 


Tntiil carloads gcucrnfetl by the Hue _ 8.503 

airload* per week _ : _ 164. 7 

carload* per mile .. 407.8 

X ' m ** ^rluadk |»er train . 35. 7 

W* Operating information: 

XuuiU‘ r nf round trips per year ___ 240 

^touted time |*>r round trip (hours) ... &0 

hnHuotive horsepower_ _ _ 3. 300 

Tnilu W\v ,i*c... 4 


Recommendation 

It is recommended that the portion of the Ilitop 
Secondary Track, from milepost 13.4 to milepost 26.5 
be included in the (VmRail System. 

Preliminary Recommendation 


formation Provided by RSPO, Shippers, Government 

Agencies 

^^'Rintiun provided at the hearings conducted by 
Li I Service Planning Office as reflected in their 
I*Mia cut it led "The Public Response to the Secretary 


It is not recommended that the port ion of the Ilitop 
Secondary Track from milepost 26.5 and milepost 34.4 
be included in the ConRnil System. Continued opera¬ 
tion of this line would require a rail service continuation 
subsidy. This portion of the line generated no traffic 
in 1973. The track appears to lie unusable. 
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PORTION OF THE KANAWHA SECONDARY 
TRACK 


Information Provided by RSPO, Shippers, Government 
Agencies 


USRA Line No. 514b 
Penn Central 


PC lo Kanauga and Columbus 

PORTION OF THE KANAWHA 
SECONDARY TRACK. PC 


NITRO 


C&O to Cincinnati 


Grafton 
has Trackage 
Blue Creek) 


/ ; B&O to G 

16.6 miles / < PC has 

• 4— Rights to 

^^CHARLESTON 

*" «o swi 

C&O to Newport News 


. 

South Charleston 


ss 


This portion of the Kanawha Secondary Track, 
formerly part of the New York Central RR, extends 
from Nitron (Milepost 109.0) to Charleston. IF. Va. 
(Milepost 125.6), a distance of 16.6 mites, in Putnam 
and Kanawha Counties. West Virginia. Continuations 
of this line extend southeastward from Charleston and 
northwestward from Nitro. Connections at Charles¬ 
ton include the Chesapeake & Ohio Main Line and the 
B&O line to Grafton (a portion of this line is used by 
PC to connect with the Ilitop Secondary Track at Blue 
Creek). The continuations and the PC Hitop Secondary 
Track are also under study in this Report. This line was 
not described ns potentially excess in the U.S. DOT Re¬ 
port (see Zone 199). 


Traffic and Operating information 


Station* (with their 1973 carload*) served by this line: 

Nitro_12.028 

Institute______ 10,991 

Fergunon_ 70 

Duu bn r _ 130 

Mound ___...__ 1 

West Charleston.—_...__ 17 


Information provided at the hearings conducted by 
the Rail Services Planning Office as reflected in their 
reports entitled “The Public Response to the Secretary 
of Transportation's Rail Service Report" indicated 
that located 8 miles from Nitro is ACF Industries, the 
nation's third largest rail freight car lessor which also 
repairs and conditions chemical and other tank cars. 
If this line is abandoned, a large number of chemical 
companies near Charleston, which use ACF facilities, 
would be faced with shipping their cars in excess of 400 
miles for cleaning and repair. 


Information for Line Retention Decision 


Revenue received by PC_18,802.753 

Average revenue per carload__ $367 


Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch Une_ 646,592 

Cost of upgrading branch Une to FRA 
Class I (1/10 of total upgrading 

cost)- 21.542 

Cost Incurred beyond the branch line.. 5.226,673 


Total variable (avoidable) cost_ 6.0M.867 


Net contribution (loss): Total _—_ 2,907.978 

Average per carload_ 121 


This line would require upgrading to meet the re¬ 
quirements of tho Federal Railroad Administrations 
minimum safety standards (Class I track, which has® 
maximum safe operating speed of 10 mph). Based on 
available information, this upgrading would include the 
replacement of a total of 819 crossties (an average of 
49 crossties per mile). Georgia Pacific has recently lo¬ 
cated in the Rock Branch Industrial Park, 3 miles north 
of Nitro. During 1973, Georgia Pacific received W 
carloads, and in 1974 they expect to receive <09 car 
loads. If this line is discontinued, they could not main¬ 
tain this plant. This line is currently used as a hig» 
volume, through-route for coal shipments, but ot ier 
mutes are available. 


Total carload* generated by the line - 24. 290 

Average carload* per week _ 467.0 

Average carload* per mile _ 1, 463. 0 

Average carloads per train ___ SO. 0 

1973 ofierating information: 

Number of round trip* i»er year _ _ _ 300 

Estimated time per round trip (hour* j _ 12 

Locomotive horaepower, ____ 2,000 

Train crew size _____ 5 


Recommendation 

It is recommended that this portion of the Kuna wh 
Secondary Track bo included in the ConKail Sj^ 
avoid major rehabilitation costs, possibilities f° r 
ing the Charleston area over trackage rights 
explored. 
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PETERS CREEK BRANCH 
USRA Line No. 514 c 
Penn Central 


PETERS N — 13.9 mil** - J 

JUNCTION ' 


To Swi**- 



CORNELIA 


Nicholas, 

Fayette & 

Greenbrier 
Railroad 

(PC operates over this lift* to Swiss) 


PETERS CREEK 
\ BRANCH. PC 


Tin* Peters Creek Branch, formerly part of the New 
York Central RR. extends from Peter* Junction (Mile¬ 
post 0.0) to Cornelia , H\ Va, (Milepost 13.9). a dis¬ 
tance of J3J9 miles, in Nicholas County, West Virginia. 
At Peters Junction, this line connects with Nicholas, 
Fayette, and Greenbrier Railroad, which connects with 
the PC tit Swiss. This line was not studied in the U.S. 
DOT Report (see Zone 197). 


Traffic and Operating Information 

Statloui! iwitb their 1973 carload*) served by this line: 

PKrfess Kogle_____ 1 

Prters Jet_____________ 0 

Cornelia _ _ _ 5,516 


Total carloads generated by the line__5, 517 

Average carload# per week__106. 1 

Average carloads per mile_ 396. 9 

Averse carloads j**r train_____ 11.0 

W3operating Information: 

Number of round trips per year_-__ 500 

Estimated time per round trip (hours)_ 12 

TAcOttotive horsepower__3, 500 

Train crew sire_ _ _ __ 5 


formation Provided by RSPO r Shippers, Government 

Agencies 

No specific information concerning this line was pro- 
at the hearings conducted by the Rail Services 
Stirling Office us reflected in their reports entitled, 
^ Public Response to the Secretary of Transporta- 
Uns Rail Service Report/* 

^formation f or Line Retention Decision 

rm*J ved l»y PC ___ $1,018,995 

* irevenue per carload _ $185 

* rifl ,!t * (avoidable) co #f G f continued 

mortice; 

J!' *’ :r, ' Urrrr l <»n I In - branch line _ 380.110 

'*< of upKriirting branch Hue to FRA 
‘j, ** * ' l/W of total tiiwntlinj: cost) - 0 

inform! licvoml the branch Une... 500.407 

Tout variable (avoidable) coat _ 002. 517 

'+£»'*» ' ,088): .. 20.47b 

her carload_ . . _ B 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has a 
maximum safe operating speed of 10 rn.p.h.). An an¬ 
alysis of coal reserves by USRA staff indicates that 
there are active loading facilities dependent- upon this 
line. 

Recommendation 

It is recommended that the Peters Creek Branch be 
included in the OonRail System. To avoid major re¬ 
habilitation costs, possibilities for reaching the Charles¬ 
ton area over trackage rights will be explored. 


PORTION OF THE KANAWHA SECONDARY 
TRACK 

USRA Line No. 514d 
Penn Central 


o&v lo bra/ton 


(PC has Trackage 
Rights to Blue Creek) 


PC to Kanauga 
and Columbus 

'4 


PORTION OF THE KANAWHA 
SECONDARY TIIACK. PC 


r' South **..J 

rharloctnn ** 


PC to Swiss 


Charleston 

CIO to 
Cincinnati 



14.3 miles 


Phis portion of the Kanawha Secondary Track, for¬ 
merly part of the New York Cent ml RR, extends from 
Charleston (Milepost 125.6) to Dickinson , W. Va. 
(Milepost 139.9), a distance of JJ^S mile*, in Kanawha 
County, W. Va. Continuations of this line extend north¬ 
westward from Charleston and southeastward from 
Dickinson, both also under study in this Report. At 
Charleston this line connects with the Chesapeake & 
Ohio Main Line and the PC' Hitop Secondary Track. 
A portion of the latter line (to Blue Creek) is owned by 
the Baltimore & Ohio and is part, of the B&O’o Charles- 
ton-Grafton line. PC operates via trackage rights and 
this agreement is also under study in this Report. This 
line was not described as j>otcntially excess in the U.S. 
DOT Report (see Zone 199). 
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Traffic and Operating Information 


Stations (with their 1373 carloads) served by this line: 

Charleston _ &527 

Snow Hill _ 7 

Port Amherst -—- 3, 096 

Malden - ^ 

Dickinsou _-___ 3.524 


Total carloads generated by the line --- 23, 895 

Average carloads per week --- **39.5 

Average carloads per mile --- 1,671.0 

Average carloads per train - 79.7 

1973 operating information: 

Number of round trips per year -— 300 

Estimated time per round trip (hours) - 11 

Locomotive horsepower ---- 3, 500 

Train crew sUe _—- -- ** 


PORTION OF THE KANAWHA SECONDARY 
TRACK 

USRA Line No, 514e 
Penn Central 


PC to Charleston and fa 

Kanauga. Ohio Northwestern RR 

'' j / PORTION OF THE KANAWHA 

/ SECONDARY TRACX PC 
V 0ICKINS0N .• 



C&o to Charleston 

If- - 12.4 miles 


CIO to Newport News 

¥ 


Information Provided by RSPO, Shippers, Government 
Agencies 

Xo .specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their rej>orts entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Rail Son ice Report.” 

USRA staff have noted the existence of active coal 
loading points on this line. 

Information for Line Retention Decision 


This portion of the Kanawha Secondary Truck, for¬ 
merly part of the New York Central RR. extends from 
Dickinton (Milepost 139.9) to CanneUon, W. Fa. (Mik 
post 152.3), a distance of 124 miles, in Kauawlui and 
Fayette Counties, W. Va. Continuations of this line 
extend southeastward from Cannelton and northwest¬ 
ward from Dickinson. Roth of these continued portions 
are also under study in this Report. This line connects 
with the Kelley’s Creek & Northwestern RK at Cedar 
Grove. This line was not described as potentially ex 
cess in the U.S. DOT Report (see Zones 195 and 199). 


Revenue received by PC_$6,674.134 

Average revenue per carload- $254 


Variable (avoidable) coat of continued 
service: 

Coat incurred on the branch Hue- 636. 706 

Coat of upgrading branch line to FRA 
class I (1/10 of total upgrading coat) _ 0 

Coat incurred beyond the branch line. 3, 422,349 


Total variable (avoidable) coat- 4,069,055 


Net contribution (loos): total—-- 2.015,079 

Average per carload--—— 64 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration’s 
minimum safety standards (Class I track, which lias 
a maximum safe operating speed of 10 mph). 


Recommendation 

It is recommended that this portion of the Kanawha 
Secondary' Track be included in the ConR&il System. 
To avoid major rehabilitation costs, possibilities for 
reaching the Charleston area over trackage rights will 
l)e explored. 


Traffic and Operating Information 

Stations (with their 1973 carloads) served by this line: 

Valley Camp No. 1 _—- 

Princess Susan Mine - 

Valley Camp No. 5 - - -—.. 

Valley Camp No. 8-- 

Cedar Grove -—--- 

Glasgow ___ 

CanncUon" - 


Total carloads generated by the line. 
Average carloads per week. 


0 

0 

94 

9 

m 

4.459 

123 

m 

45 


Average carloads per mile - 

Average carloads per train --— 

1973 operating information : 

Number of round trips per year - 

Estimated time per round trip (hours)- 

Locomotive horsepower - 

Train crew size - - - 



Information Provided by RSPO, Shippers, Govern 
Agencies 

Xo specific information concerning this line ^ 
vided at the hearings conducted by the R ftl j V*The 
Planning Office as reflected in their reports enti « 
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Public Response to the Secretary of Transportation s 

Kail Service Report.” 

Information for Line Retention Decision 


R*vrtiur received by PC___$7, 795. 257 

Average revenue per carload- $359 


Variable (avoidable) coot of continued 

arrrii?*: 

Coat Incurred on the branch line_ 746, 901 

Coat of upgrading branch llnr to FRA 
CUis* 1: (1/10 of total upgrading 
coat) -- 12.791 


Cc*t incurred beyond the branch line. 4, *581.710 


Total variable (avoidable) coat__ 5.341,402 

Net contribution (loss) : Total_ 2,453.855 

Anrajp* per carload..-_._ 113 

This line would require upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class I track, which has 
■ maximum safe operating speed of 10 niph). Rased on 
available information, this upgrading would include 
tht replacement of a total of 135 croesties (an average 
of 11 crossties per mile). USRA Staff have noted the 
existence of active coal loading points on this line. 

Ricommendotion 

It is recommended that this portion of the Kanawha 
^condarv Track lx* included in the ConRail System. 
To avoid major rehabilitation costs, possibilities for 
reaching the Charleston area over trackage rights will 

he explored. 

PORTION OF THE KANAWHA SECONDARY 
TRACK 

USRA Line No. 514f 
Penn Central 


(Milepost 163.0), a distance of 10.7 mifa, in Fayette 
County, IV. Va. Continuations of this line extend east¬ 
ward from Gauley Bridge and northwestward from 
C&nnelton. both also under study in this Report. Con¬ 
nections are with the Chesapeake and Ohio Main Line 
at Gauley Bridge. This line was not analyzed in the 
U.S. DOT Report (see Zone 99). 

Traffic and Operating Information 

Station* (with their 1973 carload*) served by this line: 


Suit there_ i 

Dunn*_ i 4 

Ma rewood______2,156 

Deepwater Bridge___„_ 14 

Gauley Bridge_ 0 


Total carload* generated by the line _ 5.840 

Average carload* per week _ 112.3 

Average carloads per mile _ 545 . 8 

Average carloads per train ___._ ir 0 

1973 operating information : 

Number of round trips per year ____ 325 

Estimated time per round trip (houre) _ 11 

Locomotive horsepower _ 2.000 

Train crew size_ 4 

Informotion Provided by RSPO, Shippers. Government 
Agencies 

No specific information concerning this line was pro¬ 


vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta 
tion's Kail Service Report." 

Information for Line Retention Decision 


Revenue received by PC __ $ 1 , 580. 582 

Average revenue per carload_ $271 

Variable (avoidable) cost of continued 
service : 

Cost incurred on the branch line _ 336, 872 

Cost of upgrading branch line to FRA 
Class I : ( 1/10 of total upgrading cost) - 0 

Cost incurred beyond the branch line.__ 933,376 



PORTION OF THE KANAWHA 
SECONDARY TRACK. PC 

MS 

10.7 miles — 


CANNELT0N 


PC to 


Swiss 
GAULEY BRIDGE 


. . *\ 


•o* 

Deepwater *♦. 


CA0 to Newport News 


NAW to Princeton 


^ - portion of the Kanawha Secondary Track, for- 
q 1 * ^ art °f the New York Central UR, extends from 
(Milepost 152.3) to Gauley Bridge . W. Va. 


Total variable (avoidable) cost_ 1,330,248 

Net contribution (lo*s) : Total_ 250,334 

Average per carload_ 43 


This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administration's 
minimum safety standards (Class T track which has a 
maximum safe operating speed of 10 ru.p.h.). CSKA 
staff have noted the existence of active coal loading 
points on this line. 

Recommendation 

It is recommended that this portion of the Kanawha 
Secondary Track be included in the ConRail System. 
To avoid major rehabilitation costs, possibilities for 
reaching the Charleston area over trackage rights will 
be explored. 
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SWISS RUNNING TRACK 
USRA Line No. 514g 
Penn Central 


PC to Charleston W. Va. 
and Kanauga, Ohio 



GAULEY BRIDGE 

C&O to Charleston 





SWISS RUNNING TRACK. PC 
Newport News 


The Swiss Running Track, formerly part of the New 
York Central RR, extends from Gauley Bridge (Mile¬ 
post 163.0) to Swift, TP. Va. (Milepost 172.6). a dis¬ 
tance of 9.6 miles, in Fayette ami Nicholas Counties, 
W. Va. A continuation of this line which extends north¬ 
westward from Gauley Bridge to Charleston is also 
under study in this Report. Connections are: a Chesa¬ 
peake & Ohio line to the C&O Main Line at Gauley 
Bridge, and the Nicholas, Fayette & Greenbrier RR at 
Swiss. This line was not analyzed in the U.S. DOT Re¬ 
port (see Zone 99). 

Traffic and Operating Information 


Clearfield 
SwUs_ 


Total carloads generated by the line... 

Average carload# per week- 

Average carloads per mile—- 

Average carload# per train- 

1973 operating information: 

Number of round trip# per year- 

Estimated time per round trip (hours)-- 

Locomotive boraepower--—--— 

Train crew si*e-—- 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information Concerning this line was pro* 
vided at the hearings conducted by the Rail Services 
Planning Office in their reports entitled w The Public 
Response to the Secretary of Transportations Rail 
Sendee Report” 

Information for Line Retention Decision 

Revenue received by PC— --- $707, (WX2 

Average revenue per carload.—- $73 


Variable (avoidable) cost of continued 
service: 

Cotst Incurred on the branch line- 446, 892 

Coat of upgrading branch line to FRA 
claas I (1/10 of total upgrading co«t).. 0 

Coat Incurred beyond the branch Une- 193,107 

Total variable (avoidable) cost- 639, 4W) 

Net contribution (loss): Total-— 68*103 

Average per carload- 7 

This line would require no upgrading to meet the re¬ 
quirements of the Federal Railroad Administrations 
minimum safety standards (Class I track, which hast 
maximum safe operating speed of 10 m.p.h.). 

USRA staff have noted the existence of active coal 
loading points on this line. 

Recommendation 

It is recommended that the Swiss Running Track be 
included in the ConRail System. To avoid major 
rehabilitation costs, possibilities for reaching the 
Charleston area over t rackage rights will be explored. 


... 9,320 

PC to Yellow Creek 

77 

*/ 

_ _9, 397 

/ 

Minjo Junction ^, 

... 180.7 

--"i f 

_ 978.9 

PC to Columbus ' f 

1 

ian 

... 675 

1 

1 

1 

1 

_ 11.6 

.... 3 , son 

4 


WHEELING SECONDARY TRACK 
USRA Une No. 645 
Penn Central 

PC 10 Chester 
/ PC to Pittsburgh 

r _A- 

[WEIRTON JUNCTION 

PC WHEELING SECONDARY 

TRACK 


^ * 24.1 miles 

B&0 to Pittsburgh 

Is 


I 


Martins Ferry Jt 

.. s . | wheeling 

B40 to *f B *"«" ! f B*0 to PaA.isbut* 

NewaA. Ohio 

if- PC to Omal 

The Wheeling Secondary Track, formerly P 8 ' - * °| . 
Pennsylvania RR, extends from Weirtan “ 
(Milepost 9.0) to Wheeling (Milepost24.1).a; ' 
of miles, in Brooke and Ohio Counties 
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This line connects with PC’s Pittsburgh-Columbus 
Miin Line at Weirton Junction and B&CVs Pittsburgh- 
Chicago Main Line at Wheeling. This line was not de¬ 
scribed as potentially excess in the U.S. DOT report. 

(a*Zones 98 and 99). 

Traffic and Operating Information 


Stidoiw (with their 1973 carloads) served by this line: 

Wheeling 1 - 734 

E. StrobenvlUe.--- 18,061 

PolUuwbee —*- 13.282 

WelUbun?- 2,029 

Beach Bottom.... 1.309 

Short Creek- 3 

Wtrwood__ 332 


Total tvirloads generated by the Une_ 35, 780 

Atm*** carloads per week___ 088. 1 

Aw*** carloads per mile _._ 1 , 484. 7 

Avwtg* airloads per train_____ 143.1 

1973 operating Information: 

Number of estimated trips per year_ 250 

Estimated time per round trip (hours)_ 32 

Locomotive horsepower_ 1, 200 

Triln crew rise____ 4 

I&fludM only traffic on segment. 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
wled at the hearings conducted by the Rail Sendees 
PUnning Office as reflected in their reports entitled 
"Thm Public Response to the Secretary of Transporta¬ 
tion's Rail Seme© Report.” 

formation for Line Retention Decision 

k**nue received by PC. . . . $8,338,503 

******* revenue per carload _ $233 

'irlible (avoidable) coat of continued 
wnlce: 

C< * birred on the branch line _ 1,106,069 

of upgrading branch line to FRA 
( ' lm 1 (1/10 of total upgrading 

**> --- 17,329 

*** beyond the branch Une.. 5, 262. 536 

Total variable (avoidable) coat - 6,385.934 

** ^^butlon (loss) : Total. ... 1 , 952, 564 

*** per carload __ 56 

This line would require upgrading to meet the re- 
^r^ments of the Federal Railroad Administration s 
safety standards (Class I track, which has a 
uYlT m °f >erat * n ^ spwd °f LO mph). Based on 
a i® information, this upgrading would include 
^placement of a total of 500 crossties (an average 
^ *1 crosst ies per mile). 

^•mmandotion 

f * ^ ^ col umended that the Wheeling Secondary 
** deluded in the Con Rail System. 


NEW CUMBERLAND SECONDARY TRACK 
USRA Line No. 713 
Penn Central 


> CHESTER 


NEW CUMBERLAND 
4-SECONDARY TRACK. PC 


I—19.0 miles 
WEIRTON 


PC to Pittsburgh 

I— 

/ . Weirton Junction 
PC to Columbus PC to Wheeling 


The New Cumberland Secondary Track, formerly 
part of the Pennsylvania RR, extends from Weirton 
Jet. (Milepost 3.0) to Chester. IF. Va . (Milepost 22.0), 
a distance of 19.0 miles , in Hancock County. West Vir¬ 
ginia. At Weirton Junction, this line connects with the 
PC Pittsburgh to St. Louis Line and the PC Wheeling 
Secondary Track to Wheeling. This line was not de¬ 
scribed at potentially excess in the U.S. DOT Report 
(see Zone 98). 


Traffic and Operating Information 

Station* (with their 1973 carloads) served by this line: 

New Cumberland --- 117 


Congo __ 2, 439 

Kenilworth --- 2 

Chester _ 2,571 


Total carloads generated by the line--6. 538 

Average carloads per week_125.7 

Average carloads per mile--- 344.1 

Average carloads per train...- 26.2 

1973 operating information: 

Number of round trips per year-— 250 

Estimated time per round trip (bourn)- 8 

Locomotive horsepower._L 200 

Train crew rise_ 5 


Information Provided by RSPO, Shippers, Government 
Agencies 

No specific information concerning this line was pro¬ 
vided at the hearings conducted by the Rail Services 
Planning Office as reflected in their reports entitled 
“The Public Response to the Secretary of Transporta¬ 
tion’s Kail Service Report”. 
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Informcrtion for Un« Retention Decision 

Revenue received by PC- — $2*515.865 

Average revenue per carload - $385 

Variable (avoidable) coet of continued 
service: 

Coet Incurred on the branch line- 353. 743 

Coat of upgrading branch line to FRA 
Class I (1/10 of total upgrading 

coat)_ 78.282 

Coat Incurred beyond the branch line.. 1.780.214 

Total variable (avoidable) coet- 2,171.180 

Net contribution (loss): total - 344.676 

Average per carload -—- 53 


This line would require upgrading to me* t the r* 
quirements of the Federal Railroad Adm in 1st rat ion's 
minimum safety standards (Class I track, which hast 
maximum safe operating speed of 10 m.pJi.). Based on 
available information, this upgrading would include 
the replacement of a total of 10,600 crossties (an aver¬ 
age of 549 crossties per mile). 

Recommendation 

It is recommended that the New Cumberland Sec¬ 
ondary Track be included in the ConRail System. 
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Lines Not Now Being Served 


Termini 


Data last 
used 


Reason 


Termini 


Date last 


Reason 


nu 


PC 

Ew«i to McGregor 


May 10.1074 Due to track conditions. 


PC 

East of Salisbury to Parson- July 1.1972 Lack of demand tor sendee 
bars 

North of Frederick to June 23.1972 Flood Damage—"Agnes." 
Frederick 


HarsrdvMt to K. Windsor June 1.1974 Lack of demand tor service 
Btepncy to Botsford Br. Jan. 1.1000 Lack of demand for service 
Near Botsford 

CV < Vitinection at Norwich Jan. 1.19(14 In adequate clearance. 
D8UW1U 


Jan. 1.19d0 Lack of demand for service. 


PC 

Banks to Farnburst 
RDO 

Krr.tmtre Junction to Kent- Jan. —1974 Flood damage 

mere 


took 


break- 


PC raerg 
Am Irak 
service. 

CRI interlocking 
down. 

Washouts. 

Track washed out alone 
Ohio River. 

Depletion of coal re se r v e i . 
Track washed out. 
Damaged C RI Interlocking. 


PC 

Rng lowood to LaSalle 8t. Jan. 1.1939 

Chicaco to Kankakee (1C Cl May 1.1971 

Trackage Rights) 

Frankfort to Joliet Dec. 1973 

UtchfWJd to HUUboco Apr. 29.1073 

Olmsted to Cairo Mar. 28,1973 

Sahara Mine to Harco Jan 1,1973 

fraynearillt to AtlanU Apr. 1973 

®ckory Creek to Des Dec. 1973 

Plaines Bt., Joliet 

nrsiAJu 

PC 

Ptosaaot Lake to South of Jan. 1.1989 Lack of demand tor sendee. 

Angola 

Note-nod to South Bend Jan. 1.1973 Lack of demand tor twice. 

South Bend Branch at Jan. 1,1971 Lack of demand tor service. 

South Bend. 

Mwxi r Yard Running Nov. 1973 Lack of demand for service. 

Track at Munde 

MitncU u» Matthews Nov. 1972 Lack of demand for service. 

Hill Branch W«gt of Mid 1000's Depletion of coal rmerv* 

Macksburg 

BtookrUW to Connennrllle Oct. 31.1972 Track conditions, no pa 


Cefombu, to North Vernon Mar 5,197* 

Oroetivciod to Cory Jan. 1,1970 

to Vincennes Sept. 23,1974 

^ K vans villa Apr. 1.1972 

to Clermont Jan. 1,1959 
Fort V^aynsto Hugo tNAW Mar i.IMM 
'&***■■« Rights) 

At Ruahvifla (NAWTnck- 
** Rights) 

Columbia City Sec. Trk. at 
CohrmUa City 


Track conditions; trackage 
rights on BAO. 

Lack of demand for service. 
Bridge condition. 

Lack of demand tor service. 
Lack of demand for service. 
PC merger. 


Oct. 1,1073 Abandonment of Ander¬ 
son- Greensburg Sec. 
Track. 

July 1,1909 Bridge washout. 


450 


170 


138A 


1001 


PC 

Riverside to Newton Lower 
Falls 

m trnto an 
PC 

Hillsdale to Osaeo 
Lansing Branch at Albion 
Lansing Branch at Raton 


May 30.1972 Lack of demand for service* 


Sept. 15,1073 
Sept. 1.1968 


Oct. 


1972 


Lansing Branch at Lansing Jan. 1.1974 


1,1968 
1,1971 


Lack of demand for servioe* 
Lack of demand tor service* 
Lack of demand for servioe. 

Industrie* relocated for Ur¬ 
ban Renewal. 

Lack of demand for service. 
Lack of demand for servioe. 


July 1.1972 Lack of demand for service. 


Byron Center to Lamar 
Cement City to Ackereon 
Lake 

18.4 Bt. to Fort Street at 
Detroit (Ft. Street Union 
Depot Trackage Rights) 

kkw jnaiY 


PC 

Penndrl Branch #2 at Delalr Dec. 31,1970 Lack of demand for service 


PC 

Schenectady to Hoffmans 
Carman to Schenectady 
Herkimer to Poland 
Carthage Branch at Water- 
town 

Campbell Hall to Mont 
fomery <KL Trackage 
Rights) 

Perm Van to Dresden 
Olean to Allegany 
Highland to Poughkeepsie 
Buffalo to Black Rock (RL 
Trackage Rights) 

LV 

Geneva to Uushvtlle 


IX lion vale to Plney Fork 
Mug i volt a to Dover 
"QD M to FalrhiU Road 
FairhQl Road to Ctevaland 
Union Terminal (NAW). 
Cleveland Union Terminal 
West 25th Street to Clark 


Jan. 23.1972 Amtrsk trains rerouted. 
Jan. 23,1972 Amtrak trains rerouted. 
May 30,1972 Flood damage. 

June 1.1970 Lack of demand tor service. 

Mar. 15,1972 PC merger. 


June 33,1972 Flood damage- "Agnes." 
June 23,1072 Flood damage—"Agnes." 
May 1974 Bridge damage. 

1908 PC merger. 


Feb. 28, 1973 Track condition. 


Jan. 1,1970 Lack of demand tor service. 

Sept. 30.1970 Tunnel damage. 

Dec. 31.1972 Amtrak service discontinued. 
Dec 31,1072 Amtrak service discontinued. 

Doc. 31,1972 Amtrsk ernlcc discontinued. 
Dec 31.1972 Amtrak service discontinued. 
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Line Termini Date last Reason 

No. ws«J 


385 


OMio—continue*! 


PC 


LE A P Branch South of 

Jan. 

1,1970 

Marcy 

Bellevue to Clyde 

Sept. 

1,1970 

Miami X-tng at Columbus 

Mar. 

7.1973 

to Union Depot 

Johnstowu to north of 

July 

1.1971 

Granville 

Crooksvtlle to FuKouham 

June 30,FJ70 

Delaware to Bdoto 


1970 

Green Spring* to Tiffin 

Sept. 

1,1973 

Tiffin to Berwick 

Sept. 

1,1973 

Waynrsvllle to Morrow 

July 

1.1973 

Dayton to Hempstead 

Jin- 

1.1900 

Hewitt to Savona 

Sept. 

1,1973 

Arcanum to Savona 

Sept. 

1,1973 

Hewitt to Glen Kazu 

Sept. 

1.1973 


Lack of demand for service. 

Lack of demand for service. 

Lack of demand for service 

Flooding- 

Tunnel condition. 

Lack of demand (or service. 

Lack of demand far service. 

Lack of demand (or service. 

Lack of demand for service. 

Lack of demand for service. 

Track A structure defl- 
cletirict, lark of demand 
for service. 

Track A structure defi¬ 
ciencies, lark of demand 
for service. 

Lack of demand for service. 


riKxmvajOA 


PC 

Wawa to Upland Sept. 1971 

Commerce St. Branch at Jan. 1.1971 
Philadelphia 

Church St. Siding at Phil' Jam 1,1971 
adelphla 

At Dr vault I9T0 

Lancaster to Quarry vllfo June 2& 1973 
Conewago to Cornwall June 19?2 
Elisabeth vllle to Mllforabarg June 23.1972 
flagon Jet. to Terminus S*£»t 30, 1970 
Santicoke to Gtanlyon Aug. 2d. 1971 
Cham bees burg to Waynes- Sept. 1971 
boro 

HeedivtUe to MUrt» Nov. 10.1970 

Lemon t to Cobum June 23.1073 

Lovett to LloydeU June 23.1*72 

Paint Creek Br. at Windber Dec. 31,1970 
WaUonlown Sec. Track at Jan. 1,1073 
Berwick 

Eyengrove Jet to Millville June 1972 
Antlers to Williamsport May 1.1971 

Lawrencerille to Bloasborg Apr. 1952 
(ELTrackage Rights) 

Mill Hall Ind. Track at Mt- Feb. 1,1971 
Rlhattan 

CurweoivlUe to Falla Creek July 25,b*4 
(BAO Trackage Rights) 

CurwenavlUo to Clearfield 1970 

(BAO) 

Wallaceton to Bigler Mar 1.1972 

Viaduct to Grass Flat June 30.1971 

Potts Run to KaJlytown Oct. 1970 
Ednfe Branch at Hootldak Jan. 1.1909 
Madera to Irvona Jan. 1.1909 

LoJose Branch near LaJoee Jan. 1.1973 


Line washed out. 

Lack of demand for service. 

s 

Lack of demand for service. 

Lack of demand for service. 
Flood Damage--'*Agnes " 
Flood Damage—"Agnes." 
Flood Damwo-"Agtw*." 
Coal mining activity crated. 
Coal mining activity ceased. 
Flooding and track condi¬ 
tions. 

Track condition. 

Flood Damage—"Agnes." 
Flood Damage--"Ague*." 
Lack of demand for service. 
Lack of demand for service. 

Lack of demand for service. 
I'Msenger service discon¬ 
tinued. 

Lack of demand for service. 

Left In place during previ¬ 
ous abandonment for po¬ 
tential industrial park. 
Rerouting of coal traffic. 

PC merger 

PC merger. 

Depletion of coal reserves. 
Depletion of coal reserves. 
Depletion of coal reserves. 
Depletion of coal reserves. 
Depletion of coal reserves. 


Line Termini Date last Reaecn 

No. used 


rxKVSYlasu-continued 


PC 


299 

Bamesboro to Terminus 

Jan. 

1,1973 

Lack of demand (or any* 





In coal miring area 

302 

Coal Branch near DUonvilte 

Jan. 

1,1972 

Lack of demand for mrie* 





in coal mining area 

903 

Price Run Industrial Trk 

Jan. 

1, I960 

Lack of demand for wri* 


near Dixon villa 



304 

Dixon villa to Terminus 

Jan. 

1,1960 

Lack of demand for serry*. 

339 

Vance Milt Branch near 

Jan. 

1, I960 

Lack of demand for sente* 


Bute 




340 

Sugar Crk. Br. near Tyler- 

Jan. 

1, I960 

Lack of demand for writ* 


dale Jet. 




348a 

Cherry Valley Ind. Tr. at 

Jan. 

1, 1969 

Lack of demand for wrist 


Burgettstown 




357 

Wilmington Jet. to New 

Sept. 17,1973 

i 

a 

c 

! 


Wilmington 




300A 

LIneftvilla to Olrard Jet. 

Jan. 

1,1972 

PC merger. 

052 

Punxsutawney to Mundorf 

Apr. 

1.1974 

Lack of demand for wrier. 

054 

Btandburg to Glasgow 

Jan. 

1.1973 

Depletion of coal rant 

064 A 

Washington to Waynesburg 

Jan. 

MMO 

Lack of demand for servlet. 

704 

Gardener Run Br. near 

Jan. 

1.1973 

Depletion of coal rvetrve. 


Bamesboro 




700 

Brock way to Hydes 

Jan. 

1,1909 

Lark of demand for write. 

707 

Sharpville to West Middle¬ 

Mar. 

1,1960 

PC merger. 


sex 





RDQ 




911 

Carlisle Junction to Gettys¬ 

June 

1972 

Flood damage-" Agnes." 


burg Junction 




913 

Hummelstown to Middle- 

June 

1972 

Flood damage-“Agnes.* 


town 




941 

Preston Branch 

Mar. 

1972 

Flood damage-"Agnes." 

942 

Girard Mammoth Colliery 

Mar. 

1972 

Flood damage—'Agnes.** 


Branch 




944 

Reading A Columbia Branch Mar. 

1972 

Flood damage— "Agues 


LV 




1004 

Towanda to Dusbore 


1972 

Flood dam»fi**- , 'Ari»-" 

1006 

Montrose to Tunkhannock 


1973 

Track condition. 

1006 

Pink Ash Junction lo Freeland 

1972 

Flood damage- 'Apw." 

1010 

Freemansburg to West Easton 

1972 

of daman 1 for writs 

1011 

Glen Onoko (HvtcbeJ) to 





Nesquebonlng Junction 


1972 

Track condition 


WEST VISGIKU 





PC 




M0 

Quinwood to Mar franco 

Jana 30. I960 

Depletion of coal reserve* 

Sll 

BeaUck Knob to Terminus 

Juno 30. I960 

Depletion of coal reeervta 


IXTEMfTATg 





. PC 




142 

Wawa, Pa., to Colors. Md. 

Sept. 

9,1971 

Washout* M 

145 

York. Pa., to Cockeyavilk. 

June 23,1972 

Flood damage-“Agn** 

217 

Md. 

Bedford. Pa., to Cumber¬ 

June 23.1972 

Flood damage—''Ago**-" 


land. Md. 



, — * 

230 

Williamsport, Pa., to South- 

June 23.1972 

Flood damage- Agwe. 


port. N.Y. 



PC merger. 

406 

Whiting, 1ml.. to Calumet 

Jane 

1900 


River, 111. 
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Vm 

Va 

Termini 

Abandonment 

effective 

date 

ICC 

Docket 

No. 

Line 

No. 

Termini 

Abandonment 

effective 

date 

ICC 

Docket 

No. 


coxxxcncrrr 





maim an 




PC 





PC 



« 

Rocky Bill to North Cromwell 

July 

17,1972 

FD 306M 

192 

Adrian to Clayton 

Oct. 16,1971 

AB-5-36 

r 

Wsi'rbary to Watertown 

June 

1.1971 

FD 20561 

197 

Hillsdale to North Adams 

June 16,1971 

A B-5-15 

i 

f|U>c Point Branch at South NorwaLk 

Jan. 

5,1073 

FD 26771 

408 

Fort Wayne Junction to Bankers 

Juno 16.1971 

AB-5-28 

ci 

Pubiain to Thompson 

Oct. 

1.1909 

FD223W 

405 

Uaftrce to Uorton 

June 16.1973 

AB-6-20 






OS 

3rd St Freight Terminal at Detroit 

June 1,1972 

AD-0-16 


DtUWAlt 




412 

3rd St. Freight House Brandi at Detroit 

July 1,1972 

AB-6-16 






439 

Collin* to Bach 

July 1,1971 

FD 38859 


PC 




462 

Parchment to Plalnwell 

Mar. 1.1971 

FD 20930 






465 

Kslaniaaoo to South Harm 

Oct. 16,1971 

FD 26ft*0 

m 

RtboHoth to Lowe* 

Oct. 

2k, 1972 

AB6» 

4ft* 

Grand Rapids Belt at Oraud Rapids 

Apr. 19,1972 

FI) 25794 






471 

Benton Harbor to St. Joseph 

Mar. 1.1971 

FD 25666 


ILLINOIS 




474 

Y pollan tl to Terminus 

OcC 18,1969 

FD 26087 


XZW JKJtSXY 


• 

Cummings Brandi at South Chicago 

Aug. 

1,1972 

FD 26711 


PC 



SB 

Rvt Alton to Alton 

Nov. 

3*1073 

A B 5-69 

A 




fll 

F»mintern to Parts 

Dec. 

1.1072 

FD 26562 

118 

Mlddlrbush to East MUbton* 

Oct. U1971 

AB 557 

tl 

Udlord v, Terminus 

Jan. 

1.1074 

ABA-77 

122 

Freehold Sec. Trk. at Farmingdal* 

Dec. 14,1971 

FD 25NV7 






129 

Kin kora to Lewis 

Dec. 1.1971 

FD 26735 


Ml 

Ml 

<a 

Cl 

o 

r 

* 

m 

it 

« 

« 

85 


I 

I 

T 

8 

r 


nroux* 


PC 


Wstertoo to Pleasant Lake 

June IS. 1071 

AB-5-27 

5C5 Railway #1 at Indiana Harbor 

Aug. 

1,1072 

FD 26563 

Fort Wayne to Auburn Junction 

Aug. 

1.1071 

AB-6-26 

CtmmV .iyo to Auburn Junction 

Nov. 29,1071 

FD 267S2 

Culm to Plymouth 

Oct. 

1,1971 

A B 6-20 

Plymouth to Nutwood 

Dee. 16,1971 

AB-0-20,23 

kUekrvlUe to Terminus 

Dec. 

1,1972 

FD 26714 

Cartha*- to Greens burg 

Oct. 

16.1071 

FD 25852 

Calf to Westport 

Mar. 

1,1071 

FD 26708 

Craig to Hope 

Oct. 

26.1071 

AB-6-16 

Flit Rode to Fcnni 

Dec. 

i. 1072 

FD 25511 

®M6hwd to Unton Summit 

Apr. 

1,1973 

AB-5-65 

Bwey to Oulon 

Dec. 

1.1072 

FD 25712 



and 


Oaiou to R avdand 

Oct. 

6.1971 

AB 5-0A96 

Nov. 30.1069 

FD 26095 

Crawler dsrtlle to Frankfort 

Oct. 

5.1971 

FD 35712 


MAftYLAXD 

PC 

Lcodon Park to Cfltoafvttte 
l'onts Creak to Woodiell 
l*tnoobTL*f to Plttsvlllo 

to Wort Ocean City (Operation 

Continued by ihort line) 


Muuo imm 

PC 

0rwvd bunion Branch East of Chelsea Oct. 1.1073 AB-6-H3 

Creek 

fipencar (o Spenoar 

to Milford 

*** brT **ftdd to North Brookfield 
Z** 9«C. Trk. Near West Quincy 

Junction to Dlghton 



xcw toek 




PC 



12 

Port Road to Rensselaer 

Aug. 1.1971 

A B-3-74 

56 

Carmel to Putnam Junction 

June 11,1973 

FD 25555 

75 

Selkirk Yard to Terminus 

June 16,1972 

FD 255*4 

78 

Remsen to Lake Pladd 

Dec- 1072 

FD 25657 

82 

South Fort Plain to Ulon 

July 17.1972 

FD 25668 



Apr. 29,1973 

TD 2*005 

19 

Wmt Shore See. Trk at South Utica 

Jan. 1972 

FD 25953 

91 

Clayton U> Philadelphia 

May 1.1971 

FD 25040 

97 

Canandaigua to Holcomb 

Sept 1.1972 

FD 25667 

99 

Batavia to Attica 

Aug 1.1973 

AB-5-117 

111 

Lackawanna to Wadsworth Junction 

Jan. 19.1970 

FD 35147 

114 

Scottsville Yard to Wadsworth Junction 

Oct. 1,1971 

FD 26147 

116 

Owaaco ftlrrr Railway at Auburn 

Apr. 29,1071 

FD 35575 

215 

Seneca Caalle to Phelps Junction 

Sept. 1,1971 

!>D 3603* 

236 

Phelpe Junction to Newark 

Sept. 1.1973 

FD 2*138 

217 

Stanley to Canandaigua 

Aug. 21,1972 

FD 26954 

247 

Bleaded to Brocton 

May 31.1071 

FD 36568 

259 

Fredonla to Falconer 

Dec. 11.1971 

FD 26870 


LV 



1019 

Ithaca to Geneva Jet 

Nov. 22.1067 

FD 34472 



Nov. 22.1962 

FD 21612 


onto 




PC 



350 

Hill Track at East Liverpool 

Nov. 27,1971 

FD 25608 

352 

Canfield Branch at Youngstown 

Nov. 1.1072 

A B-5-68 

353 

BracwvfUo to Newton Falls 

Nov. 1,1071 

AB-5-37 

354 

Newton Falls to North Benton 

Dec. 7.1074 

FD 26883 

365 

Alliance Branch at Alliance 

8ept. 1.1971 

FD 26856 

372 

Dover to Parra! 

May 22.1972 

FD 25588 

379/479 

OrrviUe to HolmesviUo 

July 15.1971 

FD 25817 

356 

Sandusky Branrh at Sandusky 

Feb. 15.1972 

FD 38796 

900 

Cam* hers to Tiro 

Aug. 1.1972 

FD 26588 

475 

London to Utly Chapel 

Dec. 1, \7n 

FD 26507 

4*4 

Carey to Van Use 

Sept. 15.1971 

AB-5-108 

480 

Bucynss to Edison 

May 14,1970 

FD 25926 

489 

Hebron to Thurston 

Sept. 16.1971 

AB-6—44 


July 28,1973 AB^w 
June 10.1971 All-0-13 
Sept. 10,1872 FD 20090 
July 19.1974 FD 26630 


June 1.1972 Fll 26678 
July 22.1972 FD 20604 
Doc. 7.1972 Fl> 20U03 
July 4,1973 AB-0-119 
Oct. 22.1971 FD 70041 
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Lin* 

No. 


Termini 


FSWSYLV AlfU 

PC 

0 

114 Oxford Rood Branch it Philadelphia 

ISO Lamokin Ron Branch at Chester 

174 New Holland Sac. Trk. at Dcwnlngtnwn 

182 Bteelton Cana) Branch at Harrisburg 

183 Lykrns to Elisabeth villa 

187 Shamokln Sec. Trk. at Sunbory 

188 Brady to Terrainu» 

190 Went Nanticoke Branch near Nantiooke 

ICO MlflUnburg to Coburn 

195 Schuylkill Haven to PotUrllla 

313 Coredale to Terminus 

21ft Roaring Spring to Ora Hill 

219 Vicinity of Portage 

222 Booth Fork Secondary Trk. at Ashtola 

223 East Vlntondaki to Terminus 

234 Canister to Orrmlnea 

228 Upper Canal Branch at Williamsport 

240 Cowaneaque Valley Jet. to Elkland 

241 Rich Branch Connection to McElhattan 

242 McElhattan to Lock Haven 

243 Mill Hall to Terminus 

244 CorryvUle to Smath port 

365 Glade to Big Bend 

281 Brockway to Kldgway 

282 Hydes to Terminus 

206 Vail to Osceola Mills 

26ft Woodland to Field 

269 Graham #1 near Philips bur* 

770 Graham *2 near Pbillpeburg 

271 PhUlpsbon Branch near PhiUpehurg 

272 Loch Lomond to Philips burg 

273 Dtmallng to Wynn 

21 ft Kellytown to Camwalb 

276 Maplcton #1 at Boynton 

277 Junction Coal Run Branch to Terminus 

279 Trout Run Branch at Osceola Mills 

280 Osceola Mills to Terminus 

281 Coal Run Junction to Terminus 

282 Madera to McCartney 

283 Ames villa #1 A 2 at Houttdale 

264 Smoke Run to Terminus 

28ft Banian Junction to Terminus 

288 McGee* Junction to Mahaffey 

280 Canoe Creek Branch near Rowner 
200 Pun.au tawney to Terminus 

291 Mundorf to Fordham 

2W Garway to Hastings 

293 Patton #1 near Patton 

294 Patton #3 near Patton 

296 McCoy Run Branch near McOee* 

297 Eralgh Run Branch near Cherry Tree 

298 Porter Run Branch near Banwaboro 

300 Luther Branch near Bakerton 

301 Buck Run Branch near Ctymer 

30ft Latrobe to Terminus 


Abandonment ICC 

effective Docket 

date No. 


Line 

No. 


Termini 


Abandonment ICC 

effective Dock* 

<1M* No 


fxhxstlvaxu— continued 


Dec. 1.1973 

AB-ft-155 

306 

Not. 7.1972 

AB-ft-6 

307 

Oct. 1,1973 

AB ft 125 

306 

Jan. 12,1972 

FD 26798 

808 

Nov. 19. t970 

FD 26061 

III 

June 1ft, 1973 

AB 6-126 

316 

Nov. 17,1972 

AB-A-IR 

317 

Nov. 15,1972 

AB ft 21 

318 

July 14.1970 

FD 260(23 

310 

Oct. 1968 

FD 26199 

320 

Feb. 1.1972 

FD 36708 

321 

July 10,1972 

FD 26644 

322 

Aug. L1972 

FD 26670 

323 

May 22,1972 

FD 26787 

324 

May 22,1972 

FD 26860 

326 

Aug. 21.1972 

FD 26670 

327 

June 30,1971 

FD 26660 

328 

Aug. 2L1972 

FD 26560 

329 

Dec. 1,1972 

ABft-63 

330 

Feb. 14,1973 

AB-ft-64 

332 

Sept. 1.1973 

AB-ft-ftft 

333 

Nov. 27,1973 

AB-ft-86 

334 

Dec. 1,1972 

FD 26807 

33ft 

Sept. 1,1973 

AB-5-J9 

340 

Aug. 21.1972 

FD 26670 

341 

Oct. 16,1971 

FD 26670 

342 

Oct. 16.1971 

FD 26670 

343 

Mar. 7.1972 

FD 26787 

345 

Mar. 7,1972 

FD 26787 

347 

June 1,1972 

FD 26634 

348 

Feb. 16.1973 

AB-ft-72 

349 

Feb. 1,1972 

FD 26806 

356 

June 2ft, 1973 

AB-5-63 


Oet. 16,1971 

FD 26670 

927 

Apr. 11.1972 

FD 26860 

Oct. 16,1971 

FD 26570 

928 

Peb. 16.1973 

AB-ft-ftl 


May 22.1972 

FD 26797 


Sept. 1.1973 

FD 26868 


Oct. 16,1971 

FD 26570 


Oct. 16,1971 

FD 26570 

17 

Mar. 22.1972 

FD 36791 


Apr. 11.1972 

FD 26869 


Nov. 27.1973 

AB-ft-89 


Dec. 14.1971 

FD 26003 

164 

May 22.1972 

FD 26795 

May 22,1972 

FD 26866 


Mar. 21,1972 

FD 26670 


Mar. 22.1972 

FD 26791 


July 14.1971 

FD 26644 

89 

Feb. A1973 

AB-ft-83 

116 

Aug. 21,1972 

FD 26570 

* 361 

Feb. A1973 

AB-ft-83 

369 

Mar. 22.1972 

FD 24791 

411 

Dec. 15.1973 

AB-ft-34 



PC 


Donohoe to New Alexandria 
Jamison Branch near Crabtree 
Manor Branch near Manor 
Cereal to Terminus 
Turtle Creek Branch near SalUburg 
Indiana to Cummings 
Creeks! d« to Coal Run 
Sahsburg to Cooemaugh M L. 

Leech burg to Terminus 
Borer Run Branch near Youngwood 
Mammoth Branch near Youngwood 
Bessemer Branch near Humphreys 
Marguerite Branch near Marguerite 
Whyel Branch near Yukon 
Verona to Terminus 
Homer City to Terminus 
Youngwood to Terminus 
Hutchinson* Mina to Cowanaburg 
Hunter Run Branch near Yukon 


Aug. 21,1972 FD 21679 
Aug. 21,1972 FD 34679 
June 1,1973 FD34T» 
Nov. 1,1972 AB-6-JI 
Aug. ?uro FDW70 
Bept 1,1973 AB-6-141 
Dec. IS, 1973 AB-ft-HQ 
Nov. 27,1973 AB-5-50 
Nov. 1,1073 AB-Hl 
Nov. 1.10TI AB-6-13 
Nov. 27.1973 FD 24713 
Dec. 31,1972 FD2M8S 
Dec. 31,1971 FD 360S 
May 3M971 FD 3648ft 
July 10,1972 FD 98643 
June 1,1973 FD 24570 
Aug. 1,1973 AB-M2 
Aug 21,1973 FD 34M4 
Nov. L197J FD »79 


Cowans burg to GraUtown Nov. 1,1973 AB-ft-13 

Everson A Broadlord near Bcottdale Sept. 1,1973 AB-S-141 

Opossum Run Braneh near McCoaneilsviUe Sept. 1,1973 AB-S-Mft 
Fairthance to Terminus June l, 1972 PD 24570 

Milbboro to Cnodble Sept. 1,1973 FD 27237 

Cokeburg Branch near Cokeburg July IAIV7; FD 24644 

Ontario Branch near Cokebuig June LIFT.' FD 36579 

Brldgevilie A McDonald Branch near $ygan May 23,1972 FD 24304 
West of Houston to Westland Not. 1,1*72 AB-Wt 

BurgetUtown to Cherry Valley Aug 1.1973 AB-V4S 

Lange loth to Stude Aug. U*7I AB-V44 

Beaver Valley Running Trk. near Van port Aug. 1,1973 AB-ft-U 
Mercer to Terminus June U1972 FD 2I*E 


RDQ 

Lor berry Jet to Terminus Jan. 17,1966 FD 33614 

Trvmoot to Terminus July 2#,19» FD 7410 


EJIODX I9LA.KP 
PC 

Warren to Bristol 


May 9.1*73 AB-ft-60 


TtBOOU 

PC 

Cape Char let to Kiptopeke 

INTERSTATE 

PC 

Ogdeniburg. N.Y. to Prescott, Out. 
Greenville, N J. to Bay Ridge, N.Y. 
Bhipplugpcrt, Pa. to Chester. W. Va. 
Farrell, Ohio to Ftrrona, Pa. 
Hammond. Lod. to Hegevrisch, Ill. 


Dec, 1ft, 1972 FD 345n 


,M73 FD24«1 
,1971 FD340W 


O 


820 











10163 


ERRATA 

Oliangc last paragraph on page 645 to read: 
Recommendation 

It is recommended that- the Ithaca Branch 
served by CRC or EL (or its successor). The 
traffic figures utmve do not reflect the heavy vol¬ 
ume of eoal moved to Ludlowville, N.Y. 


Change last paragraph in column 2 of page 653 to 
read ns follows: 

Preliminary Recommendation 
It is recommended that the. portion of the 
LV traffic at Sayre and Waverly be handled 
by ConRail or the EL or its successor (see 
Chapter 3). The line north to Van Etten Junc¬ 
tion is recommended for service to reach Line 
1017. 



















ptr copy. Paperbound, with charts 


1974-75 Edition 

This official guidebook provides useful information 
about U.S. Government agencies, including: 

• Major programs and functions 

• Listings of key officials 

• Organization charts for many agencies 

Most agency descriptions include a “Sources of 
Information” section that gives addresses and 
telephone numbers for obtaining specifics on 
employment, government contracts, environmental 
programs, small business opportunities, publications, 
speakers and films available to civic and educational 
groups, and other topics of public interest. 

This handbook is a “must” for teachers, students, 
librarians, researchers, businessmen, and lawyers 
who need current official information about the 
U.S. Government. 
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